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ABSTRACT 

The Banual is designed for use in preparing for 
advancement vithin the Navy Air ControlBan rating, vhich designates a 
professional air traffic controller, unlike the Bore specialized 
center or tover controllers. Hovever, BxniBUB qualifications for the 
rating include coBpletion of the Federal Aviation AdBinistration 
(FAA) tfritten exasination for air traffic controllers and an FAA 
Bedical certificate. Contents of the Banual cover flight planning, 
facility operation, terainal instruBent procedures, air traffic 
control, eBergency procedures, carrier air traffic control 
procedures, and adBxnistration. All sections are illustrated vith 
charts and diagraas. Although the eaphasis is on Navy procedure and 
tersinology, in aany areas there is applicability to civilian 
procedures. Appendixes include definitions and abbreviations and a 
selected bibliography of air traffic control instructions. (MDtf) 
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PREFACE 



Thii Rate Training Manual is one of a senes of training manuals prepared 
especially for the enlisted men of the Navy and Naval Reserve who an: 
studying for advancement in the Air Controiman rating, The manual is based 
on the professional qualifications tor the rates of ACI and ACC, asset forth 
m the Manual of Qualifications for Advancement, NAVPERS 18068 (Series). 

Combined with the necessary practical experience and a thorough 
knowledge of the materials contained in Air Controiman 3&2,NAVTRA 
l0367-t, completion of the Nonresident Career Course based on this manual 
will greatly assist the AC2 and ACI in preparing for their advancement 
examinations. This manual should also be valuable as a refresher for the ACC 
who is studying for advancement to ACCS and the ACCS who is studying for 
advancement to ACCM. 

This training manual was prepared by the Naval Education and Training 
Program Development Center. Pensacola, Florida, for the Chief of Naval 
Education and Training. Technical reviews were provided by the Naval Air 
Teciinical Training Center, Glynco, Georgia. 
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THE UNITED STATES NAVY 

GUARDIAN OF OUR COUNTRY 

The United States Navy is responsible for maintaining control of the sea 
and IS a ready force on watch at home and overseas, capable of strong 
action to preserve the peace or of instant offensive action to win in war. 

It IS upon the maintenance of this control that our country's glorious 
future depends; the United States Navy exists to make it so. 

t, 

WE SERVE WITH HONOR 

Tradition, valor, and victory are the Navy's herit'age from the past. To 
these may be added dedication, discipline, and vigilance as the watchwords 
of the present and the future. 

At home or on distant stations we serve with pride, confident in the respect 
of our country, our shipmates, and our families. 

Our responsibilities sober us: our adversities strengthen us. 

Service to God and Country is our special privilege. We serve with honor. 

THE FUTURE OF THE NAVY 

The Navy will always employ new weapons, new techniques, and 
greater power to protect and defend the United States on the sea, under 
the sea, and in the air. 

Now and in the future, control of the sea gives the United States her 
greatest advantage for the maintenance of peace and for victory m war 

Mobility, surprise, dispersal, and offensive power are the keynotes of 
the new Navy. The roots of the Na/y lie in a strong belief m the 
future, in continued dedication to our tasks, and in reflection on our 
heritage from the past. 

Never have our opportunities and our responsibilities been greater. 
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CHAPTER I 

AIR CONTROLMAN RATING 



Tliii^ traiiiiiig manual is dcsiiincd to help >ou 
to meet the profej^sional qiiahficalions tor ad- 
vancement to First Class and C hief Air Control- 
man.: The Air Controlman qualirications which 
are used as a iiuide in the preparation of this 
manual are contained in the current revision of 
the Manual of Ot^alifications for Advancement, 
XAVPERS 18068 (Series). Subsequent changes in 
the qualifications may not be retlectcd in the 
information given herc. 

The remainder of this chapter gives informa- 
tion on the.Air Controlman rating, the enlisted 
rating structure, requirements and procedures 
for advancement, and references that will help 
you in preparing for advancement. Information 
on how to best use Navy Rate Training Manuals 
is also included. Therefore, it is strongly recom- 
mended that you study this chapter carefully 
before beginning intensive study of the remain- 
ing chapters. 



ENLISTED RATING STRUCTURE 

The present enlisted rating structure includes 
two type!* of ratings general ratings and service 
ratings 

GENERAL RATINGS are designed to provide 
paths of advancement and career development. 
A general rating identifies a bror^d occupational 
field of ivlated duties and functions requiring 
similar aptitudes and qualifications. General 
ratings provide the primary means used to 
identify billet requirements and personnel quali- 
fications. Some general ratings include service 
ratings:, others do not. Both Regular Navy and 
Naval Reserve personnel may hold general rat- 
ings.. 

Subdivisions of certain general ratings are 
identified as SERVICE RATINGS. These service 
ratings identify areas of specialization within the 



scope of a general rating Service ratings arc 
established in those generil ratings m which 
specialization is essential for efficient utilization 
of personnel. Althougli sen ice ratings can exist 
at any petty officer level, they are most com- 
mon at the P03 and P02 levels. Both Regular 
Navy and Naval Reserve personnel may hold 
sendee ratings. 

AC RATING 

The Air Controlman rating is i general rating 
and IS included in Navy Occupational Group IX 
(Aviation). There arc no AC service ratings. 

Beforc an individual can he recammended for 
any Air Controlman rating, he must possess the 
following as minimum qualification:. 

1. A certificate indicating successful comple- 
tion of the FAA basic airman written examina- 
tion lor air traffic controllers. 

2. A Class n F AA medical certificate.. 
Figure 1-1 illustrates the path of advancement 

from Recruit to Master Chief Air Controlman, 
Warrant Officer, and Limited Duly Officer, 
SUPERS Instruaion 1120.18 (Series) provides 
guidance for submission of application for pro- 
motion to Warrant Officer and Limited Duty 
Officer. 

Shaded areas in figure 1-1 indicate career 
stages from which qualified enlisted men may 
advance to Warrant Officer (W-l), and selected 
Commissioned Warrant Officers {W-2 and W-3) 
may advance to Limited Duty Officer., 

Unlike the civilian counterpart, the Navy Air 
Controlman is not a specialized Center Con- 
troller, Tower Controller, or a Flight Service 
Specialist. The Navy AC is required to be a 
professional air "traffic controller, knowledgeable 
in all areas of air traffic control and a profes- 
sional military man who transfers at regular 
intervals. 



AIRCONTROLMAN 1 &C 



ERIC 




LDO INPUT ZONE 



WARRANT OFFICER 
i INPUT ZONE 



Figure 1-1.-Path$ of advancement. 

2 



AC.1 



C liaptcr 1 AIR CONTROLMAN RATINCi 



Tins point may be accented In a brief 
description of the types of dut\ which an Air 
(ontrohiian nia> expect to receive or that he 
may Request as follows. 

I Naval air stations 

a. AC\ assigned to air stations are nor- 
mally attached to the Air Traffic' Control divi- 
sion within the operations department. ACTs 
and ACCs normally serve as watch supervisors 
or branch supervisors and normally have several 
personnel under their supervision performing the 
various air traffic control duties. 

b. The AC I or ACC performs supervisory' 
and ATC functions in control towers, radar air 
traffic control centers, ground controlled ap- 
proach units, and n;glit clearance offices. Tools 
of the trade inLlude radio, radar, direction 
finding equipment, teletype, and various forms 
of direct line telephone equipment.. 

c. Tiiey control air traffic under all types 
of weather conditions, a.ssist in the administra- 
tion of the ATC division and ATC function of 
the naval air station, process flight plans and 
clearances, keep appropriate records as basis for 
reports required, and maintain current flight 
planninu and related information. 

2. CVA/CVS's 

a. Air Controlmen assigned aboard aircraft 
carriers may be members of the CCA team or 
the Air Operations crew, both of which com- 
prise the CATCC: 

b. Ac's perform basically the same type 
duties aboard ship as described for naval air 
stations, adapted to the mobility aspect of 
aircraft carriers and the increased tempo and 
precision required for aircraft operations at sea. 

3. LPH's 

a. Air Controlmen are assigned aboard 
each of the LPH\. 

b. . They perform communications and air 
traffic control service, including the use of radar. 

4. Instructor billets. 

a. AC "A" and "B" schools, and CATCC^ 
and GCA "C" operator schools. 

The technical assistant to the AC rating 
control officer in tlie Bureau of Personnel 
(SUPERS 2144) is an ACCM. He can provide more 
or detailed information on the billets described 
and can be reached by phone or correspondence.: 

The Naval Hnlisted Classifications Codes for 
the AC rating are as follows: 



1. AC'-b^)00 is an I ntry Series NhC and is 
assigned to 1-2 and l>3 personnel in training as 
AC\ and who are not designated strikers. 

2. AC-f>^)22 identifies a (iCA Controller and 
IS a^ jgned to a GCA operator school graduate. 

.3 AC'6^)| 2 identifies a CCA Controller. This 
code may be assigned to a CATCC school 
graduate upon rveommendation of the com- 
manding officer after qualification as a final 
controller and one other of the following. 

a. Approach Controller. 

b. Marshal Controller. 

c. Wave-Off/Bolter Controller. 

d. Departure Controller. 

An AC must be an AC-6922 to be eligible for 
AC-6912. 

4. AC-69II identifies a CATCC Supervisor. 
To be assigned AC-091 I , an AC must be 
qualified in all CATCC operator positions (hence 
be an AC-6912), be able to sup.:i-vise and direct 
the operation of the CATCC, and be recom- 
mended by the commanding officer.. 

Air Controlmen who do not fall within the 
above classifications may be assigned 0000 or a 
Special Series NEC such as one which designates 
instructors. 



SUPERVISORY SKILLS 

As you advance in rating, more of your work 
becomes a matter of supervision and training 
others in the performance of the various func- 
tions of the air traffic control facility. Your 
value to the organization will be measured 
largely in terms of the quality of work of your 
subordinates. This does not mean that every- 
thing can be delegated to subordinates, as there 
will continue to be tasks and responsibilities that 
you must take care of yourself. However, you 
must not take the attitude that it is easier to do 
the work than to train and supervise someone 
else. 

Supervision is being responsible for and di- 
recting the work of others. In supervising your 
subordinates, you will need to have certain skills 
and knowledge.. A supervisor is a manager: 
there foa\ he should be well versed in the 
principles of management. The material pre- 
sented here is for a twofold purpose: First, to 
acquaint you with the basic principles so that 
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your first supervisor cluMcs will get oiT to i\ 
good start, and second, to give you a basis from 
vvliieli to build as yuu progress toward the higher 
ratings. 

The supervisor needs to know and be skilled 
in the following t'aetors to effeclively supervise 
the men under him 

1. Skill in leading. 

2. Skill in organizing 

3. Knowledge of his work. 

4. Knowledge of his responsibilities, 

5. Skill in communicating ideas. 

6. Skill in instructing. 

7. Problem solving 

Skill hi Leading 

Here is where yoi.- should excel. Lead the men 
that you are coaching, do not drive them. Set 
examples for them to follow. Know them as 
individuals and handle their problems individ- 
ually. Reprimand them in private; praise them in 
public. The men will work for you, and their 
training will be more easily accomplished and 
more effective if you can leam to U ) be 
j)redictable and consistent in your dealings with 
them, (2) project to your men the enthusiasm 
you feel for the work they are doing, and (3) 
have no fear of your position, you. boss, the 
people you aa* supervising, and tougli jobs, or 
honest mistakes. 

This is not an all-inclusive list of things that 
will make you a leader of men overnight. These 
items aa* sound, basic principles that, when 
mixed well with common sense, you will im- 
prove your leadership abilities. 

SkUl in Organtzmg 

Another skill needed in supervision is skill in 
organizing. Organization is a form of discipline 
which, if carefully accomplished, can contribute 
substantially to successful supervision.. 

An important element of good organization is 
the delegation of AUTHORITY and RESPONSI- 
BILITY, which must always go together.. It has 
been said that the ideal of sound organization 
should be to tlx responsibility as low in the 
organization as competence exists to assume the 
responsibility. Many individuals are reluctant to 
delegate authority because they fear the possi- 
bility of being embarrassed by the acts of their 
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subordinates. These fears are generally an indica- 
tion of a feeling of insecurity on the part of the 
supervisor. This insecure feeling can best be 
overcome by training the subordinates to in- 
crease their capacity for accepting responsibility 
and authority.: 

Not only do supervisors sometimes fail to 
delegate authority, but they also frequently fail 
to delegate properiy the work that needs to be 
done. A supervisor can very readily handicap 
himself by trying to do more than he needs to 
do. The result is that he becomes an ineffective 
supervisor and leader. 

Knowledge Required 

Successful supervision demands a vast amount 
of knowledge. Tlie wide variety and complexity 
of jobs require the supervisor to have consider- 
able technical knowledge. It is inevitable, how- 
ever, that the supervisor will be given some tasks 
for which his training and experience are inade- 
quate. In these situations the supervisor must be 
dependent upon the knowledge and abilities of 
others, and upon his own leadersiiip,. 

The supervisor must have a knowledge of the 
overall objectives of the organization of which 
he is a part. In addition, he needs to have a clear 
understanding of the specific part his own group 
must play in attaining the basic goals. His 
planning, organization, directing, and, in fact, all 
problem solving should be done with both the 
general and specific aims of the organization 
cleariy in mind. 

Knowledge of Men as Individuals 

Of paramount importance to a successful 
supervisor is a thorough knowledge of the 
subordinates as individuals. The supervisor needs 
to be continuously aware of the fact thai 
individual differences do exist and that they 
cannot be oveHooked., 

It is particularly dangerous for a supervisor to 
fall into the habit of stereotyping people. 

Skill in the Commumcation of Ideas 

Another skill which is required of a good 
supervisor is skill in the communication of ideas.. 
This is essential ^n giving orders, in the dissemi- 
nation of information, and in training or teach- 
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lilt! In the Na\\, the JianneN tor com muni ca- 
tion and the lines of authority aic th * same 
Ihese channels should not be bypassed, it* one's 
subordinates are expected to function willingly 
and cooperatively, they should be iziven all the 
nitbrniation they need or can use. 

Skills in Instructing 

The actual dv^velopmeiit of a training program 
is discussed in i later chapter. Ihe apprentice is 
depending on you to demonstrate and coach 
him in the coirect procedures and methods to be 
Used You must develop skill in imparting your 
knowledge to trainees on how the job is to be 
done. As the trainee progresses from one work 
experience to another, you will be guiding and 
coaching him. To cissist you in developing skill in 
instructing, keep the following in mind' 

1. Show your new man how to do the job 
without showing ott* or showing him up. 

2. Have all the answers yoiv can, admit it 
when you do not, and get him the correct 
answer as soon as possible. 

3 Learn to be sincerely interested in others. 

4. Keep your sense of humor. 

5. Be patient. 

b. Be sure the trainee understands what the 
job is and how it is to be done. 

Problem Solving 

1 he practical exercise of supervision (or lead- 
ership) is largely concerned with problem solv- 
ing, hvery day new problems are encountered; 
there are difficulties difterent from any you 
have ever met. If you can look at these 
diftlculties brietly, and then, almost without 
pause, see and apply a sound solution, you arc 
fortunate. Indeed, you are exceptional: for most 
of us must cautiously examine difficult prob- 
lems and weigh the solutions carefully. Even 
then, we are subject to senous errors if we 
overlook some of the details which are not too 
obvious. 

If all of us were to go about solving problems 
in eactly the same manner, we would necessarily 
have exactly the same thouglit processes. Al- 
thougli we do not think alike, all those who are 
capable of finding proper solutions quickly and 
easily do have something in common. They 



follow a fairl> well established pattern o** 
thought and action. 

Some people practice the pattern instinc- 
tively, thereby reaching solid, useful con- 
clusions in what appears to be an ama/mgly 
short time.. For most of us, this pattern is not 
one we know instinctively.- We learn it only after 
having paid in concerted effort. We may learn of 
It in the classroom, on the job, or fron? bcH)ks, 
but it becomes a habit only after the trial and 
error of repeated application., 

TECHNIQUES IN PROBLEM SOLVING. 
Tlie problem solving process may be divided into 
SIX steps.. Individual leaders go througli these 
steps either deliberately or automatically. 

Preliminary to solving a problem, you must 
recognize that there is an actual problem to l>c 
solved. Then you proceed as follows; 

I.. Define the problem. 

2. Establish objectives. By this is meant what 
do you want to accomplish, 

3. Get the facts. Assemble all the facts 
pertinent to the problem. Ascertain what per- 
sonnel, if any, are involved. Review the record. 
Find out what rules, regulations, ..nd customs 
apply. Contact the individual concerned for 
opinions and feelings, as well as facts. Be sure 
you have the whole J^tory.. Perhaps materials or 
equipment constitute a part of the problem. 
Methods or operational schedules may also 
affect the problem. 

4. Weigli and decide.. After all the facts have 
been assembled, analyze the problem in liglit of 
the facts. Fit the facts together and consider 
their bearing on each other.. Cheek regulations, 
policies, and practices. What possible actions are 
therc? What are the possible results of each 
action? Choose the best action, but do not make 
sudden or quick conclusions. 

5. Take action. First consider the following 
questions:: Should I handle this problem myself? 
Do I need any help in handling it? Then consider 
the proper time and place to take the action that 
appears most likely to solve the problem. Do not 
depend on someone else to solve the problem. 

6. Evaluate the action. In this step, cheek the 
results of your action to see if it solved the 
problem. Never just assume that the problem 
was solved, as you may find that the action 
brought about additional problems instead of 
solving the initial problem. Watch for changes in 
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output, .ittituilcs. .itui icKilumsliips. It l\w proh- 
Icm was not soUoJ, vou iiiav nocJ to iiallior 
more favts aiul go lli rough the onliro problem 
solving procedure agaui 

The problem solving teehnique can be mas- 
tered b\ any indiMdual who »s capable ot* 
learning, h may seem to lake a great deal ol 
time, but eventualK it will aelualiy save tune. 
The individual who desires to become a good 
supervisor should become so skilled in its use 
that this technique is Msed automatically when 
dealing with the problems of supervision. 

ADVANCEMENT 

By this time, vou are probably well aware of 
the personal advantages of advancement higher 
pay, greater prestige, more interesting and chal- 
lenging work, and the satisfaction of getting 
ahead in your chosen career. By tins time, also, 
you have probably di.scovered that one of the 
most enduring rewards of advancement is the 
training you acijuia* in the process of preparing 
for advancement 

The Navy also profits by your advancement. 
Higlily trained personnel are es.sentia! to the 
functioning of the Navy. By adv-mcement. you 
increase your value to the Navy in two ways:. 
First, you become more valuable as a technical 
.specialist, and thus make fai-reaching contribu- 
tions to the entire Navy:, an^ second, you 
become more valuable a*, a person wiio can 
supervise, lead, and train others. 

Since you are studying for advancement to 
POI or ( K), you aa* probably already familiar 
with the requirement and procedures for ad- 
vancement. Howevci. you may tlnd it helpful to 
read the followinji ^^ctions. The Navy divs not 
stand still. Things change all the time, and it is 
possible that some of the requirements have 
changed sincw the last time you went up for 
advancement.. Furthermore, you will l>c a^spon- 
iible for trailing others for advancement: there- 
foa\ you will need to know the rcquirements in 
some detail. 

HOW TO QUALIFY 
FOR ADVANCEMENT 

To qualify for advancement, a person must:. 
1. Have a certain amount of time in grade. 



2. ( omplele the required Rate Training Man- 
uals either by demonstrating a knowledge of the 
material m the manual by passing a •ocally 
papared and admialMead test or by passing the 
Nonresident Career (ourse based on the Rale 
Training Manual. 

3. IXMuonstrate the ability to perfonn all the 
PRA(TICAL requirements for advancement by 
completing applicable portions of the Record of 
Practical Factors, N.AVEDTRA 1414/1. 

4. Be recommended by your commanding 
officer, after the petty officers and officers 
supervising your work have indicated that they 
consider you capalMc of performing the duties of 
the next higher rate. 

5.. Demonstrate KNOWLFOGE by passing a 
written examination on (a) military aquire- 
ments, and (b) profes.sional qualifications. 

RememlKT that the requiaments for advance- 
ment can change. Check with your educational 
services office to be sure that you know the 
most recent requirements. 

When you are training lower rated personnel, 
it is a good idea to point out that advancement 
is not automatic. Meeting all the requirements 
makes a person FLKJIBLE for advancement, but 
It does not guarantee his advancement. Such 
factors as the score made on the written 
examination, length of time in service, perform- 
ance marks, and quotas for the rating ei^ter into 
the final determinatioh of who will actually be 
advanced. 



HOW TO PREPARE 
FOR ADVANCEMENT 



What must you do to prepare fcr advance- 
ment? You must study the qualifications for 
advancement, work on the practical factors, 
study the required Rate Training Manuals, and 
study other material that is required. You will 
need to be familiar with the following; 

1. Manual of Qualifications for Advance- 
ment, NIAVPERS 18068 (Scries). 

2. Record of Practical Factors, NAVEDTRA 
I4I4/I.: 

^ 3. Bibliography for Advancement Study, 
NAVEDTRA 10052 (Series). 

^. Applicable Rate Training Manuals and 
tlieir companion Nonresident Career Courses. 
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Collectively, these diKUihcnls make up an 
integrated training package tied logeliier In Hic 
qualifications. The following puragrapliN dcscriK' 
these materials and give some information on 
how each one ii related to the others 

^^Quals^' Manual 

The Manual of Qualifications for Advance- 
ment, NAVPERS 18068 ( Series K gives the mini- 
mum requirements tor advancement to each rate 
within each rating. This manual is usually culled 
the '*0«i»ls'* Manual, and the qualifications 
themselves are often called "quals." Tlie qualifi- 
cations are of Iwo genera! types: ( 1 ) militars' 
requirements, and (2) professional or ^'chnical 
qualifications. Military' requiaments apply to all 
ratings rather than to ai>\ one rating alone 
Professional quahficatiims are technical or pri^ 
fessional wquirements that are directl> related 
to the work of each rating. 

Both the mihtary requirements and the pro- 
fessional qualifications aa* divided into subject 
matter groups. Tlicn. within each subject matter 
group, they arc divided into PR A( TIC AIJ* AC- 
TORS and KNOWLI.IXa. I AC TORS. 

The c|ualitlcations for advancement and a 
bibliography of study materials are available in 
your educational services office. The "Quals" 
Manual is changed more frei|uently than Rate 
Training Manuals are nrvised. By the time you 
are studying this training manual, the '\|Uals" 
for your mling may have iven changed. Never 
tnist any set of "quais" until you have checked 
the change number against an UP-FO-D.AIL 
copy of the "Ouals" Manual. 

In training others for advancement, emphasi/e 
these thare points about the "quals": 

1. The ''quals" aa* the MINIMUM require- 
ments for advancement. Personnel who study 
MORE than Ine required minimum will have a 
ga»at advantage when they take the written 
e\aminattons for advancement. 

2. Each *'quar* has a designated rate level 
chief, first class, second class, or third class. You 
are a*sponsible for meeting ail 'Equals" specified 
for the rate level to which you are seeking 
advancement AND ail "quals" specified for 
lower rate levels. 

3. Tlie written examinations for advancement 
will contain questions ablating to the practical 



factors AND to the knowledge faci'^is of BOTH 
the militar> requiamenls and the professional 
qualifications. 

Record of Practical Factors 

Before you can take the Navy-wide examina- 
lion for advancement, there must be an entry in 
your service record to show that you have 
qualified in the practical factors of both the 
military requiaments and the professional quali- 
fications. A special form known as the Record 
of Practical Factors. NAVEDTRA 1414/1 (plus che 
abbreviation of the appropriate rating), is used 
to keep a accord of your practical factor 
qualifications. Tlie form lists all practical fac- 
tors, both military and professional. As you 
demonstrate your ability to perform each practi- 
cal factor, appropriate entries are made in the 
DATE and INITIALS columns. 

As a POl or ( PO. you will often be required 
to check the practical factor performance of 
lower rated personnel and to aport the results 
to your supervising officer. 

As changes are made periodically to the 
••Quals * Manual, new forms of NAV- 
EDTRA 1114/1 aa provided wlwn necessary. 
lAtra space is allowed on the Record of Practi- 
cal f actors for entering additional practical 
factors as they aa published in changses to the 
"Quals" Manual. The Record of Practical 
Factors also provides space for recording demon- 
strated proficiency in skills which are within the 
general scope of the rating but which are not 
identified ;b minimum qualifications for ad- 
vancement. Keep this m mind when you arc 
training and supervising other personnel. If a 
person demonstrates proficiency in some skill 
which is not listed in the •'quals" but which is 
within the general scope of the rating* report 
this fact to the supervising officer so that an 
appropriate entry can be made in the Record of 
Practical Factors. 

When you are transferred, the Record of 
Practical Factors should be forwarded with your 
service record to your next duty station.: It is a 
good idea to check and be sure that this form is 
actually inserted in your service record before 
you are transferad. If the form is not in your 
record, you may \yc required to start all over 
again and aqualify in practical factors that have 
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alrcaJ\ heen cheukcJ oil ^ ou sl:oiikl also take 
some ivsponsihilitN loi helpiiiL' lower rated 
personnel keep track of their praetical factor 
records when thc\ are transferred. 

A second copy of the Record of Practical 
l-actors should be made ivailal^le lo each man in 
pa\ grades ir-Z through I -S tor his personal 
record and guidance 

The importance of XAVEDTRA UU 1 cannot 
he over emphasized. It serves as a record to 
indicate to the pett> officers and officers super- 
vising vour work that you have demonstrated 
proficiency m the performance oftlie indicated 
practical factors and is part of the criteria 
utilized by your commanding officer when he 
considers lecommending you for advancement. 
In addition, the proficient demonstration of the 
applicable practical factors listed on this form 
can aid vou in preparing for the examination for 
advancement. Remember that the knowledge 
aspects of the practical factors are covered in the 
exanunation for advancement. Certain knowl- 
edge IS required to demonstrate these practical 
factors and additional knowledge can be ac- 
quired during the demonstration. Knowledge 
factors pertain to that knowledge which is 
required to perform a certain job.. In other 
words, tlie knowledge factors required for a 
certain rating depend upon the jobs (practical 
factors) that must be performed by personnel of 
that rating. Therefore., the knowledge required 
to proficiently demonstrate these practical fac- 
tors will definitely aid you in preparing for the 
examination for advancement. 

NAVEDTRA 10052 

Bibliography for Advancement Study, NAV- 
10052 ^Series^ is a ver> important 
publication for anyone preparing for advance- 
ment. This publication/bibliography lists re- 
quired and recommended Rate Training Manuals 
and other reference material to be used by 
personnel working for advancemenr, NAVEDTRA 
10052 (Series) is revised and issued each year by 
Naval Training Support Command. Fach revised 
edition is identified by a letter following the 
NAVEDTRA number; be SURE you have the most 
recent edition. 

Tlie required and recommended references are 
listed by rate level in NAVEDTRA 10052 fSeries). 



It is important to remember that you are 
responsible for all references at lower rate levels, 
as well as those listed for the rate to which you 
are seeking advancement. 

Rate Training iManuals that are marked with 
an asterisk (*) in NAVEDTRA 10052 (Series) are 
MAND.ATORV at the indicated rate levels, A 
mandator)' training manual may be completed 
by (1) passing the appropriate Nonresident Ca- 
reer Course that is based on the mandatory 
training manual: (2) passing locally prepared 
tests based on the information given in the 
mandatory training manual: or (3) in some cases, 
successfully completing an appropriate Navy 
school. 

When training personnel for advancement, do 
not overlook the section of NAVEDTRA 10052 
(Series) which lists the required and recom- 
mended references relating to the military re- 
quirements for advancement.. All personnel must 
complete the mandatory military requirements 
training manual for the appropriate rate level 
before they can be eligible to advance.. Also, 
make sure that personnel working for advance- 
ment study the references listed as recom- 
mended but not mandatory in NAVEDTRA 10052 
(Series). It is important to remember that ALL 
references listed in NAVEDTRA 10052 (Series) 
may be used as source material for the written 
examinations, at the appropriate levels. 

Rate Training .Manuals 

There are two general types of Rate Training 
Manuals. Rate Training Manuals such as this one 
are prepared for most enlisted rates and ratings, 
giving information that is directly related to the 
professional qualifications for advancement. 
Subject matter manuals give information that 
applies to more than one rating. 

Rate Training Manuals are revised from time 
to time to bring them up to date technically, 
riie revision of a Rate Training Manual is 
identified by a letter following the NAVEDTRA 
number. You can tell whether a Rate Training 
Manual is the latest edition by checking the 
NAVEDTRA number (and the letter following the 
number) in the most recent edition of List of 
Training Manuals and Nonresident Career 
Courses, NAVEDTRA 10061 (Series). NAVED- 
TRA 10061 is actually a catalog that lists current 
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training manuals and nonresident career courses; 
you will find this catalog useful in planning your 
study program.) 

Rate Training Manuals are designed for the 
special purpose of helping nav.ii personnel pa*- 
pare for advancement. By this time, you have 
probably developed your own way of studying 
these manuals. Some of the personnel >ou tram, 
however, may need guidance in the use of Rate 
Training Manuals. Althougli there is no single 
''best" way to study a training manual, the 
following suggestions have proved useful for 
many people. 

1. Study the military requirements and the 
professional qualifications for your rate before 
you study the training manual, and refer to the 
*'quals" frequently as you study.. Remember, 
you are studying the training manual primarily 
to meet these Equals..'' 

2. : Set up a regular study plan. If possible, 
schedule your studying for a time of day when 
you will not have too many interruptions or 
distractions. 

3. : Before you begin to study any part of the 
training manual intensively, get acquainted with 
the entire manual. Read the preface and the 
table of contents. Check through the index.: 
Thumb through the manual without any particu- 
lar plan, looking at the illustrations and reading 
bits here and there as you see things that interest 
you. 

4. Look at the training manual in more 
detail, to see how it is organized. Look at the 
table of contents again. Then, chapter by chap- 
ter, read the introduction, the headings, and the 
subheadings. This will give you a clear picture of 
the scope and content of the manual. 

5. When you have a ,ijeneral idea of what is in 
the training manual and how it is organized, fill 
in the details by intensive study. In each study 
period, try to cover a complete unit-it may be a 
chapter, a section of a chapter, or a subsection.. 
Tlie amount of material you can cover at one 
time will vary.. If you know the subject well, or 
if the material is easy, you can cover quite a lot 
at one time. Difficult or unfamiliar material will 
require mure study lime. 

6.. In studying each unit, write down ques- 
tions as they occur to you.. Many people find it 
helpful to make a written outline of the unit as 



they study, or at least to write down the most 
important ideas. 

7. As you study, relate the information in the 
training manual to the knowledge you already 
have. When you read about a process, a skill, or 
a situation, ask yourself some questions. Does 
this information tie in with past experience? Or 
IS this something new and different? How does 
this information relate to the qualifications for 
advancement? 

8. When you have finished studying a unit, 
take time out to see what you have learned. 
Look back over your notes and questions. 
Maybe some of your questions have been an- 
swered, but perhaps you still have some that are 
not answered. Without referring to the training 
manual, write down the main ideas you have 
learned from studying this unit.. Do not just 
quote the manual. If you cannot give these ideas 
in your own words, the chances are that you 
have rot really mastered the information. 

9. Use Nonresident Career Courses whenever 
you can.: The Nonresident Career Courses are 
based on Rate Training Manuals or other appro- 
priate texts. As mentioned before, completion 
of a mandatory Rate Training Manual can be 
accomplished by passing a Nonresident Career 
Course based on the training manual. You will 
probably find it helpful to take other Nonresi- 
dent Career Courses, as well as those based on 
mandatory training manuals. Taking a Nonresi- 
dent Career Course helps you to master the 
information given in the training manual, and 
also gives you an idea of how much you have 
learned. 



INCREASED RESPONSIBILITIES 

When you assumed the duties of a P03, you 
began to accept a certain amount of responsi- 
bility for the work of others. With each advance- 
ment, you accept an increasing responsibility in 
military matters and in matters relating to the 
professional work of your rate.. When you 
advance to POI or CPO, you will find a 
noticeable increase in your responsibilities for 
leadership, supervision, training, working with 
others, and keeping up with new developments. 
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As your responsibilities inca^ase, your ability 
to communicate clearly and effectively must 
also increase.: The simplest and most direct 
means of communication is a common language. 
The basic requirement for effective communica- 
tion is therefore a knowledge of your own 
language. Use correct language in speaking and 
in writing. Remember that the basic purpose of 
all communication is understanding. To lead, 
supervise, and train others, you must be able to 
speak and write in such a way that others can 
understand exactly what you mean. 

Leadership and Supervision 

As a POI or CPO, you will be regarded as a 
leader and supervisor. Both officers and enlisted 
personnel will expect you to translate the 
general orders given by officers into detailed, 
practical, on-the-job language that can be under- 
stood and foUowed by relatively inexperienced 
personnel. In dealing with your juniors, it is up 
to you to see that they perform their jobs 
correctly. At the same time, yi u must be able to 
explain to officers any important problems or 
needs of enlisted personnel. In all military and 
professional matters, your responsibilities will 
extend both upward and downward. 

Along with your increased responsibilities, 
you will also have increased authority. Officers 
and petty officers have POSITIONAL author- 
ity-tiiat is, their authority over others lies in 
their positions. If your CO is relieved, for 
example, he no longer has the degree of author- 
ity over you that he had while he was your CO, 
although he still retains the military authority 
that all seniors have over subordinates.. As a 
POI, you will have some degree of positional 
authority: as a CPO, you will have even more. 
When exercising your authority, remember that 
it is positional -it is the rate you have, rather 
than the person you are, that gives you this 
authority.. 

A Petty Officer conscientiously and proudly 
exercises his authority to carry out the responsi- 
bilities he is given. He takes a personal interest in 
the success of both sides of the chain of 
command . .. authority and responsibility. For 
it is true that the Petty Officer who does not 
seek out and accept responsibility, loses his 
authority and then the responsibility he thinks 



he deserves. He must be sure, by his example 
and by his instruction, that the Petty Officers 
under him also accept responsibility., in short, he 
must be the leader his title-Petty Officer-says 
he is. 

For information on the practical application 
of leadership and supervision, study Military 
Requirements for Petty Officer 1 & C, NAV- 
PERS 10057 (Series). 

Training 

As a POI or CPO, you will have regular and 
continuing responsibilities for training others. 
Even if you aje lucky enough to have a group of 
subordinates who are all highly skilled and well 
trained, you wil* find that training is necessary. 
For example, you will always be responsible for 
training lower rated personnel for advancement. 
Also, some of your best workers may be 
transferred; and inexperienced or poorly trained 
personnel may be assigned to you. A particular 
job may call for skills that none of your 
personnel have.. These and similar problems 
require that you be a training specialist one 
who can conduct formal and informal training 
programs to qualify personnel for advancement, 
and one who can train individuals and groups in 
theeffective execution of assigned tasks. 

In using this training manual, study the 
information from two points of view.. First, 
what do you yourself need to learn from it? And 
second, how would you go about teaching this 
information to others? 

Training goes on all the time. Every time a 
person does a particular piece of work, some 
learning is taking place. As a supervisor and as a 
training expert, one of your biggest jobs is to see 
that your personnel learn the RIGHT things 
about each job so that they will not form bad 
work habits. An error that is repeated a few 
times is well on its way to becoming a bad habit.. 
You will have to learn the difference between 
oversupervising and not supervising enough. No 
one can do his best work with a supervisor 
constantly supervising. On the other hand, you 
cannot turn an entire job over to an inexperi- 
enced person and expect him to do it correctly 
without any help or supervision.. 

In training lower rated personnel, emphasize 
the importance of learning and using correct 
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termuiology. A coiniiuiiul dI the technical lang- 
uages of your occupational ficKI (rating) enables 
you to receive and convey intbrmation accurate- 
ly and to exchange ideas with others. A person 
who does not understand the precise meaning of 
lornis used in connection witli the work of his 
rating is detlnitely at a disadvantage when he 
tne5> to read official publications relating to his 
work. He is also at a ga\it disadvantage when he 
takes the examinations for advancement. To 
train others in the correct use of technical terms, 
you will need to be very careful in your own use 
of words. Use correct terminology and insist 
that personnel you are supenising use it too. 

You will find the Record of Practical Factors. 
NAVEDTRA 1 4l4 I, a useful guide in planning 
and carrying out traming programs. From this 
record, you can tell which practical factors have 
lx*en checked off and which ones have not yet 
been done. Use this information to plan a 
training program that will fit the needs of the 
personnel you are training. 

On-the-job training is usually controlled 
through daily and weekly work assignments.. 
When you are working on a tiglit schedule, you 
will generally want to assign each person to the 
part of the job that you know he can do best. In 
the long run, however.^ you will gain more by 
assigning personnel to a variety of jobs so that 
each person can acquire broad experience. By 
giving people a chance to do carefully supervised 
work in areas in which they are relatively 
inexperienced, you will increase the range of 
skills of each person and thus improve the 
flexibility of your working group,. 

Working With Others 

As you advance to POl or CPO, you will find 
that many of your plans and decisions affect a 
large number of people, some of whom are not 
even in your own occupational field (rating). It 
becomes increasingly important, therefore, for 
you to understand the duties and the responsi- 
bilities of personnel in other ratings. Every petty 
officer in the Navy is a technical specialist in his 
own field.. Learn as much as you can about the 
work of others, and plan your own work so that 
it will fit into the overall mission of the 
organization.. 



Keeping Up With New Developments 

Practically everything in the Navy - policies, 
procedures, publications, equipment, systems is 
subject to change and development.: As a POl or 
CPO, you must keep yourself informed about 
changes and new developments that affect you 
©r your work in any way< 

Some changes will be called directly to your 
attention, but others will be harder to find. Try 
to develop a special kind of alertness for new 
information. When you hear about anything new 
in the Navy, find out whether there is any way 
in which it might affect the work of your rating. 
If so, find out more about it. 



SOURCES OF INFORMATION 

As a POl or CPO, you must have an extensive 
knowledge of the references to consult for 
accurate, authoritative, up-to-date information 
on all subjects related to the military and 
professional requirements for advancement. 

Publications mentioned in this chapter are 
subject to change or revision from time to 
time-some at regular intervals, others as the 
need arises. When using any publication that is 
subject to revision, make sure that you have the 
latest edition. When using any pubhcation that is 
kept current by means of changes, be sure you 
have a copy in which all official changes have 
been made. 

In addition to training manuals and publica- 
tions, training films furnish a valuable source of 
supplementary information.: Films that may be 
helpful are listed in the U, S. Navy Film Catalog, 
NAVAIR 10-1-777- 



ADVANCEMENT OPPORTUNITIES FOR 
PETTY OFFICERS 

Making chief is not the end of the line as far 
as advancement is concerned. Advancement to 
Senior Chief (E-8), Master Chief fE-9), Warrant 
Officer, and Commissioned Officer are among 
the opportunities that are available to qualified 
petty officers. These special paths of advance- 
ment are open to personnel who have demon- 
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strated outstanding professional ability, the 
highest orderof leadership and military responsi- 
bility, and unquestionable moral integrity. 



ADVANCEMENT TO SENIOR 
AND MASTER CHIEF 



Chief petty officers may quaUfy for the 
advanced grades of Senior and Master Chief. 
These advanced grades provide for substantial 
increases in pay, together with increased re- 
sponsibilities and additional prestige. The re- 
quirements for advancement to Senior and 
Master Chief are subject to change but, in 
general, include a certain length of time in grade, 
a certain length of time m the naval service, a 
recommendation by the commanding officer, 
and a sufficiently high mark on the Navy-wide 
examination. The final selection for Senior and 
Master Chief is made by a regularly convened 
selection board,. 



The satisfactory completion of the Non- 
Resident Career Course titled Military Require- 
ments for Senior and Master Chief Petty Offi- 
cers, NAVTRA 10115, is required of all personnel 
advancing to E-8 and E-9. 

ADVANCEMENT TO WARRANT 
AND COMMISSIONED OFFICER 

The Warrant Officer program provides oppor- 
tunity for advancement to warrant rank for E-6 
and above enlisted personnel, E-6's, to be 
eligible, must have passed an E-7 rating exam 
prior to selection. 

The LDO program provides a path of advance- 
ment from warrant officer to commissioned 
officer. LDO's are limited, as are warrants, in 
their duty, to the broad technical fields as- 
sociated with their former rating. 

If interested in becoming a warrant or com- 
missioned officer, ask your educational services 
officer for the latest requirements that apply to 
your particular case. 
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CHAPTER 2 

FLIGHT PLANNING 



Except in emergcMicies and flights of combat 
necessity wherein conditions do not permit, 
pilots must insure that all preflight planning 
required planning required for the prosecution 
of a safe and properly conducted fliglit has been 
accomplished prior to carrying out any type of 
flight in a naval aircraft. 

Inadequate preflight planning has been, in 
some instances, responsible for aircraft acci- 
dents. Safety is not an inherent quality in any 
profession, it is one quality that is achieved by 
process and is based largely on acuumulated 
knowledge and experience.. To a greater extent 
than IS generally realized, unfortunate experi- 
ences in the air can be avoided by increasing the 
overall knowledge and familiarity with each 
phase of tlight planning by Air Controlmen and 
pilots alike. In short, there is no compromise for 
good, adequate flight planning. 

Tlic thoroughness of flight planning by pilots 
before takeoff can contribute immeasurably to 
all-around safety, comfort, and success of any 
flight, and to the task of preventing accidents. 
To aid in the safety and efficiency of a flight, 
pilots must rely to a varying extent upon the 
assistance provided by the Air Ccntrolmen.: 



FLIGHT CLEARANCE AUTHORITIES 



CLEARANCE AUTHORITY 
AT NAVAL ACTIVITIES 

The authority and responsibility for clearance 
of aircraft flights at naval activities are vested in 
the following, who must be guided by existing 
orders and regulations: 

I.: Commanding general, commanding offi- 
cer, or officer in charge of* 
a. Naval air stations. 
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b. Marine Corps air stations. 

c. Naval auxiliary air stations. 

d. Naval air facilities.. 

e. Marine Corps air facilities. 

f. Marine Corps auxiliary air stations. 

g. Auxiliary landing field. 

h. Outlying landing field.. 

2, Commanding Officers of aircraft carriers. 

3, The senior naval aviator/naval flight officer 
attached to a naval station having aircraft 
operating facilities, 

4, Fleet Air Detachment Commanders, Ma- 
rine Aircraft Group Commanders, and the Com- 
manding Officers of NARU's may approve flight 
plans for aircraft under their cognizance based at 
the naval air activity to which they are assigned. 
They may delegate authority for clearance of 
local flights to commanding officers of their 
units when weather conditions are at or above 
the IFR minimums specified for IFR clearance 
of naval aircraft in OPNAV 3710.7 (Series) and 
are forecast to remain at or above these mini- 
mums for the duration of the flight. When 
weather conditions are below such IFR mini- 
mums or are forecast to go below those mini- 
mums, and operational commitments dictate, 
clearance of fleet aircraft rests with the cogni- 
zant Commander Fleet Air Detachment. Fleet 
aircraft are subject to local traffic procedures 
and tower control. Liaison and coordination 
must be established with the appropriate ATC 
agencies to insure orderly flight clearance proce- 
dures. 

Pilots holding a valid Special Instrument 
Rating are authorized to approve flight clearance 
for any flight of a naval aircraft in which they 
fly as pilot in command or as flight leader of a 
formation of aircraft.. This may not be construed 
as authorization to clear members of a fliglit in 
weather conditions below the minimums for the 
type instrument rating held by the individual 
pilots of the flight. 
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CLEARANCE AUTHORITY 
OF PILOT IN COMMAND 

Wlien not at a naval activity, or when locally 
furnished flight clearance tacilities are not avail- 
able at the place of filing, or when in-Hight 
deviation from the initial flight clearance^ is 
required, the pilot in command of a naval 
aircraft is authorized to approve as clearance 
authority the flight plan for his proposed flight 
or modification thereof. Appropriate air traffic 
control regulations must be observed and facili- 
ties of Fliglit Service Stations should be utilized. 



DELEGATION OF AUTHORITY 

The clearance authorities previously stated 
may delegate clearance authority to Commis- 
sioned Officers, Warrant Officers, and Naval Avia- 
tion pilots. 

Qualified Navy Air Controlmen (E-7 and above) 
and xVIarine Corps airfield operations personnel 
(E-7 and above) may also be delegated this 
important responsibility by their commanding 
officers.. 



GENERAL RESPONSIBILITIES 
OF CLEARANCE AUTHORITIES 

While the actual responsibifity for approving 
flight plans submitted to flight clearance offices 
normally applies to the operations duty officer, 
senior AC's working in these officer are in a 
position to be of great help to the duty officer 
by checking fiight plans for correctness and 
completeness and bringing any discrepancies to 
his attention., Knov^ing your immediate superi- 
or's responsibihties is a principle of good leader- 
ship, and by actions based on your knowledge of 
flight clearance procedures you are setting an 
example for the men who work with and for 
you. 

Flight Clearance 
Approval Procedures 

The clearance authority must insure that all 
portions of the flight clearance form are com- 
plete and that the aircraft is not cleared on a 
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flight that will violate known instructions. The 
clearing authority should be particularly alert to 
the following: 

I Pilot in command has signed, 

2. The crew is listed on the DD-175. Passen- 
gers may be listed on the DD-175 or on a 
separate passenger manifest, 

3. Tlie route of fiight section is listed m the 
proper code to indicate selected navigation fixes, 

4. Fuel reserve is sufficient for the fiight. 
Aircraft must carry sufTicient usable fucK con- 
sidering meteorological factors and mission re- 
(luirements, to fly from takeofT to destination, 
or to the approach fix serving destination and 
thence to an alternate airfield, if one is required, 
plus 10 percent of planned fuel requirements. 
The fuel reserve at destination or alternate, if 
required, cannot be less than that required for 
20 minutes of fiight.. If in-flight refueling is 
planned, sufficient usable fuel must be carried to 
fly from takeoff point to the Air Refueling 
Control Pointfs) (ARCP), and thence to a 
suitable recovery field in tlie event of an 
unsuccessful refueling attempt. The fuel reserve 
at rendezvous point cannot be less than 10 
percent.: For multiple in-fiiglit refuelings, the 
aircraft must have the required reserve at each 
rendezvous point. After the last in-fiiglu refuel- 
ing is completed, the fuel reserve required for 
the remainder of the fiight is the nonnal 
requirement as previously discussed.. Any known 
or expected traffic delays must be considered 
when computing fuel reserves. 

5, Pilot in command holds a valid instrument 
card if applicable. 

6, Check for improper filing into an ADIZ, 
warning or restricted area, or positive controlled 
airspace. 

7, Alternate airport, if required. An alternate 
airport is required except for VFR fiights or for 
IFR flights when the weather at the destination 
is forecast to be equal to or better than 3,000 
feet ceiling and 3 miles visibility during the 
period I hour before until I hour after the FTA, 

8, Insure that the weather briefing has been 
conducted and that the fiight is not in violation 
of established weattier minimums for the type of 
fiight, 

9, Insure that stopover procedure i: under- 
f^tood by the pilot in l nand, if applicable. 

•10. Check for the proper weight and balance 
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forms, if applicable, (ieiicrally speaking and for 
weiglit and balance control purposes, NAVAIR 
Instruction 13060.2 (Series) classifies the major- 
ity of attack, fighter, and trainer aircraft as class 
I A or 1 B. The majority of cargo and patrol 
aircraft are class 2. With the exception of 
aircraft to be ferried, the responsibility for 
insuring safe loading of class 1 A and 1 B aircraft 
is assigned to reporting custodians. The responsi- 
bility for safe loading of aircraft to be ferried 
rests with the activity preparing the aircraft for 
ferry movement. The pilot in command of a 
class 2 aircraft certifies by his signature on the 
DD-175 that the aircraft's weiglit and center of 
gravity will be within safe limits at the time of 
takeoff and remain so for the duration of the 
flight. Such a pilot will submit a completed 
weight and balance form (DD-365F) which 
represents the actual loading of the aircraft with 
the DD-175 or, by his signature, certify that a 
completed DD-365F, dated within the previous 
3 months and which represents the actual 
loadine of the aircraft, is on file at the aircraft's 
home base. 

It should be emphasized that any modifica- 
tion of a written flight plan should be accom- 
plished only with the concurrence of the pilot in 
command. 

Authorized Airfields 

Pilots cannot clear for airfields othci than 
thosv.^ listed in the current DOD FLIP IFR/VFR 
Supplement unless such flights are necessary for 
the accomplishment of a mission assigned by 
higher authority. The pilot is re ponsible for 
insuring that facilities, such as type runway, 
length, and load bearing capacity are adequate 
for the type aircraft involved. 

All jet aircraft operating in the continental V. 
S. and engaged in training or itinerant flight are 
prohibited from landing at or taking off from 
civil airports, except for those aircraft of units 
occupying facilities at the airport. Civil airports 
are those listed in the FLIP Supplements under 
Directory of Aerodrome as P, FAA, and those 
airports where the military designation is en- 
closed in parentheses. Exceptions to this restric- 
tion are as follows* 

I. Civil airfields on which naval air stations or 
units of another military service which operate 
jet aircraft are located. 
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2. Fliglits requiring an alternate may use civil 
airports as alternates when military alternates 
are not available. 

3. When necessary to visit for official busi- 
ness in the area. Written orders are not required. 

4. Required flights for procurement, accept- 
ance, modification, test, and delivery of aircraft. 
This includes ferry flights to permit flexibility in 
accomplishing the mission.; 

5. Flights necessary for the accomplishment 
of unit mission where prior coordination has 
been effected with the airport authorities in- 
volved and where the Type Commander has 
granted waivers to permit use of the airport 
involved. 

NOTE; These restrictions do not preclude 
the use of civil airports for the accomplishment 
of essential approach and low approach training 
which cannot be accomplished at military air- 
fields. 

Helicopters are authorized to land at non-air- 
field locations such as fields, highways, and 
parks, with the following provisions: 

L A military requirement exists for such 
landings. 

2. Adequate safeguards are taken to permit 
safe landing and takeoff operations without 
hazard to people or property. 

3. There are no legal objections to landing at 
such nonairfield sites. 

The above restrictions may be waived by 
commanding officers when helicopters are dis- 
patched or engaged in rescue operations.. 

Meteorological and 
Communication Services 

The clearance authority must assure that 
provisions for satisfactory meteorological serv- 
ices and air/ground and point-to-point communi- 
cation services are available, to insure safe and 
positive flight guard, prior to granting clearance. 
At those activities where weathervision is in- 
stalled, the provision of satisfactory meteorolog- 
ical service may be accomplished by this means, 
provided that the following conditions are met:: 

1. The weathervision briefing is recorded at 
the transmitting end. 

2. The pilot accepts responsibility for com- 
pletion of the weather form and gives his name 
and grade to the weather briefing officer provid- 
ing the briefing. 
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Flight Jeopardy 

Tlic coniiiiaiidiiisz off icer of a naval air activity 
is not aiithori/eJ to ptMmit naval aircraft depart- 
ures from the activity under his command when 
the state of the weather or the condition of the 
crew or aircraft is such that, in his estnnation, it 
will jeopardize the proposed flight. This restric- 
tion does not apply to cases where Commamler 
Fleet Air Detachment, or a pilot holding a valid 
special instrument ratmg flying as p K in 
command, or as flight leader of a formation of 
aircraft, has authorized flidit clearance for ^ 
flight. 

Non-Naval Aircraft 

Aircraft of other military services and Military 
Airlift Command aircraft are granted clearance 
in accordance with their respective instructions. 
Civil aircraft will be cleared in accordance with 
FAA regulations. 



VFR FLIGHT CLEARANCE 
REQUIREMENTS 

CLEARANCE APPROVAL 

The clearance authority must ascertain that 
the VFR clearance requested is in accordance 
with the VFR requirements of FAR 91. other 
governing regulations, and OPNAV 3710."^ (Se- 
ncs). 



WEATHER MINIMUMS 

Within airspace where FAR 91 is applicable, 
the cloud clearance and visibility minimums 
contained therein (illustrated in NAVTRA 
10367-E. AC 3 & 2. chapter 3) prevail througli- 
out a naval VFR flight. If more stringent 
minimums have been established for the point of 
departure or destination, as noted in the aero- 
drome remarks section of the DOD FLIP (En 
Route) IFR Supplement, then the ceiling and 
visibility must be at or above these minimums in 
the applicable control zone. 

Existing and forecast weather must be such as 
to permit VFR operations for the duration of 



the flight. Destination weather must be at least 
1 .000 feet ceiling and 3 miles visibility, or such 
higher minimums as noted in the aerodrome 
remarks section of the DOD FLIP (En Route) 
II' R Supplement, and forecast to remain at or 
above these minimums during the period from 1 
hour before until 1 hour after ETA. 

Exceptions to the preceding paragraph are as 
follows:, 

1. Deviations pursuant to FAR 91.107, Spe- 
cial VFR Weather Minimums, are permitted 
subject to an ATC clearance. 

2. Outside of controlled airspace, helicopters 
may be operated below 1,200 feet above the 
surface when the visibility is less than 1 mile, if 
operated at a speed that allows the pilot 
adequate opportunity to see and avoid other air 
trafTic and maintain obstacle clearance.. 

Where FAR 91 is not applicable, FLIP Plan- 
ning Section III, International Flight Rules and 
Procedures, outlines the general flight rules for 
operation of military aircraft in such airspace. 

Aircraft must be instrumcn; equipped and 
pilots must be qualified for instrument fliglit to 
fly VFR above a ceiling.. 

Fixed wing aircraft must maintain at least 500 
feet above the terrain or surface of the water 
except when landing or taking off or when the 
mission of the flight requires otherwise. 

Prior approval must be obtained for a 
simulated instrument approach from the 
appropriate approach control facility or from 
the contiol tower at locations not served by an 
approach control facility. At an airport with no 
tower, the associated FSS, if applicable, must be 
notified. 

IFR FLIGHT CLEARANCE 
REQUIREMENTS 

In order to decrease the probability of midair 
collisions, all Navy/Maruie Corps flights in fixed 
wing aircraft within the conterminous U.S. 
should, to the maximum extent practicable, be 
conducted in accordance with IFR procedure. 
This procedure is not always practicable and 
pilots should not be required to adhere to it 
when one or more of the following conditions 
exist: 

1. When compliance would result in deroga- 
tion of the mission or task. 
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2. When necessary lo avoitl severe weather. 

3. When dictated by an in-tlight emergency. 
Pilots of point-to-point licHcopter flights 

should he encnuraired to file IFR where feasible 
and when the aircraft is suitably eiiuipped. 

An IFR or combination VFR/IFR flight plan 
must be filed for all flights of naval aircraft 
which may reasonably expect to encounter 
in-tlight IFR weather conditions during any 
portion of the planned route. Tlie VFR portion 
of the flight must meet the VFR criteria at the 
time of departure and be forecast to remain so 
during that period. 



CLEARANCE APPROVAL 

The clearance authority must ascertain that 
the clearance requested is in accordance with the 



IFR requirements of FAR 91, OPNAV 3710.7 
(Series), and other governing regulations. 

WEATHER 

IFR clearance is based on the actual weather 
at the point of departure at the time of 
clearance and forecast weather en route, at 
destination, and at destination alternate during 
the period 1 hour before until 1 hour after ETA. 
Existing weather may be used as a basis for 
clearance when no forecast weather is available 
and the pilot's analysis of available data indi- 
cates satisfactory conditions f';r the planned 
route. Clearance cannot be authorized for desti- 
nations at which the weather is forecast to be 
below minimums (depicted in table 2-1) upon 
arrival, except when one of the following condi- 
tions exists: 



Table 2-1, -Weather criteria for IFR clearances 



Destination 


Alternate 




Nonprecision 


Precision 


Nonprecision 


Precision 


Published landing 
minimums 


Published 
landing 
minimums.* 


300 feet ceiling and 
1-mile visibility 
both above published 
landing minimums; e.g. 
published fninimums 
are 400 and 1, then 
weather must be at 
least 700 and 2, 


200 feet 
ceiling 
and one- 
half mile 
visibility 
both above 
landing 
minimums,** 



* Smglc-pilotcd aircraft Not less than 200 feet ceiling and one-half mile visibility., 

**Single^pUotca ajrcratt and those multipilotcd aircraft equipped with only one operative means of two-way communications: 
less than published nonprecision minimums applicabie to instaUed equip ment/navaids available. 



1. The flight clearance is authorized by the 
Commanding Officer of an aircraft carrier; Com- 
mander Fleet Air Detachment; Marine Aircraft 
Group Commander: or senior officer in the 
operational chain of command when it is deter- 
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mined that the flight is required to support an 
urgent military necessity. 

2. An alternate airport is available which is 
forecast to be equal to or better than 3,000 feet 
ceiling and 3 miles visibility during the period I 
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hour before until I hour Alter l\TA at the 
alternate. 

Flights should be planned to circumvent areas 
of forecast atmospheric icing conditions and 
thunderstorms when practicable. 

Severe Weather Watch Bulletin (WW) 

Clearance authorities or pilots who possess 
clearance authority should not authorize flights 
through areas for which an Aviation Severe 
Weather Watch Bulletin (WW) has been issued 
unless the aircraft performance characteristics 
permit an en route flight level above existing or 
developing severe storms, or storm development 
has not progressed as forecast for the planned 
route. In the latter case, the following condi- 
tions apply: 

K VF'R clearance may be authorized if exist- 
ing and forecast weather for the planned route 
permits such clearance. 

2. IFR clearance may be authorized if the 
aircraft hiis radar installed, tlius permitting 
detection and avoidance of isolated thunder- 
storms. 

3. II R clearance may be authorized in posi- 
tive control areas if visual meteorological condi- 
tions can be maintained thus enabling pilots to 
detect and avoid isolated thunderstonns. 

Exceptions to the above restrictions are 
fliglits of operational necessity, emergencies, and 
fliglits involving all-weather research projects or 
weather '•econnaissance. 



INSTRUMENT FUGHT RULES 

IFR fliglits of naval aircraft are governed by 
the rules and procedure in FAR 91, The 
following conditions are in addition to those 
established therein. 



IFR ALTITUDES 

Except when the mission of the flight requires 
otherwise, naval aircraft operated IFR outside of 
controlled airspace must maintain at least 1,000 
feet above the highest terrain, surface of the 
water, or obstacle within 22 miles of the 



intended line of flight. When operated IFR 
outside of controlled airspace, over designated 
mountainous terrain as shown in the appropriate 
DOD FLIP, a naval aircraft must maintain at 
least 2,000 feet above the highest terrain or 
obstacle within 22 miles of the intended line of 
flight. 

Naval aircraft operated IFR within controlled 
airspace cannot be flown at less than the 
minimum en route altitude or that altitude 
specified by the agency exercising control over 
the area concerned.. 



INSTRUMENT DEPARTURES 

If a departure takes place under IFR condi- 
tions, takeoff weather minimums must be con- 
sidered. In addition, an approved standard in- 
strument departure may be applicable. 



Takeoff Minimums 

No takeoff weather minimums apply to pilots 
who hold a valid special instrument rating. 
Takeoff depends on the judgir nt of the pilot 
and urgency of the flight. 

For pilots who hold a valid stanc'ard instru- 
ment rating a takeoff minimum of 300 feet 
ceiling and 1 mile visibility applies. When a radar 
approach facility with published minimums less 
than 300 and I is available, takeofl" may be 
authorized, provided the weather is at least 
equal to the precision approach (PAR) mini- 
mums for the runway in use but in no case when 
the weather is less than 2(K) feet ceiling and 
one-half mile visibility/2400 feet RVR. 

Two-aircraft formation takeoffs for subse- 
quent flight into IFR weather conditions may be 
authorized, provided the weather is at or above 
the published circling minimums for the run- 
way/airport in use. In the event a circling 
approach is not authorized, VFR weather mini- 
mums apply., 

, If available, runway visibility may be used to 
determine the visibility appropriate to a particu- 
lar .takeoff minimum. 
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Standurd In^triimctit 
Departure (SID) 

Wlicro awiilablo, tho use of approved SID*s is 
encouraged tor U K departures. An appropriate 
SID procedure should be suggested io pilots 
during prefliglit planning in order Tor them to 
realize the greatest benel'it Irtuu standardization 
of instrument departures. 

INSTRUMENT APPROACHES 
ANDLXNDING MINIMUMS 

Approved instrument approach procedures 
are published in DOD Flight Information Publi- 
cations (Terminal) or other similar type publica- 
tions. Landing minimums for precision and 
surveillance radar approaches are published in 
DOI) Flight Information Publication (IFR Sup- 
plements If available, runway visibility may be 
used to determine the visibilitv mininunns ex- 
cept that prevailing visibility is used for circling 
approaches, 

Deflnitions 

For the purpose of instrument approach 
criteria, the Navy defines multipiloted and 
single-piloted aircraft as stated m the follov^ing 
paragraphs. 

SINGLL-PILOTF.D AIRCRAFT A single- 
piloted aircraft is any aircraft that has one set of 
flight controls or any aircraft configured with 
two sets of flight controls and being operated by 
only one pilot, except that tandem cockpit 
aircraft are considered as sintile-piloted aircraft 
regardless of the number of piiots embarked. 

MULTIPILOTFD AIRCRAFT. A multi- 
piloted aircraft is any aircraft that has two sets 
of fliglit controls located side by side in a single 
cockpit and operated by two pilots. Single- 
piloted aircraft with side by side seating occu- 
pied by the pilot in command and an assisting 
Naval Flight Officer (NFO) which are configured 
for and assigned all-weather missions, may oper- 
ate within the same clearance and approach 
CTiteria assigned to multipiloted aircraft pro- 
vided the assisting crewmember has the equiva- 
lent of an instrument rating (in accordance with 



chapter 12 OPNAV 3710,7 (Seriesl) in type 
aircraft and can monitor the pilot\ tlight instru- 
ments* monitor and control communications, 
and assist the pilot in accjuiring tiie runway 
visually.: 

ApiM-oach Criteria 

SINCiLF-PILOTFD AIRCRAFT. An instru- 
ment approach is not commenced in single- 
piloted ain.Taft when the reported weather is 
Ixlow the minimums prescribed in table 2-1 for 
the type approach being conducted, unless an 
emergency exists. When a turbojet enroute 
descent is to be executed, the approach is 
considered to commence when the aircraft 
descends below the higliest initial penetration 
altitude established for the high altitude instru- 
ment approach procedures for the destination 
airport. However, once an approach has been 
co.nmenced, a pilot may, at his discretion, 
continue the approach to the approved pub- 
lished landing minimums as shown in theappro- 
priate Flight Information Publication for the 
type approach being conducted,. 

Tlie absolute minimums for a single-piloted 
aircraft on a precision approach are: 200 foot 
ceiling/heigJit above touchdown (HAT) and visi- 
bility one-half mile/2.400 feet RVR or pub- 
lished minimums, whichever is higher. 

AIRCRAFT IN FORMATION- Formation 
flights of more than two aircraft during descent 
in instrument weather conditions are prohibited 
except in an emergency.: 

Foniiation flints may not commence an 
instrument approach when the reported weather 
is less than circling minimums for the runway/ 
airport in use., In the event a circling approach is 
not authorized. VFR weather minimums apply. 
Once an approach has been commenced, the 
leader may, at his discretion, continue the 
approach in formation to the approved landing 
minimums as shown in the appropriate FLIP for 
the type of approach being conducted. 

MULTIPILOTED AIRCRAFT. PROPELLOR 
DRIVEN AND ROTARY WING,- Except in an 
emergency, instrument approaches in multi- 
piloted type aircraft may not be commenced 
when the reported weather is below approved 
published landing minimums unless it has been 
determined that the aircraft has the capability to 
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proavJ to ;in altvrii.tU- airport in the event a 
inisNCil approaeh must he executed 

MULTIIMLOTM) A!R( R.Xrr JIJ . I.xcept 
Ml ail einer!!enc\. ja imiUipiloteil aircraft may 
m»l eoiiuneiue an approach when the reporleil 
N^eather is lvK>w the approved puhhshed landint* 
mmniiums tor the tvpe approach iKMng con- 
duclcil. Once an approach has Iven commenced, 
a pdot may, at his discretion, continue the 
approach to the approved puhhshed landinit 
nunimums as shown in the appropriate f'LIP t\)r 
the ivpe approach Ivinu conducted. 

( Rin RIA lOR (ONTINUINC INSTRU- 
MI NT APPROAdll.S TO A LAM)IN(;. The 
puNished niininium descent altitude, (MI)A)or 
decision lieiiiht as applicable, is the lowest 

altitude to which any aircraft may descend 
duriiii! an instrument approach, unless the pilot 
has the runway environment (Scv Apfvndix IHn 
sii!ht and landini! can he executed, either 
straiuht*in or from a circling approach, which- 
ever is specified in the approach clearance.: A 
missed approach must he immediately executed 
u|H)n reachini! tlie missed approach point if the 
runway environment is not in siglit of if a safe 
landini! cannot he made. For PAR approachc^. 
the point at which the jjlide path elevation and 
niniimum altitude or decision height coincide 
must he used to identify the missed approach 
point. 

On precision radar approaches, the pilot may 
expect to receive control instructions until over 
the landini! threshold: however, course and jrlide 
patn information given after DM should be 
consideanl advisory in nature. 

FINAL APPROACH ABNORMALITIES 
DURINC; RADAR APPROAdlFS. Tlie radar 
controller will issue instructions to execute a 
missed approach or climb and maintain a spe- 
cific altitude and fly a specified course, when- 
ever tlie completion of a safe approach is 
(juestionahle Ivcause one or more of the follow- 
ing conditions exist: 

I.. Safe limits for the radar approach are 
exccvded or radical aircraft deviations from the 
nornial approach path are observed. 

2. Position or identitlcation of the aircraft is 
in iloubt.: 

3. Radar contact is lost or a malfunctioning 
radar is suspected. 



4. Field conditions. c^)nnicting traffic, or 
other tower ol>scrved unsafe conditions, pre- 
clude approach completion. 

I'xecution of the mis>ed approach by the 
pilot is not always neccHisary for conditions 
stated in sentences numbered 1. 2. or 3 in the 
preceding paragraph if the pilot has the mnway 
or approach/runway iiglus in sight.: In thc^c 
cases, controller phraseology is: (reason) "IF 
RUNWAY OR APPROACH/RUNWAY LIGHTS 
NOT IN SIGHT. IXKUTI MISSHI) AP- 
PROAC H/(alternative instructions).** Tlie reason 
niiglii include loss of radar contact, etc. 

Ilxecution of the missed approach is MANDA- 
TORY for the condition stated in sentence 
iiumbea'd 4 in a preceding paragraph in this 
secnon. r\>,iiroller phraseology should be **EXI> 
( UTI- MISSFD APPROAC H (alternative instruc- 
tions) (reason).'* The reascm miglit be traffic on 
the runway, etc. The controller may issue 
instructions to climb and maintain a specific 
altitude and fly a specified heading, giving the 
reason thea'foa\ instead of the applicable mis- 
sed approach procedure. 



Pl-acticc Ap|)roaches 

lliese criteria are not intended to preclude 
single aircraft from executing practice ap- 
proaches (no landing intended) at a facility 
when operating in conformance with an appro- 
priate clearance and the weather at the intended 
final destination, and alternate if required, meet 
the criteria for an instnnnent clearance.: 



SPECIAL MILITARY OPERATIONS 

There arc numerous military operations that 
fall into tlie **speciar* category : i.e.. Air Defense 
Exercises, All-Weatlier Low Altitude Routes, 
Aerial Refueling, etc. 

Since any of the aforementioned operations 
normally requires approval by the FAA, the Air 
Controlman sliould be Icnowledgeable in the 
steps utilized in obtaining the necessary authori- 
/iition prior to the conduct of these operations. 
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Altitude Reservation rVLTRVl Procedures 

An Aititiuic RcHcnation, iKTcalior rdorrcd to 
as ALTRV. is jiithori/ation by the uppropriato 
FAA facility for ;iirspacv utili/.ation under pre- 
NcTSbcd conditions, normally employed for the 
mass movement of aircraft or other special user 
requirements which cannot otlierwise be accom- 
plished. 

An ALTRV shouid be utilized when a numl^r 
of aircraft must be moved with less than 
standard IFR separation or when a number of 
aircraft must operate within prescribed altitudes, 
timing and/(»r areas. 

Provided the mission can be accomplished 
without excessive derogation an ALTRV need 
not be requested.. In addition, an ALTRV is 
NOT authorized for operations that are usually 
conducted in airspace expnrssly designated for a 
special activity., 

ALTRV s may encompass certain nuclear 
tests, rocket, missile and drone activities and 
other special operations as may be authorized by 
FAA approval procedure.. 

Mlv^lDn Planning 

Originating units (squadrons, etc.) should 
assign a project officer for each proposed 
ALTRV approval request (APRF.Q). He is re- 
sponsible for prior coordination with the follow- 
ing: 

1, ARTCX' in whose area the flight originates 
to obtain acceptable departure procedures up to 
the first cruising altitude. 

2, Designated controlling agency for approval 
to transit a'stricted or warning areas. 

3, : Designated scheduling unit for approval to 
use or transit refueling tracks and Oil Burner 
routes including associated tracks. 

4.. Appropriate military bases concerning the 
use of an Intensive Student Jet Training Area 
(ISJTA). 

5, Appropriate FAA Liaison Officer 
Time criteria for the submission of ALTRV 
APRHQs to the Central Altitude Reservation 
Facility (CARF), Washington, D. C, arc con- 
tained in ATP 76 10.4 (Series). Special Military 
Operations. 

Figure 2-1 illustrates the ALTRV flight plan 
form that is utilized for planning and submission 
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to ( ARF.: Tliis form is utilized when the 
reservation request is to be mailed or hand- 
carried to C ARF. Requests that are .sent via 
teletype sliould follow the format contained in 
ATP 7610.4 (Series). 



CARF Responsibility 

ALTRV APRFO's received by CARF via the 
mail service sliould be acknowledged by phone 
or teletype. 

Requests received that encompass overseas 
operations are coordinated by CARF with the 
appropriate control agencies. 

CARF is acquired to forward ALTRV APVL's 
(approvals) to all ARTCC\ concerned at least 24 
hours prior to the proposed departure time (as 
.specified in the ALTRV fliglit pian)« unless a 
shorter time is coordinated with all ARTCC's 
concerned. 

For airspace that is not under the jurisdiction 
of CARF coordination with the appropriate 
ARTCC to obtain approval for ALTRV 
APREO's is the responsibility of CARF. 



ARTCC Re^nsibility 

ARTCC is responsible for the following: 

1. Review ali ALTRV APRFQ's to insurc 
completeness. 

2. Coordinate departure procedures with the 
appropriate approach control facilities. 

3. Insute that the flight l)as been approved up 
to the first cruising altitude requested, provided 
that this altitude will be attained within the 
originating ARTCC area or the tlrst adjacent 
ARTCC area. 

4. insure that required separation exists be- 
tween two or more missions departing within 
the center of origin area to the altitudes speci- 
fk?d in 3 above. 

5. Deliver all ALTRV APVL's to the desig- 
nated p-oject officer in accordan<'e with delivery 
instructions received from CARF. 

6. Notify appropriate approach control facili- 
ties of approved ALTRV*s which will operate 
within airspace delegated to approach control. 

7. Forward departure times and/or cancella- 
tion of ALTRV aircraft to CARF and all 
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Figure 2-1.-Altitude Reservation Flightf tan. 
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concerned ARTCC's. Notify the appropriate 
approach control faciUties of cancellations only. 

For more detailed information relative to 
special military operations the reader is urged to 
consult Special Military Operations, ATP 7010.4 
(Series). 

FUGHT PLANNING SECTION 

In flight planning, pilots utilize the facilities 
and space provided in the flight planning section 
of air operations. Here pilots assemble the 
necessary information, which is required for a 
proposed flight, on the flight plan log and the 
aircraft clearance form (DD Form 175-Military 
Flight Plan, or DD Form 180 1 -International 
Flight Plan). 

Flight planning facilities of operations build- 
ings vary in size, depending on the mission of 
the station and the amount of traffic that they 
support. Examples of two different missions are 
major training stations and fleet support sta- 
tions. The intent is to provide space and 
facilities sufficient to permit a reasonable num- 
ber of pilots to concentrate on flight planning 
problems at the same time without crowding or 
other unnecessary annoyance during this impor- 
tant phase of every flight. 



FLIGHT PL\NNING/APPROVAL 
BRANCH SUPERVISOR 

The supervisor is the key to the efficient and 
effective function of any operation. Flight Plan- 
ning/Approval may be considered one of the 
most important functions of the ATC division. 
Although it does not include what may be 
considered the more exciting functions of 
actually controlling air traffic, as do the tower 
or radar operations, it probably presents the 
greatest challenge to a supervisor. It is at Flight 
Planning/Approval that physical contact is made 
between the users of, and the air controlmen 
who provide, air traffic control services. Logi- 
cally, the image or personality of the division, 
department, and station may be the result of the 
majority of opinions formed concerning the 
services received, culminated by this contact. 
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It is a generally accepted practice to assign the 
young personnel, new to the Navy, to this 
branch to begin their development of air traffic 
control skills. These men have a tendency to try 
to imitate or take for their own those qualities 
they admire and respect in those they identify as 
leaders. If the leaders they respect and admire 
are skillful, aggressive, and professional air con- 
trolmen who create by their interest and action 
a good attitude toward flight clearance func- 
tions, then these new men will develop good 
attitudes. A supervisor wants his men to be 
cooperative, to be willing to pitch in when 
emergencies arise, to have pride in the organiza- 
tion, and to feel they have a stake in it. These 
cooperative attitudes are a byproduct of a 
supervisor's dealings with his men. 

A supervisor can stimulate interest by helping 
his men see why their work is needed and how it 
fits into the whole pattern of aii traffic control.. 
He can develop their initiative by encouraging 
them to join in figuring out ways of making 
their work easier and better, and by delegating 
jobs to those who can and should be doing lliem 
and occasionally checking and acknowledging 
the fact that they are done properly.. At the 
same time the supervisor must avoid stifling 
initiative by oversupervision. 

A supervisor will necessarily carry out an 
orientation program for all new men. But it 
takes more time and attention to get the 
younger men off to a good start. This is worth 
doing because they have many useful years in 
the Navy ahead of them if they get started right. 
The new men probably lack confidence and it is 
up to the supervisor to relieve the tension. Once 
they have some confidence, are familiar with 
their surroundings, know their shipmates, and 
know who is to give them orders, they ore able 
to learn faster. It may be helpful to put them 
under the wing of a more experienced air 
controlman to help them adjust and find their 
way around. 

The flight planning/approval branch super- 
visor's professional qualities are already proven 
by his attained rate and selection to a supervisor 
position by his seniors. This combined with 
good training and management practices will 
insure the efficient and effective operation of 
the Flight Planning/Approval Branch. 
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EQUIPMENT AND LOCATION 



The purpose of the flight planning section is 
to provide a centrah/ed collection ot* aeronauti- 
cal information necessary tor, and required by, 
aircrews to prepare flight plans. 

The night planning section should be located, 
organized, and equipped in conformity with the 
following standards: 

1. It should be located in a convenient 
position adjacent to the weather office and the 
flight approval desk. Its location should be 
clearly indicated by direction indicators to guide 
transient aircrews, 

2. It should be manned by Air Controlmen 
trained and qualified to maintain flight informa- 
tion publications and associated wall displays. 
The personnel assigned to this section should be 
in sufficient numbers to operate the section 
throughout the normal working hours of the air 
establishment. 

3. It should include adequate accommoda- 
tion with suitable furnishings for aircrews to 
thoroughly prepare their flight plans in reason- 
able comfort. Tlie furnishings should include 
wall space for the display of required aeronauti- 
cal information, plotting tables, adequate light- 
ing arrangements, and storage for charts, publi- 
cations, and forms required by aircrews. 

4. Navigation equipment must include plot- 
ting instruments, flight computers, and a clock 
indicating Greenv/ich Mean Time., 

5. Sufficient quantities of flight information 
publications and related information applicable 
to the mission of the activity and area of 
location should be available.. 

6. NOTAM's decoded to plain language must 
be maintained up-to-date for ready reference, 

7. The following publications are utilized 
occasionally for reference purposes and should 
be available in limited quantities where required:, 

a. : Federal Aviation Regulations^ Part 91, 
General Operating and Flight Rules., 

b. . Airman's Information Manual. 

c. International NOTAM's(FAA). 

d. . International Flight Information Man- 
ual. 

e. . Air Almanac.: 

f. Foreign Clearance Guide, 

g. Language Glossaries. 



h.. DOD catalog of aeronautical charts and 
flight information publications. 

AERON ATUIC A L CH ARTS 
AND PUBLICATIONS 



One of the flight planniijg/approval branch 
supervisor's functions should be to insure that 
an adequate stock of aeronautical charts and 
publications is maintained for fliglit crews and 
that they are kept current and corrected. All the 
Navy's aeronautical charts and publications are 
procured and distributed by the Defense Map- 
ping Agency Hydrographic Center (DMAHC), 
Washington, D. C: 

The Defense Mapping Agency Hydrographic 
Center is responsible for production or procure- 
ment, inventory management, and distribution 
of navigational and intelligence material to meet 
the Navy/Marine Corps operational require- 
ments. DMAHC also maintains appropriate liai- 
son with agencies within the Department of 
Defense, Coast and Geodetic Survey, and other 
chart producing agencies regarding production, 
procurement, and distribution matters. 

There are two Hydrographic Center Depots 
which serve as primary stock and distribution 
points;- Clearfield, Utali and Philadelphia, Pa. 
These depots provide charts and publications for 
the nine Hydrographic Centers which are at the 
following locations; 



CONUS 



OVERSEAS 



1.. Norfolk, Va. 1.: Rodman, Canal Zone 

2. Jacksonville, Fla., 2. Cubi Point, P,I., 

3. San Diego, Calif., 3. Atsugi. Japan 

4. San Pedro, Calif. 4. Honolulu, Hawaii 

5.. Naples, Italy 

Each hydrographic center has a geographical 
area of the world for which it is responsible. 
They stock and issue aeronatuical charts and 
publications, selected periodicals, air intelligence 
publications, and Army maps. Additionally, 
selected nautical chart portfolios and related 
publications are stocked uncorrected for emer- 
gency issue.. 

The requisitioning of aeronautical material 
from the DMAHC distribution system is accom- 
plished as described in the DOD Catalog of 
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Aeronautical Charts and l^ibhcations. The pur- 
pose of this catalog is to provide a listing of 
USN/L'SAF aeronautical charts and publication. 
DOD Fliglit Information Publications (FLIP\), 
and miscellaneous items available to DOD users. 
This catalog itself is a looseleaf notebook type 
publication containing several sections, each of 
which describes certain procedures or charts and 
publications available. For example. Section II 
consists of requisitioning and distribution proce- 
dure which must be followed and Section 111 
lists the flip's available, etc. The catalog is kept 
current by semiannual publication of new or 
replacemeot pages containing changes or addi- 
tions. There is also a classified DOD Catalog of 
Aeronautical Charts and Publications of similar 
construction for ordering classified charts and 
publications., 

Tliat portion of Section II that applies to 
Navy/Marine Corps requisitioning procedures 
should be the subject of the supervisor's close 
attention both in general use and training. This 
section contains complete information necessary 
to correctly order needed aeronautical charts 
and publications, including the source to order 
from. Figure 2-2 is an example of a completed 
DD Form 1 149, which is the document used for 
requisitioning charts and publications.. 

In order to expedite the processing of requisi- 
tions, items should be double spaced on the DD 
Form 1149 and separate requisitions should be 
submitted for each category of material as 
follows. 

1. Charts. 

2. Publications. 

3. I LIFs. 

All requisitions must be signed by the Com- 
manding Officer or his authorized representa- 
tive. 

The spaces to be filled out on the DD Form 
1149 are explained in figure 2-2., The following 
explanation provides additional background in- 
formation: 

1., In block number 6, requisition number, 
the first portion of the number should be the 
unit identification code preceded by the letter 
N., Tliis is referred to as the activity account 
number in the catalog. Unit identification codes 
consist of 2, 3, 4. or 5 numeric or alphabetical 
characters assigned by the Comptroller of the 
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Navy to identify bureaus, systems commands, 
ships, aircraft units, shore activities, etc. In 
machine processing the unit identification codes 
of less than 5 characters would be preceded by 
zeros to make a five character field. The DOD 
Activity Address Directory (DODAAD) provides 
a code designation and clear text address of each 
DOD activity that requisitions or receives mate- 
rial. The code in the DODAAD for all Navy 
activities and certain Marine Coq'^s activities 
consists of the unit identification code assigned 
by the Comptroller preceded by the letter N. 
The second portion of the requisition number 
indicates the Julian date, which consists of two 
elements: the last digit of the calendar year and 
the numerical consecutive date of the calendar 
year.: In the example in firgure 2-2 the year is 
1972 and the day is the 228th consecutive day 
of the year or 15 Aug. The numerical consecu- 
tive day of the year may be found on govern- 
ment issue calendars.. 

The unit identification code of each Navy 
activity can be found in NAVCOMPT Manual. 
Vol. II, or the DODAAD. If neither of these 
references is available, the activity Comptroller 
Department may be contacted by telephone. 

The last portion of the serial number is the 
requisitioning activity's request number.: This 
number on each new requisition must increase 
by at least one digit. A log may be maintained so 
that as each requisition is prepared, its origina- 
tor's serial number is assigned and logged to 
prevent duplication and/or omissions. 

2. Block 7 is normally blank unless the 
material is required prior to/or after the time 
allowed by the issue priority designator shown 
in block 8., In the Uniform Material Movement 
and Issue Priority System, the issue priority 
designator is determined by a combination of 
factors which relate the military importance of 
the requisitioner (Fleet Activity Designator) and 
the urgency of need designator.. The Fleet 
Activity Designator (FAD) is a Roman numeral 
(I to V) and is assigned by appropriate authority 
within the chain of command. The FAD for any 
activity may be obtained by contacting the 
Supply Department of that activity. The ur- 
gency of need designator (an alphabetical letter) 
is determined by the requisitioning activity using 
the guidance and criteria shown in table 2-2., 
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Table 2-Z-lssue priority designator oonvertion table 



URGENCY OF NEED 


FORCE/ACTIVITY 
DESIGNATOR (FAD) 


PRIORITY DELIVERY 


DESIGNATOR (UND) 


I 


n 


m 




V 


DATE (PDD) 




ISSUE PRIORITY 
DESIGNATOR (IPD) 


CONUS 


OVERSEAS 


DESKNATOR A 
















Emergency requirements for 
nonavailable material without 
which the force/activity con- 
cerned is unable to perform 
assigned missions or tasks. 


01 


02 


03 


07 


08 


5 days 
(120 hr) 

8 days 


7 days 
(168 hr) 

15 days 


DESIGNATOR B 
















Recniirements for nona^vail** 
able material which impairs 
the capability of the force/ 
activity concerned* Missions 
can be performed, but with 
decreased operational effec- 
tiveness and efficiency. 


04 


05 


06 


09 


10 


8 days 
20 da>s 


15 days 
45 days 


DESIGNATOR C 
















Matericil requirements needed 
on a more urgent basis than 
routine. For example, imme- 

uiciic cuu U9c ^c^uuclIlcnlo 

for repair of collateral and 
administrative support equip- 
ment; to meet scheduled de- 
ployment; or deficiencies in 
newly established outfitting 
or allowance lists. 


11 


12 


13 


14 


15 


20 days 


45 days 


DESIGNATOR D 
















Material requirements for in- 
itial outfitting and fUling of 
allowances, scheduled main- 
tenance, routine stock re- 
plenishment, repair or main- 
tenance of supply systems 
stocks. 


16 


17 


18 


19 


20 


3u days 


60 days 
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With certain exceptions, tliese two factors 
(FAD and UND) will enable tlie requisitioninir 
activity to Joternune ilie issue priority Jesiena- 
lor (IPDK lov example, suppose thai you are 
ordering aeronautical charts, you determine that 
VvHir Fad is IVv and considering your ship's 
expected deployment date and the necessity of 
the charts you determine that the urgency of 
need designator should Ix: C. By a^ferring to 
table 2-1 you locate FAD IV. then move down 
the column directly Ivlow the IV until adjacent 
to the urgency of need designator C. This gives 
you an IPD of 14. This is the number that you 
would place on the l)D Form I 149 in the 
p.'ionty block. 

3. : Tlie C ommanding Officei or his authorised 
representati\e must sign the DD Form I 149 and 
IS required to personally review any urgency of 
!Kvd desijinator A and validate it. Additionally, 
an urgency of ne^\l designator B must be 
reviewed and validated by persons designated by 
the Commanding Officer. The supervisor should 
•nsure that control of issue priority designator 
utilization is exercised in the division and kept 
realistic before submitting the reijuisition for an 
approving signature.. 

4. flip's are distributed in predetermined 
quanlities and to a predetermined list of addres- 
ses or automatic distribution. Ihe basis of 
distribution is in accordiMice with a table in- 
clud .vl ill Section III of the Catalog of Aeronaut- 
ical ( harts and Publications When recjuisitioning 
flip's using the DD Form I 149, if automatic 
distribution of subse(|uent issues of' the material 
ordered is not reipiired. then a .statement tiiat 
the reipust is a one-time request must be 
included on the form. An annual survey is made 
by ilie appropriate DMA distribution control 
office ti) establish, confirm, or revise organiza- 
tional recpiirements for FLIP's to keep the 
auti)matk distribution effective. 

Chart Updating Information 



Tlie DOD Aeronautical Chart Bulletin is pub- 
lished to inform users of new editions of charts 
and publications, to furnish information on 
replacement charts, and to provide notices per- 
taining to .supply. Semiannually a DOD Aero- 
nautical Chart Bulletin Digest is published to list 
the current edition dates of all charts shown 
graphically in the catalog. Tlie monthly bulletin 
is a cumulative system which contains new 
additions since the last bulletin was published 
and they should be retained for the six month 
period preceding publication of the Bulletin 
Digest. Tlie Bulletin Digest includes the still new 
or revised information from tho5,. previous six 
bulletins and when the Bulletin Digest is re- 
ceived, the previous six bulletins may be dis- 
carded and the process starts again.. 

To determine if a chart is a current edition, 
use the followmg procedure: 

I.. Qieck the edition number of the chart 
against the edition number listed in the latest 
Bulletin Digest and subsequent monthly bulle- 
tins. If tlie numbers are the same, the chart is 
current. If the bulletins list a higlier edition 
number the chart is obsolete and should be 
replaced. 

Check the CHUM to see if the chart 
requires modification. Refer to Section 11 of the 
latest CHUM for a listing of charts which require 
additional or updating information. If the chart 
is listed, refer to Section III of the CHUM for 
the correction information and apply the 
changes to the chart. 

3.. Check Section IV of the CHUM to see if 
there are any special notices that contain correc- 
tive information for the chart. 

4. Gieck NOTAM files and Memorandum for 
Aviators files for possible navigation notices 
which may effect the chart.. 

There is also a classified DOD CHUM of 
similar construction for use with classified 
charts. 



Additional updating information on aeronaut- 
ical charts is provided for DOD users listed in 
the catalog in two monthly publications. The 
DOD Aeronautical Chart Updating Manual 
(CHUM) is published to furnish information on 
significant chart changes and corrections. Each 
nu)ntlil> CHUM supersedes the orevious one.. 
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WALL DISPLAYS 

Certain types of information required to be 
available in fiight clearance can be displayed 
very effectively as a wall display.: The amount, 
extent, and complexity of such displays are 
dictated by the mission of the particular activ- 
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ity However, the tollowinii items ofinfonnatioii 
are eviinples of material which may he made 
available in tliizht clearance as wall displays' 

1 \ iieneral tliiiht plaiiiiinu vharl Tins chart 
should be a lartie one such as the ILIV low 
altitude planning chart, and have 5»ome means of 
measurement for roughly determinintr distance 
of considerable inaiznituJe, lor preliminary plan- 
ning 

1 \ local flight planning chart(s) of suitable 
scale showing VF R ingress and egress corridors, 

3, Scaled terrain/obstruction charts which 
ma\ include overlays depicting current SID 
courses and their proximity to known hazards. 

4, ( harts showing details of local special use 
airspace and training areas, including limits of 
the local 11 v ing area. 

5, \ vvallboard, appropriately marked, upon 
which to place effective Memoranda for Avia- 
tors 

6, NOTAM display. A standardized display 
board for NOTAM's as prescribed in OPNAV 
3721.1 (Series) is designed to accommodate the 
publication procedure of the Nav^/Air Force 
NOTAM system. This particular area of responsi- 
bilitv of the flight clearance supervisor should 
receive considerable attention. He must insure 
availabihty of sufficiently knowledgeable per- 
sonnel to maintain a current NOTAM display 
antl to asMst pilots in checking the NOTAM 
information.. The NOTAM board must be con- 
stantlv updated, at least once each hour, and 
obsolete material must be promptly removed. 
When a new NOTAM is received, the Summary^ 
should be updated immediately. Tlie accuracy of 
NO'IAM\ for your particular activity should be 
verified at least one hour after receipt of the 
Summary., Since the sole purpose of the 
NOTAM system is to assist the pilot in safer 
flight and the information is only of value after 
It reaches the pilot who is planning a flight, the 
effectiveness of the entire NOTAM system 
depends on how well each individual performs 
the functions assigned. 

7, Lighted or other types of display boards to 
indicate general flying weather conditions are 
not mandatory. If used, however, such displays 
must be standardized to show terminal ceiling 
and visibility conditions indicated by the follow- 
ing tolor codes: 



a. At or better than ceibng and visibility 
minimum prescribed for flight under 
VFK. CRFIN. 

b. Below ceiling and visibility prescribed 
for flight under VFR but at or above the lowest 
minimum for an approved instrument approach, 
hicluding PAR. AMBFR. 

c. Below the lowest minimum for an ap- 
proved instrument approach, including PAR.- 
RFI). 

USE OF FLIGHT CLEAR- 
ANCE EQUIPMENT AND 
SAFETY PRECAUTIONS 

Most base operations ofTices have some type 
of landline (direct plioneline) equipment for 
direct voice communications with ARTCC, FSS, 
etc. All such phone lines are identified by a 
particular number. Correct procedure to follow 
if these lines should fail is developed locally by 
the supervisor.. Supervisors must insure that all 
personnel in the Flight Planning/Approval 
branch are familiar with such procedures. It is 
especially important that they know what to do 
and who to call on the regular telephone in case 
of a direct line failure. 

Teletype machines in base ops will probably 
re(|uire more attention from a supervisor than 
most other equipment since they are relatively 
difTicult to operate correctly. Tlie supervisor 
must insure that the operators are properly 
indoctrinated concerning the proper codes pre- 
scribed for the particular types of messages that 
his office sends, lliis is especially important 
with automatic systems since improper coding 
of a heading to a message may cause the message 
to be rejected by the computer that routes the 
message to intended receivers. This would re- 
quire doing the same job again, which introduces 
a delay in message delivery. Normally there is a 
time lapse of at least 30 minutes between the 
time the pilot of a proposed IFR fiight submits 
his proposed fiight plan until he calls departure 
control for his clearance. 

If too many delays are introduced into the 
processing and submission of the proposal via 
teletype, the clearance may not be available 
when the pilot is a\idy for it. Considering the 
expense of the aircraft and pilot sitting there 
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waiting for clearance, when the delay problem is 
at the Flight Approval ofTice, the necessity for 
correct and rapid communications should be 
apparent. 

As in any situation, the senior personnel must 
be continuously safety conscious. Tliey should 
make periodic inspections of work areas for 
potentially hazardous situations.. Around tele- 
type machines, consider the following precau- 
tions or actions: 

I.: Tlie top cover of the machine should never 
be opened when anyone is working around it 
with metal objects such as paperclips, thumb 
tacks, etc., that might fall into the mechanism. 



Such objects, if allowed to fall into the machine, 
could severely damage it or possibly short out an 
electrical component and cause an electrical fire. 

2. If an electrical fire should result, unplug 
the machine or otherwise disconnect the electri- 
cal circuit, such as with a master switch. It may 
be necessary to use a fire extinguisher.: Be sure a 
CO2 extinguisher is available in the area and that 
everyone knows the location, 

3. Insure that personnel are properly indoc- 
trinated as to the proper procedure for replacing 
teletype paper and ribbons since improper instal- 
lations may jam or damage the machine or in 
any event delay its return to service.. 
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CHAPTER 3 

FACILITY OPERATION 



Because of the many advantages of standard- 
ization, the Navy has endeavored to apply this 
principle to air traffic control to the extent 
possible. Cooperation v^ith the FAA and other 
military agencies of the DOD to develop a 
common civil/military system is one example.. 
The Naval Air Training and Operating Standard- 
ization (NATOPS) program is another. Tliese 
standards attempt to provide uniform systems of 
efficient operation and operational iniidance for 
ATC facilities. Differences between agencies and 
facilities are recognized, hov^ever, and appro- 
priate options to provide the required flexibility 
is retained. It is the intent of this chapter to 
discuss those procedures applicable to most 
naval ATC facilities relative to the operation of 
the facility which are not included or referred to 
elsewhere in this training couise. 



AIR OPERATIONS MANUAL 

Local flying rules and instructions are found 
in regulations issued by the various fleets, forces, 
naval air stations, iuid other naval activities 
where aircraft are based or operated. In accord- 
ance with OPNAV 3721.1 (Series), Navy and 
Marine Corps facilities develop and publish Air 
Operations Manuals which should include all 
those subjects that are considered as local 
administrative or operational procedure. Since 
this manual establishes local regulations, it is 
considered as a continuation or supplement to 
OPNAV 3710.7 (Series) NATOPS General Fliglit 
and Operating Instructions Manual which con- 
tains the overall standardized general flight and 
operating instructions for Navy and Marine 
Corps facilities. 

Senior AC's should become involved with 
their Air Operations Manual. They should make 
their ideas for improved or more effici^mt 
procedures known to the proper individual in 



the chain of command. The best possible evalua- 
tion of such a publication must come from 
pilots using and the controllers providing the 
service regulated by this manual. 

The following basic outline for an Air Opera- 
tions Manual should be adhered to as closely as 
possible considering local conditions and services 
offered, which could necessitate some variation.: 

1. General. 

a. General prudential rules. 

b. Hangar and service facilities (including 
wheel load capacity of runways and parking 
aprons). 

c. Night lighting facilities. 

d. : Hours of operation., 

2. Clearance of aircraft.: 

a. . Instructions for filing flight plans. 

b. Weather minimums. 
3., Course rules. 

a. Taxi instructions. 

b. Takeoff instructions. 

c. Landing instructions. 

d. Runway use procedure. 

e. Definition of local fl zing area. 

f. Acrobatic areas. 

g. Bombing areas. 

h. : Local obstructions. 
4. Air traffic control. 

a. PAR procedures, if applicable.- 

b. Procedures for checking ^'wheels down 
and locked." 

c. Emergency procedures. 

d. Procedures for civil operations which 
infringe upon the control zone and /or airport 
traffic area, such as crop dusting, sign towing, 
forest fire fighting, etc. 

5.. Transient aircraft. 

a. Accommodations available. 

b. Transportation available. 

c. Instructions for clearance of passengers 
for flights. 

d. Procedures for handling visiting VIP's. 
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e. Procedures tor evpeditiouslv haiullinu 
the orders of personnel ;iuthori/ed per diem. 

f. Customs procedures, hours, and require- 
ments (at stations on loreiiin soil and where 
applicable m the U.S. ). 

Procedures for obtainint! tliuht rations. 

h. Procedures for obtainini! required regis- 
tered publications necessary for \T\^\\{, 

I.. Procedures and fjcilities for temporary 
stowage of registered material and weapons. 

j. Availability of clothing, shavinj: articles, 
etc. for unexpected RON'sand Bingo crews. 

6, .Aircraft crash and rescue., 
a. Crash and rescue bill.. 

h. Search and rescue bill, 
c. Salvage bill. 

7. Illustrations. 

a. Traffic pattern charts. 

b. . Taxi pattern charts. 

c. Prohibited, warning, or restricted area 
charts. 

d. . Target ilroppinu and bombing area 
charts. 

e. . Scaled terrain/obstruction chart. 

One copy of each new or revised Air Opera- 
tions Manual is sent to ( NO, l)MAH(\ (OM- 
NAVAIRSYSCmi and the appropriate NARAS- 
PO. Distribution to other activities that use local 
facihtics is accomplished as needed. 

A complete and current Air Operations Man- 
ual is a definite asset to an ATC facility.. It 
enjoys fairly wide distribution and is useful to 
interested persons unfamiliar with the local 
activity who intend to use the facility and 
services offered. Also, it is a useful tool for a 
faciHty*s indoctrination and training program 
since it is a collective publication of regulations 
which affect local flying operations and proce- 
dures. 

Moreover, if the Air Operations Manual is 
ignoa*d and allowed to become a dust catcher in 
the Tiles, it can be a meaningless waste. The 
Navy has taken steps to prevent this by requir- 
ing, through regulation, that a periodic review be 
conducted to insure that the subject matter is up 
to date. However, like any regulation, the 
effectiveness at the local level depends upon the 
initiative and iiisiglit of those rejiulated. 
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FACILITY LICENSE 

SECNAV hiscmction 3770.1 (Series) establishes 
responsibility and describes the procedures for 
use of Navy/Marine Corps aviation facilities by 
other than militar>' aircraft as authorized by the 
Federal Aviation Act of 1958. 



AUTHORITY 

The Federal Aviation Act of 1958 states that 
air navigation facilities owned and operated by 
the U.S. may be made available for public use 
under such conditions and to such extent as the 
head of the department or other agency having 
jurisdiction thea^of deems advisable and may by 
regulation prescribe.: 

Navy and Marine Corps aviation facilities are 
established to support the operation of Navy 
and Marine Cbqis aircraft. Equipment, person- 
nel, and material are maintained only at a level 
necessitated by these requirement. s. SECNAV has 
established the policy that, except in the case of 
a bona fide emergency. Navy and Marine Corps 
aviation facilities will not be used to support the 
operation or maintenance of commercial or 
private aircraft except as follows: 

1.. Aircraft other than those belonging to the 
U.S. Ciovcrnment may use Navy and Marine 
Corp^ facilities if necessary and if so authorized 
under the provision of SECNAV 3770.1 (Series), 
provided that: 

a. They do not interfere with military 
requirements, and the security of the military 
operations, facilities, or equipment is not com- 
promised.: 

b. No adequate civil airport is available.. 
(An exception to this is flights in connection 
with official government business.) 

c. Pilots comply with regulations promul- 
gated by the cognizant military agency and the 
commanding officer of the facility. 

d. Civil aircraft users assume the risk in 
accordance with the provisions of the Aviation 
Facility License. 

e. . Each aircraft is equipped with two-way 
radio which provides a capability for voice 
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coniniunicalioiiN with the cDiitrol tower on 
slaiulard Navy /Marine Coq^s trequeneies. 

t*. 1 he User, or requeslinj! jiovernment. has 
obtain-.Hl perniisNion throujih dipU)nuitie ehan- 
neK from the host country' wherein the facility 
ol inteiuleil landuig is located, if applicable. 

2. At joint civil/military facilities, the agree- 
ment entered into when estabhshinu the joint 
use operation niay take the place of SECNAV 
3770.1 ( Scries > conceniing civil use.: 

3. At facilities in foreign countries, the 
provisions of status of forces agreements, treat- 
ies of mutual cooperation, or other international 
agreements must also be considered. 

4. Aircraft being produced for a military 
agency under contract may use Navy facilities 
for testing and experimental purpo^s if the 
contract so provides, or it is determined that it is 
in the best interest of the government to do so. 

5. Aircraft operating under a Militaiy Traf- 
fic Management and Terminal Service (MTMTS), 
Mihtary Airlift Command (MAC), or Navy char- 
ter or contract for the movement of DOO 
passengers or cargo^ may be autliorized to use 
facijitie.> when reciuired for loading, en route, or 
terminal stops. 

CIVIL USE OF NAVAL FACILITIES 

The use of naval facilities by civil aircraft is at 
the risk of the operator. The Navy assumes no 
liability or n^sponsibility by reason of the 
condition of the landing area, taxi ways, radio or 
navaids or other equipment, or for notification 
of such conditions, or by acts of its agents in 
connection with the granting of the right to use 
such facility. Additionally, no responsibility is 
assumed for the security of or damage to aircraft 
while on government property.. 

Operators of civil aircraft using a naval facility 
are required to comply with the air and ground 
rules promulgated by the Navy or the command- 
ing officer. Such operators are required to 
comply with FAA requirements for filing flight 
plans. When a fliglit plan is required, it must be 
filed with the commanding officer or his author- 
ized representative prior to departure. When no 
fliglit plan is required, the operator must furnish 
a list of passengers and crewmembers. the 



ah port of first intended landing, the alternate 
airport, and the amount of fuel in liours to the 
night clearance authority, or the local company 
official, as ;ippropriate, prior to takeoff. 

Tlie applicable weather minimums are those 
established for a specific airiine, if appropriate, 
or those as published in the Airman's Informu* 
tion Manual, or if none are established, those 
established by the commanding officer, 

Tlie commanding officer may conduct an 
inspection of the aircraft, its crew and cargo, or 
passengers as may be required. Compliance with 
local customs, immigration, agriculture, and 
public health regulations is the responsibility of 
the aircraft commander.: The commanding offi- 
cer will inform local officials of the arrival of 
civil aircraft subject tr^ such regulations and will 
not authorize takeoff clearance until such regu- 
lations have been met. 

If a Navy facility has been approved as an 
alternate airport, radio clearance must Ih! ob- 
tained from such facility as soon as the decision 
is made to use it. 

in the case of an emergency landing, the 
commanding officer will obtain from the pilot 
of the aircraft a written report of the conditions 
pertaining to the emergency. 



APPLICATION AND APPROVAL 
OF FACILITY LICENSE 

Nonmilitary aviation interests desiring use of 
a Navy/Marine Corps facility will be required to 
execute an application for an Aviation l aciUty 
License (OPNAV Form 3770-1) and submit a 
Certificate of Insurance (NAF FAC 7-1 101 1/36) 
which indicates insurance coverage before ap- 
proval for use of the facility can be given. The 
following list contains exceptions to this condi- 
tion: 

1. Aircraft owned or operated by depart- 
ments or agencies of the U.S. (Jovernment. 

2. Aircraft owned or operated for noncom- 
mercial purposes by agencies of a foreign 
government, except in the case where the 
foreign government charges fees foi U.S. Ciov- 
em men t aircraft.: 

3. Aircraft owned and operated by states, 
counties, or municipalities of the U.S. 
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4, Aircraft opcr.ilcd h\ Nj\\ M.irnic < orps 
Hying dubs or Aero Chihs i>t other unliurv 
services v^liicli are operaled as lustnnnciUalilies 
ot tlio I eilcral (Kneriunenl. 

riie coiiiiiuiulinj! olTicer has aiiihorilv to 
approve or disapprove operations of* civil aircraf t 
at his facility. There are conditions which 
rciiuire hiiiher authority approval, in which case 
coniiiiandinj: officers forward the application 
and licen^r to such hi,ulier authority. 

HANDLING PROC tDURES AT 
THE ATC DIVISION LEVEL 

Copies of approved I'acility Licenses are 
iiornially on file in the ATC division office for 
reference.: It is necessary that division personnel 
are aware of the aircraft operators authorized to 
Use your facilitv to avoiil unnecessar>' delays 
when such operations are inipendinti. The sim- 
plest procedure vvould probabl> be maintenance 
of a current list o\' approved licenses in the 
tower, radar facilit> , and flitiht approval branch. 

EMERGENCY PLANS AND SERVICES 

Comniandini: officers of air facilities are 
required to develop and maintain current opera- 
tional plans and procedures to insure inaximum 
piotcction of aircraft and safety of personnel 
during an emeriienc> situation Senior AC*s will 
Iv called upon for advice and assistance when 
these plans are dcvelopeil or updateil to insure 
that they are effective and workable from the air 
traffic control aspect. 

Additionally. trainjr,ti of new personnel in this 
particular function is probably the most difficult 
to perform since actual conditions requiring the 
use of these procedures occur infrequently. 
Consequently, supenisors must conduct drills 
frequently which simulate emcrtiency conditions 
to develop the skills and reactions required of 
controller personnel. 



CRASH AND RESCUE SERVICES 



I his niviMi. I !♦>!) In th*.' h.jsk nnuMil 

the low.il wi.ish .iiui Ksvtu' hill uIim: >houki h/.i 
pjilnl the l.uiliu \ All ()peralion> Manual. 

I he AC\ pariicipation in crash and rescue 
procedure is mainly one of communication: i.e.. 
notification of imiXMuling IlijslU operations to 
ivrmit |H)sitioning of equipment in an alert 
status and notification of a crash or an impend- 
ing emergency landing to the appropriate sta- 
tions on the crash alarm system. 

At all times when the runways are in use at a 
facility, a runway alert will l>c maintained, Tlie 
runway alert consists of the appropriate men 
and equipment strategically located to permit 
the men to observe the entire runway and 
a'spond immediately to an emergency. Tlic 
purpose of the runway alert is rescue of person- 
nel involved in unannounced emergencies and to 
observe and report any suspected malfunction of 
aircraft to the control tower. In the event 
landings and takeoffsare being conducted simul- 
taneously and both operations cannot be ob- 
served from one position, a second ninway alert 
should be provided,. 

At all times when flight operations are l^ing 
conducted, a standby alert of the appropriate 
men and equipment should be maintained in a 
state of readiness such that they can respond to 
an emergency from their standby position to the 
field alert position wifhin 3 minutes. Tlie pur- 
pose of the standby alert is to supplement the 
runway alert and provide additional fia^fighting 
capability when necessary. 

Additionally, a backup standby alert is main- 
tained when flight ofXTations are being con- 
ducted consisting of the appropriate men and 
equipment from the security forces, ordnance 
disposal crews, and the station firefighting orga- 
nization in a state of readiness such that they 
can respond to an emergency promptly from 
their normal working spaces. These supporting 
forces should assume the position of standby 
alert upon notification of an emergency and 
await the instructions of the senior firefighter at 
the scene. 



NAVMAT Instruction 11320.11 (Series) pro- 
vides the basic policy and organization for 
performinjfr the aircraft fire protection and 
rescue function at Navy and .Marine Corps air 




Alert Phases 



LtK'al alerts are outlined in the crasli and 
rescue bill promulgated for your station. It may 
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Iv ilcsiraWc Tor cmcisviK\ oiuipmciu lo he 
aUtU A oi\ A Nl,nulh> or roailx i\iMs ihnuiuh ihc 
ol I iwtwph.isc or (l)iv\-plKiv .liorl s\sloiu, A 
upuMi ihuv-plusc .ilcrt iniiilil vt)ns!sl of ihc 

I< Alert I Indtcatiiiii an aircraft approach- 
iwf, the airport is in minor iiitTiculty: i.e., 
leathered prop on a multiengined aircraft, oil 
leak, etc. I'merjiencv equipment and crews, 
other than those nonnally on duty, at the 
runway, would standby at the crash burn for 
further instructions. 

2. Alert II Indicating the aircraft approach- 
ing the afr|>ort is in major difficulty : i.e.. engine 
on tm\ faulty landing gear, no hydraulic pres- 
sure, etc. This would mean that emergency 
Ci|Utpment would proceed to ;i predetermined 
location lend of runway, etc.) to await develop- 
ment of the potential emergency., 

3. Alert Hi Indicating an aircraft is in- 
volved in an accident on or near the airport. The 
emergency equipment would proceed immedi- 
ately to the scene of the emergency. 

ACs in the tower will usually observe or 
receive information rv*gardiiig impending emer- 
gencies and will notify the crash and rescue 
ca*ws and other appropriate personnel on the 
crash alarm system. If such information is 
initially received at locations other than the 
tower personnel in the tower should be notified 
immediately to permit timely notification to all 
concerned. Various systems of notification and 
communications are a*(|uired for crash and 
rescue operations at air facilities: these* are 
discussed in detail in AC & 2, NAVTRA 
10367 I- . 

Crash Drills 

Response time seems to he the most impor- 
tant factor to surface when evaluating a reaction 
to an aircraft emergency other than actual 
control procedure employed by the air traffic 
controller. Data on survivable aircraft accidents 
and fire tests einphasi/e the urgency of arriving 
at the accident scene in the simrtest possible 
time. Test and e\t>erience data show that occu- 
pant escape time can be extended by prompt 
fire suppression operations. Many items that 
affect response time are fixed, such as numlvr 
and type of crash ctiuipment necessary per 



category of aircraft operation and the numlKr of 
|vrs<Minc! necessary to adequately man such 
ctjuipmcnt. llowcNcr. crew reaction time is one 
item which may considered variable and is 
affected by communications procedures and 
practices for the alert. The AC has a definite 
degree of control of the alert. To enhance 
development of a minimum response time, 
frequent drills should be conducted to allow 
tower personnel to actually use the procedure 
for alerting the crash crew. Tlie following items 
sliould be stressed in each drill: 

1. Use of the grid maps to pinpoint accident 
scenes both on and off the ainH)rt. 

2. Prompt transmission of messages pertain- 
ing to a crash and other information available to 
assist in the location of the accident scene. 

3. Prepositioning of crasli equipment when 
the situation permits advance notice that an 
emergency exists but the aircraft concerned i:^ 
still cii route to the air station. Althou^i the 
physical positioning is the Crash Captain's re- 
st^onsibility, the tower controller must concern 
himself with which ninway the emei^mcy air- 
craft will use, the control of other traffic at the 
air station, both ground and air traffic, and 
insuring that such other traffic do^s not hinder 
the movensent of emergency vehicles and equip- 
ment. 

4. : Tower crew efficiency in effecting an alert 
when word is received from another source that 
an emergency situation e\ist:^ oi a crash has 
occurred. 

HAZARIX)US CARGO 

rhe crash and rescue bill must contain pro- 
visions for notification of the necessary person- 
nel concerning the movement of hazardous 
cargo. The operations duty officer and the tower 
will Iv aware of the movement by aircraft by 
inclusion of such inti)rmation in ihe normal 
exchange of fliglit plan information. Particular 
phraseology and descriptive terms associated 
with hazardous cargo are contained in Navy 
SWOP 20-11 entitled Precautionary Measures 
Involving Aircraft Carrying Hazardous Cargo, 
and are cla.ssified C onfidential. Senior AC's must 
make sure that their men have the necessary 
security clearance and know and understand 
these terms. 



ERIC 



40 



35 



AIRCONTROLMAN I &C 



In the event an aircMtt carrying ha/ardous 
caruo IS nivolveJ in an emergency, specific 
niformation. ni atUhtion to the normal emer- 
gency proceilurcy must he relayed to the crash 
,uul rcs^wiie crews and explosive ordnance dis- 
posal personnel lor the protection of all con- 
cerned Specific' local directives are established 
for notification procedure of an accident involv- 
ing special weapons hased on OPNAV Instruction 
XI 10. |h (Series) entitled Nuclear Activities and 
Nuclear Weapons Incidents 



SC \T\N \ 

A plan for tl:e Security Control of Air Traffic 
and Air Navigation Auls (SCAT AN A) was pre- 
pared jointly In the Department of Defense, the 
ledcral .Aviation Administration, and the Fede- 
ral Communications Commission. The purpose is 
to esttiblish responsibilities and procedures to 
provide for the security control of civil and 
militarv air traffic and certain Federal and 
non-Federal air navigation aids during a Defense 
I mergencv/Air Defense Hmergency. SCATANA 
is disseminated in the Nav> as OPNAV Instruc- 
tion 3722.30 (Series). 

I ho North American Air Defense Command 
(NORADK based Ofi the reiiuireinents of the 
existing militar> situation, directs the extent of 
security control of air traffic and air navigation 
aids in the area or areas affected in the interest 
of national seciirit> Full SCATANA procedures 
may be implemented or. m limited situations, 
only the I niergency Security Control of Air 
Traffic (S(^\T) rules niav be placed in effect. 
I niergcncv SCAT rules are contained in FAR 99 
and provide for the ready identification and 
control of all air traffic in the event of a Defense 
I:nieri!ency 

Upon declaration of an Air Defense fjner- 
genc>. NORAD region commanders notify FAA 
ARTC centers within their areas of responsi- 
bilit> of the alert and the extent of implementa- 
tion of the plan. The ARTC centers, in turn, will 
disseminate the appropriate portions of the alert 
to civil and military' air traffic control facilities 
under their lurisdiction. 

luich civil and military ATC facility must 
maintain a current SCATANA action form for 



that facility and execute the instructions there- 
on at the direction of the ARTCC. 

Testing Procedures 

lo insure that SCATANA actions can be 
taken expeditiously, tests are conducted at 
freciuent intervals. The tests are originated at the 
NORAD region level. All f-ederal facilities re- 
sponsible for SCATANA actions must partici- 
pate. The participation and reporting are pre- 
scribed on the SCATANA actions form for a 
particular facility. During such tests, all actions 
are simulated. 

Senior AC's must be familiar with SCATANA 
and the facility's SCATANA action form to 
provide for expeditious action and handling of 
an alert or tests. An internal procedure for 
dissemination of an alert or test is necessary to 
insure that those concerned or affected at a 
facility receive notification and accomplish the 
required action in minimum times.. 



LETTERS OF AGREEMENT 

Letters of Agreement, after appropriate ap- 
proval, are official documents describing specific 
procedures and jurisdiction concerning air traffic 
mutually agreed upon between ATC facilities. 
Requirements for issuing Letters of Agreement 
are varied and in general include the following: 

1 . Supplement established operational or pro- 
cedural instructions. 

2. Define interfacility coordination require- 
ments concerning control of air traffic. 

3.. Establish or standardize operating meth- 
ods. 

4. : Describe special operating conditions or 
specific air traffic control procedures. 

5. Delegate areas of control jurisdiction and 
conditions of their use., 

6. Describe procedures or miniinums that 
differ from normal standard procedures to satis- 
fy a requirement of a user activity. 

DEVELOPMENT 

A Letter of Agreement is a jointly executed 
agreement. However, through coordination of 
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affected facilities, the responsibility tor develop- 
ment ai < processing of such Letters is deter- 
mined am assigned to a single facility. Letters of 
Agreement depicting naval operations are nor- 
nuill> prepared by the aftected naval facility. 
Although the responsibility is ultimately the 
commanding officer\, senior ACs are neces- 
sarily involved and frequently responsible for 
development of the original Letter for approval 
of higiier authority 

When developing Letters of Agreement, the 
following guidelines should be follov^ed. 

I Confine the material in each Letter to a 
single subject or purpose. 

1. Describe the responsibilities and proce- 
dures applicable to each facility and organiza- 
tion involved. 

3. Attach charts or other visual presentations, 
when appropriate, to depict the conditions of 
the agreement. 

4. Delegate responsibility for control ot ILK 
traffic by describing the area affected, defining 
the conditions of use of the area, specifying the 
details of the control procedures to be used and 
ctMiunumcations and coordination requirements. 

5. Coordinate with other facilities i\nd agen- 
cies as appropriate. 



APPROVAL 

After the necessary coordination with af- 
fected facdities and the basic Letter is mutually 
agreed upon locally, two copies of the proposed 
Letter are sent to the FAA regional office for 
review This may not be required where local 
FAV officials possess authority to approve such 
documents. In any ease, the local FAA officials 
will normally handle the proposed Letter as far 
as I'AA review and approval arc concerned. 

After review and approval of the proposed 
Letter by the FAA. the respon.sible facility will 
prepare the Letter in final form including 
incorporations of instructions as a result of the 
FAA review. An effective date should be estab- 
lished allowing sufficient time (at least 30 days) 
ifter distribution for facilities and controllers 
aftected to become fairiliar with the conditions 
of the agreement. Additionally, Letters of 
Agreement between naval facilities and the FAA 



must be api^roved by the Cliief of Naval Opera- 
tions before they are official. 

A copy of the formal letter of agreement 
should be sent to the Chief of Naval Operations 
for record purposes. Copies of letters of agree- 
ment currently in effect and not previously 
forwarded should also be forwarded for record 
purposes. 

By conducting a periodic review of existing 
letters of agreement the A(^ will be able to 
determine if they are in a current status and 
conform with current policies and directives. 



MEMORANDA OF AGREEMENT 

Memoranda of agreement are prepared with 
FAA at jointly staffed ATC facilities when it is 
necessary to regulate and standardize the in- 
ternal operation of a facility. They co Min 
instructions pertaining to administrative or ope- 
rational practices and procedures, either tem- 
porary or permanent. 



LOCAL ATC DIRECTIVES 

Naval aviation shore facility directives, or, if 
applicable, joint air station/tleet air command 
directives, are promulgated when it is necessary 
to accomplish any of the following: 

I.. Supplement established local operational 
or procedural instructions. 

2. Hstablish or standacdize local operating 
methods. 

3. Describe speciid local operating conditions 
or specific local air traffic control procedures. 

Directives are issued for the purpose of 
insuring that air traffic control personnel and 
aircraft operators are aware of special local 
procedures. Hxamples of proper subjects for 
directives are: 

1. Reduced runway separation criteria for 
arriving and departing aircraft. 

2. Intersection takeoff procedures and re- 
quirements. 

3. Special military climb procedures, 

4. Special military approach procedures. 



ERLC 



AIRCONTROLM AN I cV C 



CONTROL LLR C LR I II K \ HON. 
RATING, AND PROFICIENCY 

CoiiiiiKindiiiu otYicors ol N;iv\ .nul M:irnio 
Corps shore jctivitics opoijiiivj \I<' l.Kilitk^ 
must insure tlijt onlv personnel who are eerti- 
fied in iiceordance with T \R 05 jnd i|ii:ilified in 
aceordanee with ()P\AV (Series) (AlC 

I-aeiMties Manual) and loeal laeility direetives are 
fvnnitted to eontrol air iralTie. Additionall) . air 
traftle' eontrollers under traminii must he prop- 
erly supervised hy iiuaHfied eontrollers. 

FAR 05 estahhshetl the reiiuirement of pos- 
session of hasie \ \\ eontrol tower operators 
eertitleate Then, ipialiheat'on by operating: po- 
sition is a'.e:^mphshed loealK . and when an 
appheant has (|ualit*ietl tor all operatinii positions 
at a partieular ^ontnil towei. he is issued a 
^'facility ratinti/* 

Surv eillanee and preeision radar eontrollers. in 
addition to the hasie FA A eertifieation^must he 
graduates of the GCA eontroller sehool and 
be qualified in aeeordanee with loeal diree- 
tives. Commandinii otYieers must insure that an 
appropriate entry is made in an intlividual's 
serviee avord when eonsidered (juahrietl to 
eontrol aireraft under insirument eonditions 
usiiit! surveillanee or preeision radar 

A taeilitv's trainini: proiiram must neeessarilv 
be a eontmuous operation lor the various levels 
of eertifieation and ratings recjuired. Keeping the 
nuiiiher of (|ualified eontrollers at the required 
level is a never-endinii problem eonsidering the 
Navy's duty assignment rotation system. Senior 
AC\ may be tlireetly responsible for the training 
program itself. <iiid in every ease will have 
definite responsibilities within the various phases 
of training. 

The offieers an^l enlisted trews of the ATC 
facilities should train at the activity as a team 
and as sueh are Lonsi^lere^l wateh standers. 

Training of controllers in positions other than 
those at which they are (luahtied should be 
conducted m VFR conditions. Nonqualified 
controllers in training must be under the direct 
supervision of a (jualified controller when actu- 
ally engaged in the control of aircraft. 

Cross training m as many operating positions 
as possible is desirable for ATC personnel to 
provide the flexibility of rotating controllers 
throughout the air traffic control division. 



Information reiiuiivd lo (lualify controllers at 
each operating position must be included in 
local ATC facility operating instructions, except 
when sueh information js readilv available in 
other puhheations., .\ll inlorination reipiired to 
train and (jualify controllers must be kept 
current and readily available.. 

Officer and enlisted radar operators must 
develop and maintain pronciency by controlling 
at least .S approaches per week. Where the 
amount of air traffic limits proficiency, those 
controllers (piahfied to eontrol IFR traffic may 
concurrently count those trainee controlled ap- 
proaches thev' actively monitor. 

EXAMIiNERS 

CTO examiners are designated by the FA A in 
sufficient numbers and locations to meet the 
certification and rating requirements. All FAA 
tower chiefs., the FAA chief eontrollers at 
jointly operated Navy/FAA facilitiesv and FAA 
air traffic' representatives at military approach 
control facilities are designated as examiners.. 
The examiners are authorized to conduct the 
written and practical examinations prescribed hy 
I-AR 65. 

Where hA/\ examiners are not sufficient or 
available to satisfy the needs of a military 
facility's certification 'and rating needs, military 
examiners may be appointed as required and 
requested by the militarv^ agency. This initial 
request is made to CNO fOP-'Sn) for validation 
of the recpiirements. hor other than the initial 
re(]uest.^ a eomman^ling officer may communi- 
cate directly with the I'AA Regional Office to 
obtain a Letter of Designation for an individual 
which signifies the designation of a military 
exammer by the fv\A. CNO fOP-5H) must be 
informed in the latter case.: Personnel recom- 
mended as military examiners must meet the 
eligibility qualifications listed in Handbook 
7220.1 < Series) for examiners 



MONITORING CONTROLLER 
PROCEDURE 

The FAA has been authorized and requested 
to'rei^ort results of In-fTight monitoring of air 
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traffic control procedures cinployca by Navy/ 
Marine Corj^s air tratTic facility personnel. In 
reporting the results and making recommenda- 
tions concerning the procedures checked, the 
1-AA personnel communicate directly with the 
tacilily commanding otTicer or his authorized 
representative. The report is made by comple- 
tion of an FAA form entitled ATS Facility 
Monitor Report. If conditions al!ov^, the FAA 
personnel may discuss the check informally with 
the facility personnel. 

Senior ACs in supervisory positions should 
insure that the FAA tlight monitor personnel 
and /or the reports are appropriately received 
and that the recommendations or comments are 
taken in the constructive mimner in which 
offered. The discrepancies noted should be 
reviewed and corrected as feasible. A careful 
analysis of any derogatory comments should be 
made and consideration given to recommenda- 
tions. The supervisor can make good use of the 
recorder tape in a review of this type and 
preferably in company with the controllers 
atfected. The proper attitude toward and the use 
of these reports will assist supervisors in main- 
taining a high degree of professionalism among 
controllers. 

FAA AIR TRAFFIC 
REPRESENTATIVES 

At certain locations where approach control 
authority has been delegated to the military, an 
FAA representative may be assigned on a resi- 
dent basis. Tlie Navy considers such liaison 
rcprcsentatit)n with the FAA important to main- 
tain an etficient and effective operation of Navy 
approach control service.. The responsibilities 
and authority of such representatives include the 
following' 

1. Conduct continuous inspections to insure 
that the eciuipment performance and assigned 
personnel n.cet acceptable standards.. 

2. Suspend approach control authority in the 
interest ot safety considering sufficient numbers 
and proper certification of facility personnel and 
operation in accordance with jointly agreed 
upon control procedure. 

3. Recommend changes to improve the scope 
of service provided, personnel training and certi- 



ERIC 



tication. aiul development aiul utilitizatioii of 
improved proeedures tor inereased efficiency.- 

Deficiencies or discrepancies noted by siicli 
representatives are normally brought to the 
attention of the ATC facility officer for correc- 
tion, except that when the time element in- 
volved would jeopardize the safety of tliglit, 
•on-the-spot action may be taken prior to the 
normal notification procedure. 



NAVY APPROACH CONTROL 
FACILITIES 

The Federal Aviation Administration (FAA) 
has statutory authority and the responsibility 
for the provision of air traffic control service to 
promote the safe, orderly, and expeditious flow 
of air traffic within designated controlled air- 
space. Accordingly, the authority for the con- 
duct of approach control service rests with the 
FAA. However, by mutual agreement between 
the FAA and the cognizant military service, 
approach control authority may be delegated to 
the commanding officer of a military aviation 
activity.; This authority is for the primary 
purpose of providing approach control service 
for military installations, but may include civil 
airports located within the designated controlled 
airspace. When so delegated, approach control 
authority may be exercised through a tower, 
mobile or fixed radar facility or a combination 
thereof, utilizing the standardized procedures 
prescribed by FAA Terminal Air Traffic Control 
Handbook 7110.8 (Series). Military air traffic 
control personnel conducting approach control 
operations must be qualified and certificated in 
accordance with the FAA Certification and 
Rating Handbook 7220.1 (Series). 

In the interest of economy, the FAA has been 
invited to utilize naval radar air traffic control 
facilities to provide approach control service for 
certain terminal areas encompassing naval avia- 
tion shore activities. When the FAA chooses to 
exercise this option, such facility is designated a 
joint USN/FAA facility and approach/departure 
control is conducted therefrom for all airports 
within the designated controlled airspace.. Gen- 
eral guidance regarding the administration and 
operation of joint USN/FAA facilities is con- 
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taiiied in applicable provisions of OPNWINST 
3721.1 (Series). 



CRITERIA FOR CATEGORIZING N \V \L 
AIRFItLDS 

In order for airfields to efficiently support 
aircraft operations it is essential that they be 
provuled navigational aids, landing aids (elec- 
tronic and visual), coinnuinications e(|Uipment 
and services as necessary to control aircraft 
operating in IFR conditions. 

The Chief of Naval Operations is responsible 
lor programming ecjuipment for installation at 
naval airfields to meet designate-* mission re- 
i|uirements. 

Categories of airfields listed herein are based 
on equipment installed and services available. 
The various categories delineate facility Il-R 
operating capability during the times of opera- 
tion indicated in the FLIP IFR Supplement.^ 

Where reference is made to a standard preci- 
sion instrument approach procedure it is one 
that has been authorized in accordance with 
OP\AVINST3770.2 (Series), AiiNpace Procedures 
Manual 



Categories of Airfields 

Category A. A naval airfield capable of sup- 
porting II R night operations and having a 
standard precision instrunuMit approach proce- 
dure authorizing approaches to minima less than 
100 feet height above touchdown (HAT) and 
1/4 luile visibility or 1200 teet runway visual 
range (RVR). 

Catt^gory B. A naval airfield capable of sup- 
porting IFR tliglit operations and having a 
standard precision instrument approach proce- 
dure authorizing approaches to minima less than 
200 feet MAT and 1/2 mile visibility or 2400 
feet RVR, but not less than 100 feet MAT and 
1 /4 mile visibility or 1 200 feet RVR. 

Category C. A naval airfield capable of sup- 
porting IFR fliglit operations and having a 
standard precision instrument approach proce- 
dure authorizing approaches to minima not less 
than 200 feet HAT and 1/2 mile visibility or 
2400 feet RVR. 



Category D.. All other naval airfields b.aviiig 
the capability of supporting IFR flight opera- 
tions. 

Table 3-1 contains a listing of navigational 
aids, landing aids, communications equipment 
and services relative to the categories of IFR 
airfields previously listed. 

Requests for additional or improved equip- 
ment and/or services to enhance the operational 
capability of a facility are initiated by submit- 
ting a Naval Air Traffic Control, Air Navigation 
Aids and Landing Systems (NAALS) Opera- 
tional Capability Improvement Request (OCIR) 
in accordance withOPNAVINST3721,5. 



FACILITIES FLIGHT CHECK 

Safety of flight and effective control of 
aircraft movements necessitate that the com- 
ponents of air navigation systems be accurate, 
adequate, and reliable. Various types of navaids 
are in use, each serving a special purpose in the 
system of air navigation. Experience has shown 
that electronic navaids do not always provide 
accurate information even though ground moni- 
toring equipment indicates normal operation, A 
physical check of navaids must be conducted to 
determine the degree of accuracy to insure 
continued reliable operation. 

The LAA, having statutory responsibility for 
the operations and maintenance of the common 
system of air navigation and traffic control 
within controlled airspace, conducts the flight 
checks of navaids based on jointly agreed stand- 
ard flight inspection proc(idures. These proce- 
dures are contained in the U.S. Standard Flight 
Inspection Manual. 



AUTHORITY AND RESPONSIBILITY 
OF FLIGHT INSPECTORS 

Standard tliglit inspection procedures require 
specially equipped aircraft and specially quali- 
fied aircrews. Because of the influence and 
importance of a flight inspector's position, only 
the highest caliber personnel are assigned this 
duty.. 
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Table 3-1 -Equipments and services required 



Category 
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Kt'> to Required I qiuprncnts and Services List 



\. ( ra<h/rescuc equipnicni 

I(jrd surlatvd runway witl) standard rur.vvay markings 

C. Run\^ay lights 

l>. ( Diitrol tower 

I . I Hf'air-ground Lommunicatjons 

I I li^ht Planning tacilities (including weather brie ling and NOT AM services) 
G., Puhlished instrument approach procedure (other than radar) 

51. Approach Control Service 

I. Air Surveillance Radar (ASR) 

i. Precision Approach Radar (PAR) 

K., Uigii intensity runway lights (IIIRL) 

L. Approach bghts U.S. std A system (or equivalent as defined in OPNAVINSI" 3770.2) 

M. Kunway tenterbne hghts 

N. l»»uchdown /one (Tl)Z)hi»hts 

O. Runway Visual Range (RVR) capabihty 

P. R*idar e(|uipped lerminal Area ! acility 
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The authority and rcsponsibiUtics of a tliglit 
inspector include the following: 

1. Schedule and conduct tliglU inspections of 
navaids and ground communications equipment 
ill accordance with established procedure. 

2. Determine the adequacy of the facility to 
fulfill its required function. 

3. Certify the operational status of facilities 
based on the results of a flight inspection. 

4. Coordinate with maintenance personnel in 
the correction of malfunctions noted. 

5. Report the results of the fliglit inspection 
to the appropriate authority. 

(>. Analyze and evaluate the overall perform- 
ance of al! services provided for use in air 
navigation by a facility.- 

7. Determine minimum reception altitudes of 
navaids and communication equipment. 

8. Conduct initial and periodic llight inspec- 
tion of reporting points. 



TYPES AND PRIORITY 
OF FLIGHT INSPECTIONS 

Official night inspections are of five basic 
types as follows:, 

1. Site evaluation. To determine the suitabli- 
lity of a proposed site for a permanent installa- 
tion, 

2. Commissioning. A comprehensive fiiglit 
inspection to determine that the facility will 
support its operational requirements. 

3. Periodic. A regularly scheduled fiight in- 
spection to determine that the facility will still 
meet the standards for a commissioned facility. 

4. Special. A tliglit inspection required by 
special circumstances to determine facility per- 
formance or characteristics. 

5.. Surveillance. An unscheduled fiight in- 
spection of commissioned aids to determine that 
performance continues to meet applicable stand- 
ards. 

Priorities of fiight inspections are assigned to 
provide for an order of accomplishment when 
such inspections arc required for more than one 
purpose at the same time. Generally speaking, all 
Special fiight inspections are first priority; all 
Site and Commissioning inspections are second 
priority; and Periodic and those Special inspec- 
tions for the purpose of adjusting a navaid that 



is already within acceptable tolerance are third 
priority. 



FREQUENCY OF RECURRING 
FLIGHT INSPECTIONS 

A schedule of periodic fiight inspections is 
contained in the Flight Inspections Manual 
specifying the minimum number of inspections 
required annually and the number of days 
between inspections. This schedule is the mini- 
mum reciuircment., In some cases it may be 
necessary to conduct inspections more fre- 
quently to assure satisfactory performance. 

Generally, the requirements for periodic fiight 
inspections of each individual navaid are satis- 
fied by complete inspection of that aid. How- 
ever, some navaids such as TACAN and DF lend 
themselves to a partial inspection on a progres- 
sive basis. In this manner, requirements for 
checking all the acquired items are satisfied 
within the specified number of days between 
inspections. 



GENERAL FLIGHT 
INSPECTION PROCEDURE 

Hxccpt for periodic fiight inspections, the 
usual procedure to initiate a fiight inspection is 
by a request from appropriate authority, A 
request for a fiight inspection should not be 
initiated unless ail ground equipment is in place, 
properiy adjusted and calibrated, and operating 
normally. Upon receipt of a request for a fiight 
inspection, authority within the fiight inspection 
organization will notify the facility of the ETA 
of the fiight inspection aircraft. No request or 
advance notice of arrival is required for a 
periodic or special fi*-ht inspection, but it is 
often desirable to permit ground personnel to 
schedule their activities to allow participation in 
the inspection. 

In preparation for the fiiglit inspection, a 
thorough understanding between ground person- 
nel and the fiight inspection team is essential for 
a successful inspection,. In the interest of making 
an efficient fiight inspection, certain prepara- 
tions are required of ground personnel so as to 
insure adequate communications, provide for 
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availability of maintenance personnel, insure 
that controller personnel are briefed on the 
altitudes and areas to be flown when in con- 
gested areas, etc, 

Nonnally.o the flight inspection is teMinicalK 
an operation between the inspection team and 
maintenance personnel concerning the error of 
the equipment, etc. However, controller person- 
nel are utilized by the inspection team concern- 
ing air traffic control during the infliglit inspec- 
tion: and although the controllers are not 
evaluati.*d, apparent controller deviations will be 
noted during inspections of the entire facility. 

Where dual equipment is provided, both sets 
of equipment must nuet the same tolerances. 
On some types of equipment, both sets must be 
thorouirhly checked while for other types a spot 
check and comparison of operation are suffi- 
cient. Details for each type navaid are included 
in the Flight Inspection Manual section on that 
particular navaid., Additionally, standby power 
supplies will be checked on the commissioning 
inspection only unless there is suspected deteri- 
oration while the standby source of power is in 
use. 

Upon completion of the flight inspection, the 
inspector will discuss the inspection with ground 
personnel, determine facility status, and prepare 
the appropriate reports. An informal discussion 
is usually best to acquaint ground personnel 
with problems encountered during the flight 
inspection, fhis is especially true in the case of 
DF and nidar inspections where the human 
element is mvolved, WhtMiever possible, such 
discussions should be held directly with the 
personnel concerned, 

11k flight inspector wil! determine the facility 
status and insure the appropriate ground person- 
nel are advised, 

FACILITY STATUS CLASSIFICATION 

The facility status classification indicates the 
general extent of usability as determined from 
each inspection. The flight inspector will assign 
one of the classifications as follows: 

1, Unrestricted. The facility meets all tol- 
erances and is fully usable within its service 
volume (specific limits of distances and alti- 
tudes ). 
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2, Restricted. The facility meets established 
tolerances within its service volume except in 
specific areas which must be clearly defined in 
the various publications available to users. 

3, Unusable, The facility' is unsafe, unreli- 
able, and unusable for air navigation. 



FLIGHT INSPECTION PRO- 
CEDURES FOR CONTROLLERS 

No specific tolerances are established for 
controllers during fiight inspections; howevei, 
supervisors should insure that experienced con- 
trollers are available and are thoroughly familiar 
with the fiight inspect procedures contained 
in the U. S. St:indard I light Inspection Manual 
for the particular navaid scheduled for inspec- 
tion,, 

Apparent participating controller deviations 
are normally brought to the supervisor's atten- 
tion. 

For fiight inspections of DF aids, controllers 
must be able to direct the aircraft over the 
station, report station passage, (within I miles 
at 1 ,500 feet) and provide pertinent information 
relative to the DF service. The inspector deter- 
mines whether or not the entire system is safe 
and reliable. If a DF approach has been estab- 
lished for emergency use, the controller must be 
able to direct the pilot into a position from 
which a safe landing can be made. 

Controllers that participate in fiiglit inspec- 
tions of ASR and PAR equipment should be 
experienced personnel and familiar with the 
fiight inspection objectives. They should partici- 
pate in the initial meetings prior to the fiight 
inspection where scope operation, target inter- 
pretation, and other techniques are mutually 
agreed upon. To determine the usability of the 
entire system, an evaluation of the controller 
performance, in addition to checks of the 
system accuracy, is necessary. It is difficult to 
determine the exact degree to which equipment 
or controllers contribute to overall performance. 
Any tendency of controllers to give enoneous 
advisories or instructions, or become confused 
during a simulated emergency, should be noted 
regardless of how well the equipment works. 
While it is not feasible to evaluate each control- 
ler, several approaches should be made to obtain 
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an overall viewpoint. Appropriate remarks re- 
garding eontroller performance are entered on 
the flight mspection report. 



FAA EQUIPMENT CERTIFICATION 

A vast, complex system of air traffic control 
and navigational aid facilities enables large num- 
bers of aircraft to move etficiently and safely 
within the National Airspace System, Tliis in- 
cludes FAA. military, and non-Federal facilities 
designated for use in the National Airspace 
System. 

In addition to the flight inspection procedure 
discussed earlier, the FAA has established a 
ground inspection procedure for air traffic con- 
trol and navigational aid facilities.. The actual 
inspection is made by technical personnel in 
accordance with appropriate performance stand- 
ards and tolerances which will assure continual 
accuracy and reliability of the system. The 
publication governing ground inspection is en- 
titled U. S. Interagency Ground Inspection 
Manual. Air Traffic Control and Navigational 
Aid Facilities. It is promulgated within the Navy 
asOPNAV Instruction 3721.18. The inspections 
and technical performance standards prescribed 
in this manual apply to all military ATC and 
navaid facilities DESIGNATED for use in the 
National Airspace System. The required ground 
inspections arc a responsibility of the cognizant 
maintenance authority for the facility or facili- 
ties. Cognizant military authority forwards cer- 
tification, based upon the maintenance author- 
ity's assurance of operation within the pre- 
scribed tolerances, to the appropriate FAA 
operational authority that the facility is func- 
tioning properly. 

When it has been determined, either by flight 
check or by ground inspection, that a facility 
does not meet prescribed technical performance 
standards or tolerances, the cognizant mainte- 
nance technician must notify the air traffic 
control officer having operational jurisdiction 
over tlic fav'ility and provide appropriate techni- 
cal information on which to base a NOTAM. In 
addition to military NOTAM action the appro- 
priate FAA authority must be notified and a 
civil NOTAM will be issued. 



Notification of scheduled maintenance shut- 
downs of military facilities which have been 
certified for use in the National Airspace System 
must l>e submitted to the appropriate ARTCC 
for concurrence in sufficient lime to allow for 
NOTAM issuance at least 5 hours prior to the 
shutdown. 

AIRFIELD AVAILABILITY 

The Navy's policy is that naval airfields must 
be available for the use of military aircraft to the 
maximum extent possible, and that the aircraft 
and crew must be supported to the fullest extent 
possible within the capabilities of the facility.: 

Transient military aircraft cannot be pro- 
hibited from landing at any naval airfield except 
when:. 

1. ; An emergency situation exists. 

2. Construction hazards, etc., render the air- 
field useless. 

3. CNO has authorized prohibition. 

4.. The airfield is in a caretaker or inactivated 
status. 

5.. Due to special operations or activities. 

Any restrictions placed upon aircraft opera- 
tions for safety reasons, such as inspections, 
public events, etc., must be limited to only that 
time period during which the hazard actually 
exists.. 

Commanding officers of stations located on 
airfields which are used jointly with civil or 
other military agencies can only impose restric- 
tions which are applicable to naval facilities 
under their controL 

In local areas containing several naval air- 
fields, the duplication of facilities at each of the 
airfields to fully accommodate transient aircraft 
is not required if one of the fields can provide 
for the needs of transients. However, any restric- 
tions imposed must be approved by CNO. 

Commanding officers furnish the Defense 
Mapping Agency Hydrographic Center with per- 
tinent information concerning the hazards, 
hours of operation, field condition, etc., for 
publication in the appropriate DOD FLIP. 

Official business only indicates the field is 
closed to all transient military aircraft except 
those on official business at, or near, the airfield. 
Official business is further defined as the neces- 
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sity for personnel aboard an aircraft to contact 
personnel, units, or organizations at, or near, the 
airfield most conveniently located for the service 
of and in the interest of the Government. This 
does not provide for use of the airfield b> 
transient military aircraft for the purpose of 
obtaining clearance, services, or other items 
attendant to itinerant operations. Official busi- 
ness only restrictions do not apply in case of 
emergencies o*" for designation of the airfield as 



an IFR alteniate. Permanent official business 
only restrictions must be approved by CNO. 

Navy commanders cannot permanently re- 
strict any military aircraft from landing at their 
airfields unles^ CNO has approved of the restric- 
tion. Emergency restrictions of a temporary 
nature (10 days or less) may be imposed by 
commanding officers without higher authoriza- 
tion when landing of aircraft at their airfields is 
considered unsafe. 
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CHAPTER 4 

TERMINAL INSTRUMENT PROCEDURES 



To safely satisfy the instrument approach and 
departure requirements of the present air traffic 
volume and the ensuing increases, continuing 
emphasis is placed on establishment, review, and 
updating such procedures. The Terminal Instru- 
ment Procedures (TERP*s) handbook, OPNAV 
3722.16 (Series), prescribes standardized meth- 
ods to be used by all personnel charged with the 
responsibility for the preparation, approval, and 
promulgation of terminal instrument proce- 
dures. Tliis handbook, however, is not a substi- 
tute for sound judgment and common sense, and 
does not relieve personnel so charged from 
exercising initiative or taking appropriate action 
in recognizing ihe capabilities and limitations of 
navaid equipment and aircraft performance as 
associated with terminal instrument procedures. 



ESTABLISHING APPROACH 
PROCEDURES 

Ilie Navy establishes and approves terminal 
instrument prixedures for airports under its 
jurisdiction. Navy terminal instrument proce- 
dures are official procedures. Tlie FAA should 
be notified when military procedures are can- 
celed. 



approving authority for all Navy/Marine Corps 
terminal approach procedures. Where waivers are 
required, they will be referred to CNO by the 
DMAHC for approval. All minimums established 
must be the lowest permissible consistent with 
mission accomplishment and flight safety.; 

COORDINATION WITH FAA 

During the formulation of approach proce- 
dures, coordination must be effected with the 
ATC activities that provide the associated en 
route and approach control services. ATC con- 
currence in the optimum approaches available 
must be sought. In the event that the existing 
airspace structure in and around the terminal 
area is not suitable for optimum procedures, the 
appropriate Department of the Navy Represen- 
tative (NAVREP) or a Command Airspace Liai- 
son Officer should be consulted for assistance, 
NAVREP responsibilities are discussed in detail 
in OPNAVINST 3770.2 (Series). Planned cancella- 
tion of procedures must be coordinated with 
ATC activities concerned. When practicable, this 
coordination should be effected well in advance 
of the planned effective date of cancellation. 



RESPONSIBILITY 
AND JURISDICTION 

Commanding officers of Na^y and Marine 
Corps shore installations supporting flight opera- 
tions must establish terminal procedures that 
provide instrument approach capability for local 
and transient flight operations. The procedures 
must conform to the appropriate provisions of 
OPNAV's 372Z16 (Series) and 3770.2 (Series). 
The Defense iMapping Agency Hydrographic 
Center (DMAHC) is designated as the review and 
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TYPES OF PROCEDURES 

Tlie various approach procedures and their 
criteria are as follows; 

1. Straight-In~A descent in an approved pro- 
cedure in which the fmal approach course 
alinement and descent gradient permits authori- 
zation of straight-in landing minimums. 

2. Circling Approach-A descent in an ap- 
proved procedure to an airport for a circle-to- 
land maneuver, or which does not meet criteria 
for authorization of straight-in landing mini- 
mujns. 
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3 Precision Approach A descent m m ap- 
proved procedure where the na\ii!»ition tauhl\ 
ahnement is nornialiv on the runwa\ centerhne. 
and iilide slope information is provided, le. 
PAR. 

4. Parallel Approach A procedure which 
provides tor approaches to parallel ruinva\s \ 
t;icilit\ employing dual precision radars would 
i|UalitV tor this t\pe ai^proach 

NUMBERING APPROACHES 

Terminal instmment procedures should be 
inimhered to be meaningful to the pilot.- and to 
permit ready identit'ication in air traffic control 
phraseology . 

When the angle between the final approach 
course and th * runwav centerline meets the 
straiglit-in lanuing criteria, the approach should 
be nuinbea'd to identify the type of facilitv 
which provides final approach guidance and the 
mnway with which the tlnal approach coursv.' is 
alined. Examples VOR RWY I 5 .TAC AN RWY 
21. 

When military operational reipiirements 
necessitate that more than one procedure be 
published to serve the same runway, using the 
same navaid» they should Iv numbered to 
indicate the difference. I xamples TACAN I 
RWY 18. TACAN : RWY 18. 

Where the straiglit-in landing criteria are not 
met and the procedure is published with circling 
minimums only, it should be named to identify 
the type of facihty which provides the tlnal 
approach course guidance The first procedure 
formulated for a type of facility should be given 
the sutTix A. even though there may be no 
intention to formulate additional procedures. If 
additional proceduas are fornuilated. thev 
should be lettered in sequence. Examples 
VOR-A; VOR-B. A revised procedure should 
retain the original le:ter suffix. 



PROCEDURE DESIGN 

The minimum number of approach proce- 
dures should be established at a given facility 
consistent with the mission requirements. 



\ir^.ratt pertorir.ance difterences have a direct 
eltcct on the airspa^^e and visibility needed to 
perform certain maneuvers, such as circle to 
land, turning missed approach, tlnal alinement 
corieciu)n to land, and descent, lo compensate 
tor these differences, all fixed wing aircraft are 
divided into five categories, designated category 
.A through I\ based on landing speed and weiglU 
charact.'ristics The approach category character- 
istics must be considered when detennining 
turnmg radii, minimums. and obstniction clear- 
ance areas tor circling and missed approaches. 
\Jiiitar> aircraft categorv data is published in 
I LIP Planning Section I, l ach low altitude 
procedure should prescribe minimums for cate- 
gorv A. B. CV and I) aircraft I ah high altitude 
procedure should prescribe minimums for cate- 
gorv C, I), and r aircraft 

Helicopters are normallv considered to be 
approach category A aircraft due to their unique 
inaJieuvering capabilit> . 

Procedua's which would be less restrictive 
than those set forth for tlxed wing aircraft may 
be formulated utili/mg criteria contained in 
ri kP\ for application to Mlelicopter Only''. 



Common Information 

Units of measurement will be expressed as 
**ollows 

I Bearings, courses., and radials will be ex- 
pressed in degrees magnetic Radials will be 
identitled by prefixing the letter **R" to the 
magnetic beanng I ROM \he facility.. 

2. Altitudes in publisheil procedures below 
the transition level are expressed in feet above 
mean sea level (MSI. I. Altitudes above the 
transition level are expressed as tlight levels 
ill I 

3., Distances will he in nautical miles (NM) 
and tenths thereot'. except when visibilities are 
reterred to. these will be expressed in statute 
miles and the appropriate fractions thereof., 
I'xpression of visibility values in nautical miles is 
permitted in overseas areas wherc it coincides 
with the lu^st nation practice. Runway visual 
range (RVR) will always be expressed in t'eet. 
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Mininiuiti Safe Aitituile> 

iiiiiiimuiii sate altitude is the minimum 
allitutle ^hicli pnnides at lea^^t 1.000 I'cet of 
ohstaciv deaniiice lor emeri!eiu> uv.* within a 
specified distance from the navigation facihty 
upon which a procedure is predicated. These 
altitudes will he rounded to the next higlier 100 
foot increment.. Such altitudes will Ik* identified 
as minimum sector altitudes or emergency safe 
altitudes and will Iv established as foHow.i! 

1. A minniuim sector altitude sliould be 
established which provides LOOO feet obstnic- 
tion clearance in a sector of a circle with a 
2.^-mile radius from the facility upon which the 
procedure ss predicated. I he sectors should not 
Iv less than ^>0 degrees, and the obstruction 
clearance should also apply to adjacent sectors 
and the penpher\ ol the sector within 4 miles of 
the sector division lines. (See fig. 4-1.) l-.stablish- 
ment of minimum s;ife altitudes is not maiula- 
tor> in high altitude procedures.. These criteria 
do not apph to radar procedures. 

2. I inergeiicy safe altitude is the lowest 
altUude for emergency use which provides 1.000 
feet < 2,000 feet over designated mountainous 
terrain) obstruction tlearance within a 100-mile 
radius of the facility upon which the approach 
procedua* is predicated, limergency safe alti- 
tudes aa' established at the option of the 
approviiie authority and aa' the a^sponsibility of 
DMAIK* for naval procedures. 

Terminal Transition Roiifing 

ferniinal transition routings should begin at a 
navaid or li\ by which the en route structure is 
defined and terminate at the initial approach fix 
of an approach procedure. Transition routings 
may he direct from the en route navaid or fix or 
via another na aid known as a **feeder" facility. 
\ny navaid or fix, including en route structua' 
facilities. uslhI by ATC authorities in connection 
with the particular approach may be selected as 
a **feeder" facility.: The navaids selected for 
transition routings must, whenever practicable, 
be within the frequency range of the instrument 
approach facility; i.e.. VORTAC for TAC AN 
procedures, etc. Coordination of these routings 
with the appropriate ARTCC must be effected., 
(lianges to such routings that occur Ivtween the 
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times the approach procedures aa* reviewed 
annually must Iv rcporled to DMAHC for the 
necessarv- chart avisions. 

An instrument approach procedua* may have 
NL^veral s^'parate segments; i.e.. initial, intermedi- 
ate, final, and missed approach segments. In 
addition, an aa*a for circling the airport under 
visual conditions should be considead. The 
approach segments Ivgin and end at designated 
fixes, however, under some circumstar.cvs. cer- 
tain segments may Ivgin at s|vcifled points 
whca^ no fixes are available.. The fixes are named 
to coincide with the associated segment. Tor 
example, the intermediate segment Ivginsat the 
intermediate fix and ends at the final approach 
fix. (See tig. 4-2.) Only those s^^gments wiiich 
are required by local conditions need Iv in- 
cluded in a procedure. In constructing a proce- 
dure, the final approach course should Iv 
identified first because it is the least flexible and 
most critical of all the segments. When the final 
approach has Iven determined, the other seg- 
ments should be blended with it to produce an 
orderly maneuvering pattern which is asponsive 
to the local traffic flow. 

Approach and missed approach procedures 
should Iv so designed as to avoid the necessity 
for navaid. SIV code, and frequency ehang»;s at 
altitudes below 2,500 above the ground. Where 
facilities have the acquired communications 
capability, procedures deJioicd primarily for 
higli performance single piloted aircraft, or 
aircraft without dual radio capability, should be 
designed to eliminate the need for frequency 
chant's after commencing approach. 

Initial Approach Segment 

The instrument approach as such commences 
at the initial approach fix (lAF). In the initial 
approach the aircraft has departed the en route 
phase of fliglit and is maneuvering to enter an 
intermediate segment. It may not Iv necessary 
to designate an initial approach segment, de- 
pending upon local conditions, in which case the 
approach commences at the intermediate fix 
(IF). An initial approach may be made along an 
arc. radial, course, heading, radar vector, or a 
combination thea'of. Procedure turns and higli 
altitude teardrop penetrations are initial ap- 
proach segments. Where holding is r quired. 




C hapter 4 TI RMINAI INSTRUMHNT PROCFDURHS 




AC.216 

FiQure 4-1. -Minimum sector iititudts. 

prior to entering the initial approach segment, 
the holding fix and the initial approach fix 
should coincide.: 

riie initial approach segment has no standard 
length but will be sut'ficient to permit the 
altitude change required by the procedure and 
normally will not exceed 50 miles. 

For low altitude procedures the OPTIMUM 
descent gradient in the initial approach is 250 
feet per mile with a MAXIMUM permissible 
descent of 500 feet per mile. 

For high altitude penetrations the OPTIMUM 
descent grai*«ent is 800 feet |Hrr mile with a 
MAXIMUM permissible descent of 1,000 feet 
per mile. 

Obstacle clearance within tins segment is a 
minimum of KOOO feet in the primary area (4 
miles on each side of the initial approach course ) 
and 500 feet in the secondary' area (2 miles on 
each side of the primary area). 

Altitudes established should he rounded to 
the nearest 100 feet. i.e.. l/>49 feet should 
shown as 1.^00 feet and K550 (eet as 1,600 
feet. 

in addition altitudes specified in the initial 
approach segment must not be lower than any 



altitude specified for any portion of the mter- 
mediate or final approach segment. 

Intermediate Approach Segment 

This IS the segment which blends the initial 
approach segment into the final approach seg- 
ment. It is the segment in which aircraft 
configuration, speed. ;md positioning adjust- 
ments arc made for entry into the final approach 
segment and should be as (lat as possible. Tlie 
intermediate segment begins at the IF or point, 
and ends at the final approach fix (FAF). This 
segment may be based on an are. course, or 
radial. 

The length of the intermediate segment will 
not be less than 5 miles (except for ILS and 
radar procedua^s which aa* detailed in the 
ThRPS handbook) or moa than 15 miles. The 
OPTIMUM length is 10 miles. 

The OPTIMUM descent gradient withii} this 
segment should not execvd 150 feet per mile 
with a MAXIMUM permissible descent of 300 
feet per mile. 

Cii cling Approach Area 

The circling approach area is the obstacle 
clearance area which must Ik* eonsidcad for 
aircraft maneuvering to land on a runway which 
is not alined with the final approach course of 
the approach procedure. 

Tlie si/e of this area varies with the approach 
category of tho aircraft as shown in table 4-1 . 



Table 4-1. - Circling approach area rndu 



Approach Category 


Radius (Miles) 


A 


1.3 


B 


1.5 


C 


1.7 


D 


2.3 


\{ 


4.5 
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To define the Hmits of the circling area tor 
the appropriate categorv . draw an arc of suitable 
radius from the center of the threshold of each 
usable nnnvav. Join the extremities of the 
adjacent arcs with lines drawn tangent to the 
arcs. The area thus enclosed is tlie circhng 
approach area, (See figure 4-3.) 

Obstacle clearance within the circling ap- 
proach area must be a minimum of'300 feet. 
The altiturip selected may be rounded to the 
nearest 20 feet. 

Final Approach Segment 

This is the segment in which alinement and 
descent for landing are accomplished. The t1nal 
approach segment considered for obstruction 
clearance begins at the fW or point and ends at 
the runwav, airport, or missed approach point, 
whichever is encountered last. Final approach 
may be made to a runway for a straight-in 
landing, or to an airport for a circling approach 

NOTE Refer to the applicable sections of 
the TERP's handbook for specific obstruction 
clearance areas, required obstruction clearance, 
final approach courjyc alinement and other de- 
tailed procedures. 

Minimum Descent Altitude (MDA) 

The MDA is the lowest altitude to which 
descent is authon/ed in procedures not using an 
electronic glide slope (nonprecisionK Aircraft 
are not autnorized to descend belnw the MDA 
until the runway environment is in Ni^iht, and the 
aircraft is in a position to descend for a normal 
landing. The MDA must be expressed in feet 
above MSL and is determined by adding the 
required obstruction clearance to the MSL 
height of the controlling obstruction in the final 
approach and circling approach areas. 

The MDA for a straiglit-in landing approach 
must provide at least minimum obstruction 
clearance of obstructions in the final approach 
area and meet the requirements for the missed 
approach transition. Additionally, the MDA for 
a circling approach must provide minimum 
obstruction clearance in the circling approach 
area. 
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Figure 4-3.— Construction of circling approach area. 

Deeision Height <DH) 

The decision height applies only where an 
electronic glide slope provides the reference for 
descent, as in PAR. The DH is the height,, 
specified in feet above MSL. above the higliest 
runway elevation in the touchdown zone (first 
3.000 feet of the runway beginning at the 
runway threshold) at which a missed approach 
should be initiated if visual reference has not 
been established., DH's must be established with 
respect to the appropriate obstruction clearance 
RM]uiremcnts. 

Mksed Approach Segment 

A missed approach procedure should be es- 
tablished for each instrument approach proce- 
dure The missed approach should be initiated at 
the decision heiglu in precision approaches or at 
a specified missed approach point in nonpre- 
cision approaches. The missed approach proce- 
dure should be simple, specify an altitude, and 
whenever practicable, a clearance limit. The 
mi.ssed approach altitude specified in the procedure 
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sliouki be sutTicicnt to permit hoKling or en 
route Hiizht 

Whenever praetieable. the mis^^ed approach 
course should be a continuation of the final 
approach course. Turns are permitted, but 
shouiJ be mniinii/eJ in the interest of safety 
and simplicity. When a turn of no more than 15 
degrees is made, the missed approach is con- 
sidered straight. 

The missed approach point specified in the 
procedure may be the point of intersection of an 
electronic ghdepath with a decision height or 
MD.A, a navigation facility, a fix, or a specified 
distance from the final approach tlx.. Specific 
criteria for the missed approach point (MAP) are 
contained in the appropriate sections of the 
ri:RP\ handbook describing the various types 
of approaches. The missed approach obstruction 
clearance area is basically the same for all types 
of approaches except PAR which has a specific 
missed approach procedure to fit the situation,. 



PROCEDURE FLIGHT CHECK 

Prior to submission for review and approval, 
each procedure should be tliglit checked by local 
aircraft for safety and operational suitability. 
When practicable, a separate check by an aircraft 
of each category for which minimums are 
included in the procedure should be accom- 
plished. . 



R.ADAR PROCEDURE 

Radar procedures are similar in design to 
other type procedures in that an initial, inter- 
mediate, final, and missed approach segment 
may be established. Course guidance in the 
initial and intermediate segments may be pro- 
vided by radar or other navaid facilities.. Where 
radar is the primary means of navigation, radar 
patterns and altitudes must be established, and 
altitudes must provide the required obstruction 
clearance for a specified distance either side of 
the designated pattern course. Where other 
navaids are used, the appropriate criteria for the 
particular navaid apply. 

Vectoring altitudes may be established by 
dividing the area within operational radar cover- 



age into sectors based primarily on existing 
obstructions. This establishes a minimum alti- 
tude within a particular sector for use when 
providing radar vectors. (See fig. 4-4.) 

The vectoring chart must be prepared as 
follows: 

1. The center of the chart will represent the 
antenna site. 

2. The chart is divided into sectors as re- 
quired by the different minimum altitudes. 
Sectors may be depicted in relationship to 
bearings from the antenna site, radials from 
navigational aids, or radar display range marks, 

3. Sector boundaries should coincide or be 
compatible with map overiay or video map data. 

4. : Minimum vector altitudes assigned should 
be at least 300 feet above the floor of controlled 
airspace and compatible with vectoring altitudes 
established for associated radar instrument ap- 
proach procedures.. 

Lost communications procedures must be 
established for radar approaches which include 
procedures for the pilot to follow in the event 
communications are lost with the radar facility. 
Where practicable, they should include a provi- 
sion to execute a nonradar approach. If such a 
provision is not practicable, certain items essen- 
tial for safe and orderly traffic management 
should be included such as the route to fly, 
clearance to a fix, altitude assignment, and the 
control facility to contact. 

Unless otherwise indicated in the approach 
procedure, a single ceiling, visibility, and deci- 
sion height approved for precision radar ap- 
proaches will apply to all aircraft categories. 
Commanding officers, however, may specify 
PAR minimums by categories if required by 
application of TERFs criteria. In such instances 
a ceiling, visibility, and decision height for each 
aircraft category must be established. 

As a matter of policy, PAR minimums of 
ceiling 100 feet and visibility 1/4 mile may only 
be established when the runway concerned is 
configured with high intensity runway lighting 
and an approach lighting system.. Touchdown 
zone and centeriine lighting are desirable, but 
not mandatory for the 100 and 1/4 minimums. 

Circling minimums should be included in ASR 
procedures in addition to the straight-in landing 
minimums unless a straight-in landing ASR 
approach is available for each runway usable for 
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Figure 4-4.— Minimum vectoring altitude chart. 



IFR approaches, and provided that definite 
restrictions do not preclude circling approaches. 
Examples of such restrictions are limited radar 
coverage and nonavailability of certain runways 
during IFR weather conditions. When circling 
ASR minimums are not to be authorized the 
submitted procedure should be so annotated. 

APPROACH MINIMUMS 

As previously stated, established minimums 
should be the lowest permissible consistent with 
mission accomplishment and flight safety, with 
the determining factors being the required ob- 



struction clearance in the final approach seg- 
ment and possibly the missed approach segment. 
In general, the straight-in mmimums will seldom 
vary by aircraft category. The primary differ- 
ences will occur for circHng minimums, because 
the size of the area to be considered for 
obstruction clearance varies by aircraft category.: 
Tliis may require consideration of different 
obstmctions for different cagegory aircraft. 

Additional restrictions are possible by applica- 
tion of .he tables of standard minimums con- 
tained in the TERPs handbook. These tables 
specify the lowest minimums which may be 
prescribed for each type approach approved. 
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Consideration is given tor the various lighting 
configurations in the standard straight-in mini- 
mums table. In addition to the MDA for 
nonprecision approaches and the DH for preci- 
sion approaches, a ceihng value must be estab- 
lished for military' procedures which, when 
added to the airport elevation or the touchdown 
zone elevation, will result in an altitude above 
MSL that is equal to or greater than the MDA or 
DH. When determining the ceiling value, con- 
sideration must also be given to reportable 
ceiling values observed b> weather service per- 
sonnel. If a resultant DH is 275 feet above the 
surface, the ceiling value would necessarily be 
300 feet, since ceilings arc reported in 100-foot 
increineniN througli 5,000 feet. 

Visibility Minimums 

Sevoral factors must necessarily be considered 
when determining visibdity mininuims. as fol- 
lows 

1. The distance nectssar\' for the pilot to see 
the airport or runway and safely descend from 
the .MDA or DH and accomplish a landing. 

2. The distance from the fmal approach fix 
to runway tha*shold. 

3. The runway centerline and final approach 
course alinement. etc. 

No single factor can determine the required 
visibility, and the vanous factors will vary with 
the different types of approac^lies and local 
conditions The TLRP's handbook contains 
tables of niininium visibilities which must be 
applied in addition to consideration of require- 
ments of the individual approaches. 

Runway visual range (RVR) minimums may 
be autlionzed for other than circling approaches 
at locations where an approved RVR installation 
is available. 

Approved Lighting Systems 

At installations where lighting systems are 
identifiable with standard lighting systems con- 
tained in the TERP^s handbook? the visibility 
reduction afforded by such aids may be applied. 
For each protcdure containing straight-in mini- 
mums to a specified runway. :ui indication 
should be made as to whether or not credit for 
lighting has been applied or is desired. Because 
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: of the variations in lighting systems installed at 
naval facilities, the DMAHC, as the reviewing 
authority in coordination with NAV.^RSYSCOM, 
will ascertain whether or not the ligliting install- 
ed qualifies for the reduced visibility credit. 
Application of lighting credit to reduce visibility 
minimums is not required. 

OPNAV REPORT 3722-1 

In the interest of maintaining the highest 
possible standards of flight safety, commanding 
officers must periodically review terminal ap- 
proach procedures at their facility and submit an 
annual report designated OPNAV Report 3722-1. 
This report Is scheduled in various months, 
depending on the geographical location of the 
facility. To determine when the report for your 
particular facility is required, refer to OPNAV 
.3770.2 (Series).. This report is confirmation that 
currently approved terminal api^roaeh proce- 
dures are operationally suitable and necessary, 
and that they conform to the provisions of the 
TERPs handbook and OPNAV 3770.2 (Series). 
The report is accomphshed by completion of an 
OPNAV Form 3722/2 for high and low altitude 
ADF. VOR. or TACAN approaches and an 
OPNAV Form 3722/2 for PAR and ASR ap- 
proaches Requirements for new or revised 
approach procedures that occur between annual 
facility reporting dates are handled in this same 
manner with the exceptior of the scheduled 
re^^orting dates. Senior AC^s in the Al C division 
may be required to initiate this report by 
physically preparing the appropriate form(s)and 
insuring compliance with appropriate instruc- 
tions for the commanding officer's review and 
approval. 

Plan and profile obstruction diagrams of 
appropnate runway approach areas as defined in 
TLRP's must be forwarded with requests for 
approval of PAR procedures, unless a current 
diagram is on file^at the DMAHC office.. In 
addition, a diagram or chart showing the loca- 
tion and elevation of terrain and manmade 
obstructions within tlic prescribed obstruction 
clearance arenas for each nonprecision and ASR 
approach, specifying the appropriate circling 
approach areas, must be included.. 

Figure 4-5 is an example of an enlarged, 
simplified plan diagram for a PAR approach to a 
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Figure 4-5.-Plan diagram of a PAR approach. 
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parttciilar facility. Fmure 4-6 is a profile diagram directly from pattern altitude (initial approach) 

of the same approach as sh'.wn in figure 4-5. In to final approach.. Therefore, no intermediate 

this particular case, controlling obstructions and approach is included. The profile sljows obstruc- 

othcr governing factors allow the transition tions and terrain considered and the PAR final 
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PAR 

RUNWAY 21 
APPROACH PROFILE 



SCALE 



HOtiz r- 10.000' 

VJtT I-— 200* 



Figure 4-6.~Profile diagram of a PAR approach. 
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approach surtacc slope ratio which will vary 
with the glide slope angle. In this ease the glide 
slope angle is 3 degrees which requires a 34:1 
ratio tor the tlrst 10.000 leet and a 29.5: 1 ratio 
for the remaining final approach surface slope. 
No obstructions may penetrate this final ap- 
proach surface slope to allow use of this glide 
slope. Also shown is the missed approach ob- 
struction clearance area and a 40: 1 slope ratio of 
this area on the profile to show that no 
obstructions penetrate the missed approach sur- 
face slope and that the procedure is safe. 

All the area sizes, slope ratios, and other 
technical information necessary to construct this 
diagram are contained in the TERP's handbook. 
Much of the information necessary to complete 
an OPNAV Form 3722/2 can be taken from a 
diagram of this type. 

Figure 4-7 is an example of a plan diagram for 
a low altitude TACAN approach. Although the 
profile IS not required for a nonprecision ap- 
proach, it may be considered helpful in deter- 
mining obstruction clearance requirements, 
MDA's, missed approach points, etc. Figure 4-8 
is an example of a profile diagram of the same 
approach as shown in figure 4-7, Again the 
specification,^ tor constructing the diagram are 



contained in the appropriate section of the 
ThRPs handbook.: 

Figure 4-9 is an example of a completed 
OPNAV Form 3722/1 for the approach dia- 
gramed in figures 4-7 and 4-8. Keep in mind that 
when determining tlie minimums the appro- 
priate table of standard minimums in the 
TERP's handbook must be considered in addi- 
tion to required obstruction clearance. 



PUBLICATION OF APPROACH 
PROCEDURES 

To satisfy the primary requirement of having 
a current procedure in graphic form in the 
possession of the pilot and controller at the time 
of implementation, procedures should be sub- 
mitted as far in advance of the implementation 
date as possible.. They should normally be 
submitted no less than 60 days prior to the 
desired effective date to allow sufficient time for 
review and approval and for chart publication 
and distribution. The effective date will be 
assigned by the DMAHC and will be calculated 
to coincide with the publication date of the 
charted procedure. 
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TACAN 

RUNWAY 3 

APPROACH PROFILE 

sr ALf HOdiZ T'- ?oooo' 
VeiT I'- 200' 



Figure 4^a-Prof ile diagram of a TACAN approach. 
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In order to provide sulTicient lime lo elTecl 
removal of an approach procedure iVoin ilie 
FLIP system, commanding olTicers should no- 
tify the DMAHC approximately 30 days in 
advance of the effective date of the cancellation. 
Advance coordination of cancellations should be 
effected with the appropriate ARTCC authori- 
ties. The cancellation should be promulgated by 
NOTAM procedures when the next scheduled 
Termmal FLIP revision date will occur subse- 
quent to the effective date of cancellation.: 



COMMON CIVIL/MILITARY FORMAT 

The TERFs handbook contains the approved 
criteria for formulating both civil and military 
instrument procedures requiring a format which 
includes ample information to satisfy the needs 
of both agencies. 

The standard format normally provides land- 
ing minimums for approach categories A 
through D on low altitude (AL) approach charts, 
and C through E on high altitude (JAL) ap- 
proach charts. Any category may be included on 
either chart when an operational advantage can 
be achieved.. Only those categories of aircraft 
authorized to use a given procedure will be listed 
on the approach chart. The term not authorized 



(NA) is used when a particular category of 
aircraft is not authorized to use a specific 
approach. Figure 4-10 is an example of the 
landing minimum format portion of a low 
altitude approach chart. 

The following is an explanation of terms not 
considered self-explanatory in figure 4-10: 

1. DH (decision height) applies to precision 
approaches. Tlie DH is tbe height MSL above the 
highest runway elevation in the touchdown zone 
at which a missed approach must be initiated if 
the required visual reference has not been 
established. 

2. MDA (minimum descent altitude) applies 
to nonprecision approaches., The MDA is the 
lowest MSL altitude to which descent is author- 
ized in procedures not using a glide slope until 
the runway environment is siglUed. 

3. HAA (height above airport) is for civil use 
and indicates the height of the MDA above the 
published airport elevation., 

4. HAT (height above touchdown) is for civil 
use and indicates the height of the DH above the 
highest nmway elevation in the touchdown 
zone. 

5. CFilLINGSare values shown in parentheses 
for military use, and represent the lowest ceiling 
authorized for an approach. A ceihng is ex- 
pressed in feet above the published airport 
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elevation and is al or above the MDA or DH, 

6.. VISIBILITY values are expressed as run- 
way visual range (RVR) shown in hundreds of 
feet, (24 equals 2.400 feet) runv^ay visibility 
iRV). or prevailing visibility (PV), which are 
both shown in miles uiui fractions thereof. 

The following terms are peculiar to helicopter 
procedures and are presented here for clarifica- 
tion : 

I. HAL is height above landing area eleva- 
tion. 

LANDING ARKA refers to the portion of 
the heliport or airport unway used,, or intended 
to be used, for the landing and takeoff of 
helicopters. 

3. LAB (Landmg Area Boundary) is the 
beginning of the landing area of the heliport o*- 
runway. 

4. POINT in SPACE APPROACH is an instru- 
ment approach procedure to a point in space, 
identified as a Missed Approach Point, which is 
not associated with a specinc landing area within 
2,600 feet of the MAP. 

5.. TOUCHDOWN ZONL as used in helicop- 
ter procedures is identical to the landing area. 

Radar Minimums 

Radar minimums are presently published in 
the FLIP IFR supplement in the aerodrome/ 
facility direeto.y section for the airport con- 
cerned. The information provided is basically 
the same us that provided on approach charts. 

STANDARD INSTRUMENT DEPARTURES 
{ZID%) AND STANDARD TERMINAL 
ARRIVAL ROUTES (STARS) 

Standard Instrument Departures (SIDs) and 
Terminal Instrum.nt Arrival Routes (STARs) 
are preplanned IFR ATC clearance procedures 
preprinted in textual or in graphic and te> tuni 
fomi. The us. of these valuable aids reduces 
pilot and crnt-'oller workload, minimizes the 
probabilit' of error in the delivery and receipt 
of clearances, and greatly reduces radio com- 
munications. 

A Standard Instrument Departure (S^)) is an 
approved procedure that prescribes a r^uie of 
flight with instructions for safely departing a 
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Figure 4-10,-Low altitude landing minimum format. 



runway and climbing to the en route structure. 
The optimum SID provides for a direct climb on 
course from an airport to join an airway or route 
at a fix or facility. Extensive routing and/or 
maneuvering in the terminal area prior to pro- 
ceeding on course should be avoided to the 
extent practicable when developing SID's, (See 
figiTC 4-11.) 

A Standard Terminal Arrival Route (STAR) is 
an ATC coded IFR arrival route established for 
application to arriving IFR aircraft destined for 
certain airports. (Sc^ figure 4-12.) 

U^e of ST.ARs requires pilot possession of at 
least the approved textual description. As with 
any ATC clearance or portion thereof, it is the 
responsibility of each pilot to accept or refuse 
an issued STAR.: A pilot should notify ATC if he 
does not wish to use a STAR by placing "NO 
STAR" in the remarks section of the flight plan 
or by the k r desirable method of verbally 
stating the same to ATC. 

SID's and STAR's may be established for any 
airport where lengthy, complex and detailed 
IF R clearances are regularly required to describe 
routes routinely used by aircraft departing and 
arriving that airport. 



POLICY FOR ESTABLISHMENT 

Commanding officers of Navy /Marine Corps 
facilities are responsible for determining the 
need for SID and/or STAR procedures at their 
respective activities. Consideration will be given 
to transient as weh as local types of operations 
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DEPARTURE ROUTE DESCRIPTION 
Via radar vector to CVO R*070 thence via CVG 
R-070 to FLM R.020 thence via FLM R.020 to V5 
thence via V5 to SOUTH bOLON INT. 
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COVINGTON, KeNTUCKY 

GREATER CINCINNATI 



Figure 4-11. -Standard instrument Departure (SID). 
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EDNA T RANSITION ( 8EA«AQN11- From over EDNA INT via the ACTON 
R 198 to ACTON VORTAC^ Thence 

WINK TRANSITION (INK* AON 1) From over WINK VORTAC via WINK 
R 070 and the TUSCOLA R-256 and R 073 and the AON R-255 to ACTON 
VORTAC. Thence 

From over ACTON VORTAC via the ACTON R-045 to WOLF INT. Vector to 
final approach course. E/tpect to cross RUSSELL INT at on attitude to be assigned 
by ATC 
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Figure 41Z-Standard tftrminal arrival route (STAR). 
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when dctcmimiiii: iIk* !K\ J anJ in lornuilaMni! 
tliCNC procedures. 

( omnuuulniii oIlV ers of N,ivy Marine Corps 
aviation sliore raeililks lo*.ateJ wiihin the eon- 
tmuous I'.S.. Ahiska. anJ Hawaii should request 
the appropriate I \\ reiiional \ir IrallK Divi- 
sion to assist in the development and or rev ision 
of SIlVs and or Sl ARs lor their activity. Durini! 
Uie development or revision, coordination with 
local Arc authority and nearbv civ il or !mlitar\' 
airports must he elVected In ohtainini! desired 
routines, airspace limitations mav create local 
coordination prohlems. In such instances, the 
appropriat'* N.\VRI P should he contacted for 
assistance. 

At facilities where the I'AA divs not provide 
air traffic service, such as overseas. SlD\s STARs 
may Iv established or revised as prescrilvd tor 
CONUS except that \ W functions are not 
applicable. Comnuunhni! officers are responsible 
for formulation of Sll)\ and^or STARs in 
coordination with the local ATC authories of 
the host govemmeiit. 

After coordination of new or revisiu! Sll)\^ 
S'I'ARs has been LOinpletcd. Ihev should be 
forwarded to DMAHC tor review in conform- 
ance with OPN.AV (Series), and for 
approval, publication, and distribution in re- 
quired quantities. A sketch of each SID or 
STAR should be submitted totielher with neces- 
sar\' text'aal information, delineatmii the appro- 
priate .\TC clearance to be c harted. 

The SID sketch should depict actual tlidit 
paths from the ruinvayis^ to the SID clearance 
limit, including transitions, to periml accurate 
climb izradient computation 

SID chart quantities desired for station usaiie 
should Ix* made known to the DMAlK . Re- 
quests should be based on an estimated six 
months requirement. STARs will be published in 
appropriate FLIPS in accordance with IX)D 
criteria.. 

During loca' coordination, a mutually agree- 
able effective date for new or revised SID's 
should be decided upon. This date normally 
should be a minimum of 45 days after date of 
submission to DMAHC to allow for review, 
approval, publication, and distribution. 

Senior AC's occupying the position in the 
chain of command which performs the physical 
function of air traffic control may be in the 
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most ideal position to recogni/.e the nc*cd for 
establishing, advising, or canceling SID/STAR 
procedures at their facility.: Where the ueed is 
a*cogni/ed. they should initiate action at the 
division level by presenting all the applicable 
facts and figures which would sustain the pro- 
procedure or action and the advantages 
possible.: 

SID DEVELOPMENT PROCEDURE 

Sll)\ may be implemented at any airport 
where terrain or other obstructions require 
specific departure restrictions. In addition, SID's 
may be established at any airport where they 
would be advantageous to air traffic control or 
pilots. Ilie number of SID's implemented at a 
given facility should be kept to a minimum 
consistent with operational needs and the de- 
parture routes most frequently used. 

SID's should be designated as either high 
j'ltitude or low altitude, according to the route 
structure in which the SID is intended to 
terminate.. If high and low altitude SID\ arc 
identical, they may be combined to be desig- 
nated as high/low altitude SID's, The appro- 
priate designation -higli. low, or high/low- 
should be indicated on each SID pamphlet. 

When developing SIITs^ the following guide- 
lines should Ix; considered : 

1., SID\ may commence at the end of ;« 
runway, or basic departure routing procedures 
for each particular runway may be included as 
part of a basic SID. 

2. Radar vectors may be included in lieu of a 
route based on a navaid.. 

Routing should be the most direct and 
simplest possible.^ 

4. lite number of navaids used should be the 
minimum number possible, 

5. Crossing altitudes/FL's should be kept to a 
minimum, based on radials of the same navaid, 
and may or may not be specified altitudes/PL's. 
If LTossing altitudes/FL's are specified, they 
should be developed with consideration of the 
capabilities of the lowest performing type air- 
craft that would use the SID. 

6. Noise abatement requirements should be 
considered. 

7. SID's should terminate at an airway, ra- 
dial, route, or fix.. 
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8. SID\ may have in(>rc than one transition 
from a common point. 

More than one SID may have the same 
ulentieal transition. 

U) The description of the Sll) ami transi- 
tion, if appropriate, on the SID chart shoiikl be 
worded so that it can he easily understood. 

The obstruction clearance criteria and more 
detailed data for SID's are contained in the 
TKRPS manual and OPNAVINST 3770.2 (Series). 

Minimum rate of climb information must be 
provided on published SID's wliich require a rate 
of chmb iiivater than 1 50 feet per mile to obtain 
the required obstruction clearance. A rate of 
climb in excess of 300 feet per mile is not 
autliori/ed. 

Hazards, such as towers, buildings, terrain 
elevation, etc . which create a hazard to safety 
of flight ni the event the departure procedure 
were not executed precisely, must be shown on 
the SID chart m their exact location to present a 
true relationship. 

Rc\isioiis or changes refer to items in the 
AFC clearance such as courses, altitudes, fixes, 
navaids. etc. Not included would be radio- 
frequency changes or chart detail other than the 
ATC clearance, or items involving flight safety 
such as climb gradients, etc. 

If a SID is developed for specific types of 
aircraft, the adjective phrase to indicate this may 
be printed on the chart, such as Jet., If the SID is 
applicable to all types of aircraft, no specific 
description is necessar>'. 

STAR DEVELOPMENT PROCEDURE 

When developing STARs the following guide- 
lines should be considered: 

1. A STAR or STAR transition will com- 
mence at any appropriate fix, e.g.. navigational 
aid intersection, DMK fix. The fix should be no 
further from the destination airport than neces- 
sary for the efficient control of air traffic.: 

2. A STAR must terminate at a standard 
instrument approach procedure initial approach 
fix or a fix from which radar vectors will 
applied. This STAR termination fix should be 
clearly defined to the pilot. It is emphasized that 
a STAR is a procedure conceived to simplify a 
complex arrival route to a terminal and is not to 
be utilized or designed as an extension of the 



published standard instrument approach proce- 
dure. 

3. A STAR may ,serve more than one 
instrument approach procedure or more than 
one airport with a terminal area. 

4 A STAR may have one or more transi- 
tions. \ transition may be used with more than 
one STAR: however, two transitions on the 
same SI AR should not originate at the same fix. 

5. Keep routes simple. 

(). Use as few navigational aids and fixes as 
possible. 

7. : Use same type navigational aids when 
possible., 

8. Radar vectors may be used in lieu of 
routes determined by other approved means, 
provided adequate nonradar navigation routes 
are specified in the event of communications 
failure. 

9.. Conf ine ST.AR routes, includint! transi- 
tions, if applicable, to a single ARTCC area to 
the degree practicable. 

10. Assure compliance with obstacle clear- 
ance reciuirements by application of enroutc 
criteria. 

11. The insertion of ATC altitudes within 
STAR procedures is no longer acceptable. Pre- 
sent STAR procedures that include altitude 
restrictions may continue to be used until such 
time as revisions become necessary.. Appropriate 
IFR MEA, MOCA, and MCA information must 
be determined. The MEA, MOCA, and MCA 
information will be used by the agency in 
graphic depictions of the STAR procedures. 

12., The insertion of airspeeds within STAR 
procedua^s is no longer acceptable,: However, to 
provide pilot flexibilitv, the textual description 
of the STAR may describe the point at which 
the aircraft can normally expect to receive 
descent below 10,000 MSL, thereby alerting the 
pilot to reduce aircraft speed in sufficient time 
to accommodate the descent. 

13. Word textual portions in language easily 
understandable and adaptable to graphic por- 
trayal. 

14., Do not use LF or VOR navigational aids 
for TACAN procedures.. 

15. Do not include requirements of a non- 
standard nature; e.g., transponder and frequency 
requirements that will change based upon vari- 
able conditions or circumstances. 
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l(>. Do not include required items ot an Xl'C 
clearance in notes appended \o the text or to he 
displayed on the graphic poriiiMi of a procedure. 
Lse notes onl> to Lonlain items ot an informa- 
tional nature, e.g., senices to Iv provided in 
conjunction with use ot the procedure. 

N AMING AND NUMBERING 

Name and number SIDs and STARs as fol- 
lows: 

1. Name each SID and STAR to correspond 
with a navigational aid or fix where the route 
terminates or commences, respectively: or, if not 
practicable,, a prominent well known geograph- 
ical landmark along the route of tliglit. Do not 
use identical or similar sounding names for more 
than one SID or STAR in the same geographical 
area. A SID or STAR name should not be used 
to describe more thjn one route. 

2. Number each original SID and ST.AR 
procedua' "ONf: e.g., Kent One Departure, 
Stewart One .Arrival. Number subsequent -evi- 
sions chronologically : e.g., Kent Two Departure, 
Stewart Two .ArnvaK etc. Do not use numl>ers 
above nine:, i.e., th-.r ninth a'vision (the tenth 
version) will again use the number '*ONT:," 

3. Renumber a SID or STAR if any of its 
transitions are a*vised. Do not renumber a SID 
or STAR if any of its transitions are canceled. 

4. Change an onginal name only when it is no 
longer appropriate. 

5. Name each SID and M AR transition to 
cora'spond to the fix where it terminates or 
com men ce s, re spec t i v e ly 

6. SID's and S TAR's are ordinarily developed 
for common use by all users. If intended for use 
only by certain categories of aircraft, or by 
aircraft operating in the high altitude or aa*a 
navigation route stnictures, identify such proce- 
duavs by placing the contraction's) *iir* or 
"Copter" "RNAV'' immediately preceding the 
word "departure** or "arrival'* in the procedure 
name; e.g., "Johnson One Hi Departure,'* "John- 
son One tli RNAV IX*parture," "River Three 
RNAV Arrival,'* etc. The contraction "RNAV," 
when applicable, will always immediately pre- 
cede the words "arrival" or "departure." 



OPNAV REPORT 3722-2 

An annual a»vievv of SID's to determine their 
consistency with operational needs and any 
revisions, additions, or deletions acquired must 
be made by commanding oftkvrs of Navy and 
Marine Corps facilities, and the result of this 
review is submitted to the DMAHC office. 

llie annual reporting date for individual 
facilities is determined by the SKOgraphical 
location of the facility.; To determine when the 
report for your facility is required, refer to the 
schedule contained in OPNAV 3770,2 (Series). 
This report is desi^ated OPNAV Report 3722-2.: 



HOLDING PATTERN CRITERIA 

The criteria for holding pattern airspace are 
contained in FA A Handbook 7130.3 and pro- 
vide for separation of aircraft.. However, when 
determining minimum holding attitudes based 
on required obstruction clearance, this same 
airspace area, with slight modification, is used. 



.APPLICATION TO THE ATC SYSTEM 

Sufficient holding airspace areas should be 
planned and established to meet ITR traffic 
requirements within a facility's aa^a of juris- 
diction. Holding airspace area dimensions were 
developed to permit the following: Use of all 
types of en route navaids, reduction of holding 
airspace when optimum direction of entry' i"* 
made, compatibility between patterns flown by 
reference to time and those flown by reference 
to DMI!, and selection/application of tailor- 
made airspace by furnishing several pattem sizc*s. 

Holding pattern airspace areas should be 
pictorially displayed including captions to ex- 
plain their use. Displays should be near appro- 
priate controller positions and should Ixr so 
constructed as to facilitate the maximum possi- 
ble amount of traffic situations to preclude the 
Requirements for controllers to determine hold- 
ing airspace on the spot.: 

CiO(hI facility planning: minimizes the need 
for unplanned holding at the. control po.sition 
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I nusuai circunislanccsiiKiv rcijunv occasional un- 
pLiniKHl h'.)k!ini:.- thcrctorc, each coiUrol posi- 
tion shoiikl he aiialv/cd accordini: to altitude 
controlled and lu)ldint! speeds nornialK eiieouii- 
tercd. V»hen an anal>sis has heen made, appro- 
priate template si/es can he selected and cap- 
tioned. 

HOLDING PATTERN COMPONENTS 

I tTicient and economical use ot airspace 
required siandardi/ation of aircraft lioldiiit: pro- 
cedures. All the variahle factors such as iia\aid 
s> stems error, wind, aircraft speed, etc., which 
affect aircraft duriiii: holdiiiii niaiieuvers. were 
considered and incorporated into tlie holdiiii: 
pattern airspace criteria. Procedures wea- devel- 
oped to acconunoilate the performance capa- 
hihties of pertinent ci\il and niilitar\ aircraft 

The followiiii: hasic components were devel- 
oped as standard for the purpose of determiniiii: 
holding! pattern airspace. 

L Outbound leu. The length of the outhoum! 
Ici: is ha,scd on time or distance. Standard time 
values arc I minute tor altituiles from minimum 
holdini: ihrouidi 14.000 and I'ji niinutes aho\c 
14.000. Distance value of an outbound lei: is not 
standard but must be established at a distance 
appropriate to the holdini: situation and m 
conformance with the tables for detenninini: the 
DMI: lei: lensiths of holdmi! patterns in Hand- 
book 7130.3. 

2., .Maximum holdmi! airspeed. Basic speed 
uroups with compatible holdinii maneuvers were 
adopted. Aircraft are provideil protected air- 
space based on tiie maximum holdini: airspeed. 
(See ta!)le4-:.) 

.3. .Angle ot l)ank.: Pilot proeedure for eiitrx' 
and holdinu pattern turns is based on the result 
of pilot actions to establish and maintain a 
30-dcgrcc angle of bank. lo compensate for 
varying pilot techni()ue.^ instrument precession, 
etc.. the initial Lriteria us^hI in deternnmng the 
holding pattern area w.ts 25 degrees angle ot 
bank. 



MRSPACE DETERMINATION 

I lie actual determination ot airspace to be 
considered has been made relatively easv by 



establishment of a system ot templates wIiilIj 
allows SLMcetion ot an appropriate template 
based on a aircralt's holding speed and altituile 
and the holding tlx distance frc)m the primary 
navaids. Ihese templates are numbered \ 
tlirougli 31.. and each one is relateil to one or 
more even numbered altitudes t L\ The tem- 
plates were developed at a scale of I . .500.000 
which IS the same as the Sectional Chart scale 
for ejs\ application V partial listing of speed 
group, tlx distance, altitude/ I'L. and template 
luimber a-latioiiships is shown in table 4-3. 
Hi)lding levels througli 50.000 :m provided at 
>ven 2.000-foot intervals. Holding at odd levels 
above 2,000 is based on the next higfier even 
altituile.'l L pattern.: 



DM E APPLIC ATION 

When establishing a D.Mh holding fix, the 
differenLV Ivtween tlx-to-navaid distancv and 
slant range distance must be considered. Sueh 
differences can Ik significant witliin 45 miles of 
the navaid. I'lgurc ^^-13 shows a compari.son of 
an 1 l-iiiile DMI: (slant range) fix and the actual 
tl\-to-navaid distance and points out t':.: tv- 
i|uired comparison when plotting airspace to Ik 
protected. F-or simplification, diffen?nees of 1/4 
mile below 14.000 and I ^2 mile at and above 
14.000 may \k disreg;irdeil., 

AdditioralK . the no-coursc* signal /one asso- 
ciated vvitn I .U'AN and VOR iiavaids must Ik 
kept in mind when establishing DMH holding 
tlxes.^ 

\ graph included as an appendix to Hand- 
book 7130..^ has been estahlislied for the pur- 
pose of determining both tlx-to-navaid and slant 
raiiLV distance and whether a particular tlx falls 
withm the no-LOurse-signal /imc. 

By use ot DMI. as j holding tlx. the holding 
may be accomplished either toward or away 
from the primarv navaid. When holding toward 
the navaid. the tlx end of the holding pattern 
iirspace m:i> he within tlie iio-course-signal 
/one. provided that normal pattern entry is from 
a direction other tlian tlirough the no-coursc-- 
sign^l /(me. When holding away from the navaid. 
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TaHe 4>2.-Maximum holding airspeeds 



ft* 




















b. 


Civil turbojet 
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c. 


Military turbojet 










(1) All ~ except aircraft listed below in (2). (3K (4), 
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(2) F-84F. F-102. F-104^. F-106, F- 


-4. F-11, A-5 . . . . 


V . . 265K 


IAS 




(3) F~4^ 






IAS 




(4) F-100^. F/RF-101. F-104^, F-105. F-111, F-5, 






IAS 










IAS 



Flown by reference to DME 

Holding speed depends upon weight and drag configuration. 
Only USAF F-4 aircraft. 




AC.228 

Figure 4-13.-Fix-to-natf8id distance and 
siant range distance. 



information is available in the nocourse-signal 
zone, the complete pattern must be one in 
which bearing information is available. Compare 
this to holding toward the navaid. When the 
pilot reaches the holding fix, which must be 
outside the nocourse-signal zone, he will turn to 
proceed outbound on a heading to parallel the 
inbound course. Positive course guidance is not 
necessary for proper execution of this portion of 
the holding pattern. Therefore, a portion o is 
type holding pattern airspace area may tall 
within the no-course-signal zone. 



no part of the holding pattern airspace may lie 
within the no-course-signal zone. (See fig. 4-14.) 

To substantiate the reasoning of the preceding 
paragraph, imagine an aircraft holding in each 
situation pictured in figure 4-14. When holding 
away from the navaid, at the completion of the 
outbound leg of the holding pattern, the pilot 
must turn to proceed inbound to the holding fix 
on a specified ra«Mal. Sincf no bearing (radiul) 



OPTIONAL REDUCTION AREAS 

Figure 4- 15(A) is an example of template No. 
9. Depicted are the fix end and outbound end 
reduction areas shown by dotted lines. For more 
efficient use of available airspace, these reduc- 
tion areas may not have to be considered when 
providing protected airspace if certain condi- 
tions exist. 
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Table 4-3.-Pattern selection chart 
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[ orc\.imp|j. ihc tlx oiul ivJulIkhi arcj ina\ 
not hj\o to be iiKliukd it ciitrv into llic hoklini! 
p.ittcrn IS mukIc tVoni a Jircction that hos vvithi:i 
the t^rosshatLhcil iirca ik'pictcJ 111 IliiuR' 4- 1 5( U) 
as the area ot entrv. \J Jitionall) . a tahle has 
i>eeii estal^Iisheil aiul is inehulecl as an apperuiix 
io llaiulhook 7|.>().3 \v»:;eli shows the various 
l)Ml hoKlini! pattern leii lengths whieh ina\ Iv 
used aiul the outbound eiul reJuetion areas 
which iinist be inekuled Tor a particular !i\-lo- 
navaul versus template nuniher situation.. This 
table uuist be relerreJ to when establishniir a 
DMI hoklini: pattern aiul the assiKiateJ pro- 
tev.teJ airspuLC 



APPLK XTION OF HOLDING 
AIRSP AC E FOR OBSTRUCTION 
CLEARANCL RLQUIRtMENTS 

When Jcterniinini! minimum holding alti- 
tudes., t!ie appropriate template selceted for use 
111 deterniininir the hoklmi! pattern airspaee arva 
to be proteeted is also the pnniur\' area to be 

eonsidered for obstruction clearance. In addi- 
tion, a seeondar> area 2 miles w de surrounds 
the perimeter n( the primarv' area and must be 
considered. Rec|uired obstruction clearance is 
contained m the I'I'RP\ handbook. 
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HOLDING AREA CLEARS 
HO -COURSE-SIGNAL ZONE 



HOLDING COURSE AWAY 
FROM NAVAID 



HOLDING AREA OVERLAPS 
NO^COURSE-SIGNAL ZONE 




HOLDING COURSE 
TOWARD NAVAID 



Figure 4-14.-DME holding. 
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NUMBERED 
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f.<>\«AY«W OF ENTRY \,'vv , ■ ' 



(8) 



AC.230 



Figure 4-15. -(A) Holding pattern template; 
(6) area of entry. 
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CHAPTER 5 

AIR TRAFFIC CONTROL 



Naval shore activities which perform air traf- 
fic control functions use the procedures pub- 
lished in the Terminal Air Traffic Control 
Handbook 71 10.8 (Series). This publication 
contains common civil/military air traffic con- 
trol procedures agreed upon by the Department 
of Defense and the Federal Aviation Administra- 
tion. In areas where a common procedure was 
not feasible, special military procedures were 
specified in the handbook and so marked to 
indicate applicability. Additionally, the provi- 
sions of OPNAV Instructions 3710." (Series) and 
3721.1 (Series) apply to naval ATf facilities. 



AIRPORT TRAFFIC CONTROL 

All aircraft movement on the airport move- 
ment area and within the airport traffic area is 
normally governed by positive control requiring 
specific clearances from the control tower. 
Exceptions to this occur where preventive con- 
trol has been authorized at facilities. 

It is imperative that supervisors remain 
abreast of current regulations and procedures 
which govern the control of air traffic. As a 
general nile the AC 3 or 2 has received a 
reasonable amount of formal training and on- 
the-job training to control traffic with an accept- 
able degree of efficiency; however, due to the 
many and varied si^iations encountered in air 
traffic control, supervisors must remain alert to 
assist and coordinate all facets of the various 
control positions. 

The foUowing paragraphs in this section con- 
cern areas of interest normally encountered by 
senior AC*s as supervisors. For more detailed 
study of basic airport traffic control, refer to the 
applicable section of the Terminal ATC Hand- 
book 71 10.8 (Series) or Air Controlman 3 & 2, 
NAVTRA 10367-E. 



LOCAL AIR TRAFFIC OPERATIONS 

A continuous review of local VFR traffic 
operations is necessary to insure that traffic 
patterns and arrival and departure corridors are 
established to provide maximum avoidance of 
populated areas and established airways or 
routes. For a smooth operation, adequate co- 
ordination and cooperation must be maintained 
with adjacent airfields and the appropriate FAA 
authorities. 

Airport information contained in the various 
publications and training programs must be 
sufficient to allow pilots and air traffic control 
personnel to become thoroughly familiar with 
the regulations concerning the facility. 



Formation Takeoffs and Landings 

A formation is a flight of more than one 
aircraft operating by prior arrangement as a 
single aircraft with regard to altitude, navigation 
and position reporting, and where responsibility 
for separation between aircraft within the flight 
rests with the pilots in that flight.: 

Formation flying is authorized only for those 
units and types of aircraft for which a valid 
requirement exists. Appropriate commanders 
must insure issuance of and adherence to spe- 
cific instructions and standard operating proce- 
dures for all aspects of formation flying since it 
is contrary to the procedures prescribed in 
TATC Handbook 71 10.8 (Series). 

Two-plane section takeoffs for aircraft of 
similar performance may be authorized for units 
and types of aircraft whose military missions 
require such for essential pilot training. Maxi- 
mufn lateral separation should be maintained 
with the leading aircraft on the downwind side, 
where applicable, during formation takeoffs. 
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When a landing interval will result in two or 
moa* aircraft on the runway at the same time, 
staggered landings on alternate sides of the 
runway should be made, WIkmi crosswnui condi- 
tions dictate, or when centerlme laiulings are 
preferred,, tlie landing interval would be the 
S'lme as that for aircraft operating independ- 
ently 

Crash and Firefighting Equipment 

Firefighting. crash, rescue, and ambulance 
equipment at air activities must be alerted and in 
an efficient operating condition while fliglit 
operations are in progress. During uch opera- 
tions, appropriate equipment should be sta- 
tioned at strategic* locations on the field. In the 
event an emergenc. is anticipated, the various 
types of equipment should be relocated, depend- 
ing upon tlieir particular mission, to the best 
possible position in relation to the anticipated 
scene of the emergency.. 

Although ATC personnel are not responsible 
for the placement of such equipment, collabora- 
tion and coordination is necessary with the 
Crash Captain and his assistants to provide for 
the best possible response to an emergency on 
the airport movement area. 

More detailed information concernmg crash 
and firefighting equipment and procedures use- 
ful to a supervisor may be found in NAVTRA 
10367-F AC3&2,: 

Control Tower NonvisibiUty Areas 

Where portions of the airport surface or 
traffic pattern are not visible from the tower, 
supervisory personnel must insure that such 
information is given appropriate dissemination 
to those concerned. A description of such areas 
should be developed, both for prmted and oral 
use, of sufficient detail to insure understanding 
of the discretionary use of such areas and the 
reasons therefor^ 

Intersection Takeoffs 

At facilities where intersection takeoffs are 
authorized, supervisory personnel must insure 
that appropriate distance information is avail- 



able to controllers concerning the amount of 
usable runway available beyond an intersection,; 
An airport diagram showing such information 
should be constructed and made available to 
controllers. 

Controllers must issue the measured usable 
mnway remaining unless otherwise provided in 
local directives. At fields where intersection 
takeoffs are a routine operation, issuance of 
measured usable runway remaining information 
may be omitted if appropriate directives are 
promulgated to insure that pilots and controllers 
are aware of the procedures being used.: 

The pilot still retains the perogative to use the 
full runway length, provided he informs the 
tower of his intentions. It is also the pilots 
responsibility to determine that sufficient run- 
way length is available to permit a safe takeoff 
under existing conditions. 



IFR PROCEDURE FOR AIR 
TRAFFIC CONTROL 

In addition to the equipment and navigational 
aids (listed in chapter 3 of this manual) required 
for a naval air station to eff^^ctively support 
aircraft operations during IFR conditions, a 
major part of the overall capability must depend 
upon the ability of controllers to expeditiously 
apply separation criteria to the control of IFR 
traffic,: 

Tlie term approach control includes this 
application and encompasses both arriving and 
departing aircraft. Local policies, agreements, 
training programs, and mission requirements 
definitely have an effect on controller procedure 
at a particular facility- The procedures listed 
herein are considered applicable to facilities in 
general.. 

IFR CLEARANCE 

A clearance is defined as authorization by air 
traffic control, for the purpose of preventing 
collision between known aircraft, for an aircraft 
to proceed under specified traffic conditions 
within controlled airspace. An IFR clearance, 
then, is authorization as described above to 
operate in accordance with the instrument flight 
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rules. All IFR clearance ks normally issued by an 
ARTCX' in whose area an IFR flight originates. 
However, at approach control locations, the 
initial/final portion of the clearance may he a 
nuitiially agreed departure/arrival clearance that 
meets separation requirements of the ARTCC 
and the terminal facility. Under certain condi- 
tions, such as a proposed flight to he conducted 
entirely within the terminal facility's area of 
responsibility, the terminal facility wilt issue the 
IFR clearance. Such procedures, as with the 
procedures for the issuance of short range 
clearances, are established and published locally 
in the appropriate format usually Letters of 
Agreement. 

An n-R clearance can he very simple or quite 
complicated, depenihng on traffic conditions 
and operations authorized by the clearance.^ 
f.ach clearance will contain all or part of the 
following Items, as appropriate, m the order 
]!.ted. 

1. Aircraft identification. 

2. Clearance limit or approach clearance. 
3 Route of flight. 

4. Altitude data in the order flown. 

5. Departure procedure or SID. 
(>. Holding instructions. 

7 Any special information. 

8- f requency and beacon code information.. 

Route or Altitude Amendments 

When the route of flight in a previously issued 
H-R clearance requires amending, one of the 
following methods must be used. 

I- State which portion of the route is being 
amended and then state the amendment. KXAM- 
PLlr. CHANCili VICTOR TWENTY TWO TO 
RHAD VICTOR TWO TWhNTY, (Only route in 
the clearance.) 

2. State the amendment to the route and 
then state that the rest of the route is un- 
changed. liXAMPLH; CHANGt: J ThN TO 
RHAD J TWhNTY, RHST OF ROUTE UN> 
( HANCiKD.. 

3.. Reissue the entire route, including the 
amended portion in the appropriate place. 

When a route or altitude in a previously issued 
clearance is amended, all applicable altitude 
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Restrictions must be restated or state that the 
restrictions are cancelled. 

Composite Flight Plan 

The clearance limit for an IFR proposal 
planning IFR operations for the initial part of 
the flight and VFR operations for the latter part 
would be the fix at which the IFR portion ends. 

A proposal planning VFR for the initial part 
of the flight and IFR for the latter part of the 
f ight is treated as a VFR departure. IFR 
(learance would be issued when the pilot re- 
' uests it. approaching the fix where he proposed 
to start IFR operations. The remainder of the 
fliglit would simply be treated as any other IFR 
flight.. 

ALTRV Clearances 

Flights that are to be conducted utilizing 
Altitude Reservation (ALTRV) procedures will 
be issued clearance as follows. EXAMPLE: VIA 
APPROVED ALTITUDE RESERVATION (mis- 
sion name) FLIGHT PLAN. 

An ALTRV normally includes the departure, 
climb, cruise, and arrival phases of flight up to 
and including holding pattern or point/time at 
which ATC provides separation between aircraft. 

More detailed information concerning 
ALTRV procedures was discussed in chapter 2 
of this manual.. 



COORDINATION BE- 
TWEEN FACILITIES 

For efficient operation, constant coordination 
IS necessary between ATC facilities. The content 
and the scope of information exchanged be- 
tween facilities differ, depending upon the type 
of ATC service provided. 

IFR flight progress data is forwarded from 
controller to controller within and between 
Centers and terminal facilities when operating in 
an en route capacity, as aircraft progress along a 
route.. Such information is normally forwarded 
at least 15 minutes before the aircraft concerned 
is estimated to enter a receiving facility's area. 

Tlie times specified in this section may be 
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rceliKcel when co\cri\l !*> a Lctlci ot Aizrcc- 
nienl l acililv Directive or increased it opera- 
lioiiallv neeesbarv because of nianual data proc- 
essiiiii or uon radar operations 

Wliiclievei linie applies, the inlonnation tor- 
warJed is as follows 

1 Aircraft identifiLatioii. 

2 lype of aircraft and appropriate equip- 
ment sutYix. 

3 Assiiined altiliule/FL and I TA over tlie 
last reportiniz point tlx in the iranslerring facil- 
ity's area or assumed departure tune when the 
departure point is the last point/fix in the 
transterrini! facility's area. 

4 Altitude i'L at which the aircraft will 
enter the receivinii facility's area if other than 
the assigned altitude 

,5 True airspeed 

() Point of departure 

7, Route of flight remaining 

8. Destination airport and clearance hinit if 
other than the destination airport 

LTA at destination airport if other than 
miliiar\ or scheduled air carrier aircraft 

10 I'L requested by the pilot ot a turbojet 
aircraft, if assigned FL differs from the re- 
quested F-L (within a facihlv onl> ), 

1 1 Longitudinal separation being used be- 
tween aircraft at the same altitude, if it results m 
the aircraft having less than 10 minutes separa- 
tion at the facility's boundaries. 

Tlie position report over the last reporting 
point in the transferring facility's area should be 
forwarded to the n^LCiving t\icility if any of the 
folk^wing coiuhlions exists 

1. The time differs by more than 3 minutes 
troni the estimate previously forwarded 

2. It IS reipiested by the receiving facility. 

3. It IS agreed to. between faculties, as a 
routine operation. 

When necessarv to revise information already 
forwarded, the revised mtorination is forwarded 
as required except that revision to the IJ A over 
the w»st fix in the transferring facility's area is 
re(|uired only if it dittcrs hy more than 3 
minutes from the estimate already given.. 

Centers forward the following information to 
approach control facilities before transfer of 
control jurisdiction. 

NOTl;. Transfer points are usually specified 
in a Letter of Agreement. 

O 
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I Aircraft identitlcation 

2. lype of aircraft and appropriate equip- 
ment suffix. 

3 I T.'\ or actual limev and proposed or 
actual altitude at the clearance limit. The LTA 
need not be given if the arrival information is 
being forwarded during a radar handoff., 

4. HAC issued the aircraft. 

5. Time,^ fix, or altitude when control respon- 
sibility is transferred to the approach control 
facility. 

Approach control facilities must keep 
ARTCC's currently advised of the following 
information: 

1. The particular approach that may be ex- 
pected, where two or more instrument ai^proach 
procedures are published or the fact that radar 
vectors to the traffic pattern will be used. 

2. Highest altitude m use by the approach 
control facility al the holding tl.x.: 

3. Average time interval between successive 
approaches, 

4. : Arrival time ot aircraft over the holding fix 
or a statement or other indication that acknowl- 
edges control responsibility if already received., 

5. : Revised HAC if different by 10 minutes or 
more from that issued by the ARTCC (The 
AR rCC may issue I.AC's to arrivals; however, 
this operation is usually covered in a Letter of 
Agreement.) 

6., Missed approaches if they affect the 
AR ICC's area of operation. 

7. information relating to an unreported/ 
overdue aircraft. 

The facility providing II'R service to the 
terminal area must forward the following in- 
formation to nonapproach control towers soon 
enough to allow adjustment of the traffic' flow, 
or to LSS's soon enough to allow provision of 
airport advisory service (the specific' time re- 
quirement is usually covered m a Letter of 
Agreement). 

I.. Aircraft identification. 

2. Type of aircraft. 

3., LTA and proposed altitude over the fix, 
4. Type of instrument approach procedure 

the aircraft will execute. 

Nonapproach control towers must forward 

the following information to the ARTCC or 

approach control as appropriate: 
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1. When an arnving aircraft is sighted and, in 
the tower controller's jiidgmentv a landing can 
be completed. 

2. Actual time of arnval. 

,3.: Pilot report of cancellation of the IFR 
fliglil plan. 

4. Information related to mis.sed approach 
aircraft or overdiie/unreported aircraft. 

5. Runway m use. 



DEPARTURE PROCEDURE 

Departure control is an approach control 
function responsible for insuring separation be- 
tween departures. Departure control may sug- 
gest a takeoff direction other than that which 
may normally have been used so as to expedite 
the handling of departures. At times it is 
preferred to offer a pilot a runway that will 
require the fewest turns after takeoff to place 
his aircraft on the filed course or selected 
departure route as quickly as possible.. At some 
locations a runway use program may be in effect 
which pays particular attention to noise abate- 
ment programs and will route departures away 
from congested areas. 

IFR Clearance for 
Departing Aircraft 

The departure clearance is issued before take- 
off and should include the following items as 
applicable: 

I. Clearance limit. This should be the destina- 
tion airport when practicable even thougli it 
may be outside of controlled airspace. Where 
authorized and prescribed, short range clear- 
ances may be used which would necessarily 
specify some fix other than the destination as 
the clearance limit. 

2., Route of fiigfit. When assigning a route of 
flight, an aircraft should be cle?ired via 
established airways, route structures, d nav- 
aids established for the altitude stratun' which 
the operation is to be conducted 3utes 
through uncontrolled airspace sliould oe in- 
cluded only when requested by the pilot. 

When any part of an airway or route re- 
quested is unusable because of navaid status. 



aircraft should be cleared via one of the follow- 
ing aUernative routes: 

a. A route published in the AIM and 
depicted on U.S. Government charts.. Tlie word 
SUBSTITUTE should be used immediately pre- 
ceding the alternative route in issuing such a 
clearance. 

b. A route defined by specifying navaid 
radials or courses. 

C: A route defined as direct to or between 
navaids. 

To effect transition withm or between route 
structures, aircraft should be cleared via one or 
more of the following methods, based on VOR, 
VORTAC, or TACAN navaids (unless use of 
other navaids is essential to aircraft operation or 
ATC efficiency): 

a. The aircraft should be vectored to or 
from the radials or courses of the airway or 
route assigned.. 

b. A SID should be assigned. 

c. Aircraft may be cleared to climb via 
radials or courses of the airways or jet route 
assigned.. 

d. Aircraft may be cleared via direct to or 
between the navaids forming the airway or route 

assigned.^ 

e. : Au*craft may be cleared to climb on 
specified radials or courses of navaids, 

if the aircraft will operate in an area adjacent 
to restricted airspace, the following action is 
required: 

a. For joint-use restricted airspace, coordi- 
nate as necessary with the facility designated as 
controlling facility or using agency and obtain 
permission for the aircraft to transit the air- 
space.. If permission is not obtained, clear the 
aircraft so that it avoids the restricted airspace.. 

b. . For prohibited or nonjoint-use re- 
stricted airspace, clear the aircraft so that it 
avoids the airspace unless the pilot informs you 
that he has obtained permission from the using 
agency to operate in the airspace or the using 
agency informs you that they have given the 
pilot permission to operate in the airspace, or 
unless the aircraft is on an approved altitude 
reservation fliglit plan.. 

'NOTE: Mission project officers are responsi- 
ble for obtaining approval for ALTRV opera- 
tions within restricted airspace.. (Refer to chap- 
ter 2 of this manual). 
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I \cepi wIilmi a pilot requests a JctaileJ 
clLMrancc v)r when inilitar\ operations are et)n- 
Jiuted in an altitiuL- reser\ation: operations are 
tonJiuleJ aho\e^ I L, ^OO., t>r opmiions reqiur- 
iiiiz special haiuliinii are eonJueteJ an ahhrevi- 
ateJ Jeparture elearanee may be issued if its use 
a*duec5> verbiage aiH. the following condition^ 
are met: 

a The route of fliglit filed with ATC has 
not been ehanged bv the pilot or operations 
officer pnor to departure. 

b. The terniinal facility is provided suffi- 
eieiit infbrniauon about the route of tlight to 
exercise it^ control responsibility. 

c Destuiation airport information is re- 
layed between facilities concerned, prior to 
departure, 

a. The assigjied en route altitude is stated 
m the elearanee. 

The destination airport is not stated m the 
abba*viated departure clearance.. When a specific 
SID. including a transition, is filed by the pilot, 
it ih considered as part of the route of fligiit. 

When no changes are required to the filed SID 
or route the phrase CLIARhD AS FILhD may 
Iv stated. A SID ina> be assigned by the 
controller if appropriate and any additional 
instructions or information necessary may be 
included along with the en route altitude. 

When a filed SID or route will retjuire minor 
revisions the s;ime procedures apply except that 
the necessary revisions mu.st be .specified, EXAM- 
PLE: CLEARED AS FILED EXCEPT CHAXGK 
Dl PARTURL; TO READ DUTCH ONE DI:- 
PA RTURE.. MAINTAIN FLICiHT LI VEL 
THREE FIVE ZERO. 

In a nonradar environment, one. two. or more 
fixes as necessary to identify the initial route of 
fiiglit must be specified., 

3, Altitude. When assigning altitudes for an 
en route operation, aircraft should be cleared at 
altitudes or flight levels appropriate to the 
direction of fiight. Tliese altitudes/FL's are 
contained in FAR^s and m AC 3 & 2, XAVTRA 
10367-E. When traffic, meteorolrgica! condi- 
tions, or aircraft operational limitations prevent 
assignment of altitudes/FL's appropriate to the 
direction of flight, any cardinal altitude or flight 
level below FL 290, or any odd cardinal FL at 
or above 290, may be assigned without regard to 
direction of flight as follows: 

er|c 
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a. For traffic conditions, this action may 
be taken only if one of the following conditions 
exists 

(1) The aircral't will remain within the 
tacihty's area and prior approval is obtained 
from other alfected positions or sectors or the 
operations have been covered in a Faeility 
Directive. 

(2) The aircraft will proceed beyond the 
facility's area and specific operations and proce- 
dures permitting random altitude assignments 
are covered in a Letter of Agreement between 
the appropriate facilities, 

(3) Military aircraft are operating on 
random routes and prior approval is obtained 
from the facility concerned, 

b. For meteorological conditions, this ac- 
tion may be taken only if the controller obtains 
prior approval from other affected positions or 
sectors within the facility and, if necessary, from 
tbt* adjacent facility concerned, 

c. For aircraft operational limitations, this 
action may be taken only if the pilot informs 
the controller that the available appropriate 
altitude exceeds the operational limitations of 
his aircraft and only after prior approval is 
obtained from other affected positions or sec- 
tors within the facility and, if necessary, from 
the adjacent facility. 

Consideration must be given to the atmos- 
pheric' pressure and the lowest usable fliglit level 
when assigning EE's. (See table 5-1.) 



Table 5-1. Lowest usable FL 





Lx)west usable 


Altimeter setting 


fliglit level 


29.92 or higher 


180 


29,91 to 28.92 


190 


28.91 to 27..92 


200 



If practicable, the pilot should be informed 
when to expect climb or descent clearance or to 
request altitude change from another facility.. 
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Vircut'l niujvi be ck\\VL\\ at an alliliulc at or 
above nil milium en route altitude (MLA) or 
minimum erossmu altitude (MCA) for any part 
01 an airvvav or route within the oriizinatiiii: 
I'aeilitvN area and the first part of ttie airwav or 
route into an adjaeont laeility's area exeept 
where one of the follovvnii! ipplies 

a. An aircraft n.av be cleared below the 
Ml A but not below the minimum obstruction 
clearance altitude (MOC'A) if the altitude as- 
Miined IS at least 300 feet above the lloor of 
conlr(>lled airspace and further provided that the 
tollowiiii: conditions are met. 

i I ) \on radar procedures are used oiil> 
wiihin miles ol a VOR, VORTAC, or 
I \\ 

il) Uailar procedures are used only 
when ilcfinitc operational benefits will be rea- 
li/oil anil the aircraft is vectored, and lost 
LoiiimunKations procedures are issued. 

b. An aircraft may be cleared to operate 
on )ct routes below the MLA (but not below the 
prescribed minimum safe altitude) or above tne 
ma\iniu!ii authorized altitude if. in either case, 
radar seivice is provided. 

XOTL. Minimum en route and maximum 
authorized altitudes for certain jet route seg- 
ments have been established above the Hour of 
the jet route structure due to limitations on 
navigational siiinal coverage. 

c. Where a higher altitude is required be- 
cause of an Ml A (and no MCA is specified), an 
aircraft must be cleared to begin climb to the 
new MHA immediately after passing the l1x 
beyond which the new Ml*.A applies. 

d. Where M1:A\ have not been established., 
aircraft may be cleared at or .ibove the minimum 
safe altitude prescribed in FAR 

When issuing an altitude or FL, to be main- 
tained en route, one of the tollowing procedures 
should be Used in the order of preference listed. 

a. The altitude filed by the pilot should be 
assigned. 

b An altitude within the highest route 
stratum tiled by the pilot and as near as possible 
to tlie altitude filed should be assigned. 

c. An altitude as near as possible to the 
highest route stratum filed by the pilot should 
be assigned, and the pilot should be informed 
when or at what point he can expect clearance 
to an altitude within the stratum he requested. 



In this case the expected altitude should be as 
near as possible to that filed by the pilot 
originally. 

1 \AMPl 1 MAINTAIN FL230, HXPFCT 
FURTHFR CLLARANCF TO FL 350 AT THE 
35 MILhOMFFlX. 

4, S!t) routes,. A SI I) may be assigned to 
aircraft whenever appropriate: if for any reason 
a pilot does not wish to utilize a SID issued in an 
ATC clearance or any other SID published for 
that location, he is expected to advise ATC If it 
is necessary to assign a crossing altitude which 
differs from tlie SID altitude, the changed 
altitude should be repeated to the pilot for 
emphasis. Some SlD'sdo not include altitudes in 
the design, in which case the appropriate alti- 
tude to be maintained must be inserted in the 
proper place in the SID assignment. 

5. Nonstandard departure routes. F'or depar- 
tures from airports that provide airport traffic 
control service, the direction ol takeoff, the 
direction of turn after takeoff, or the initial 
heading to be llown after takeoff may be 
specified. At purports without airport traffic 
control service the initial heading to be Hown 
after takeoff may be specified when considered 
necessary. In such cases, the specification can 
only he made after the direction of takeoff 
and/or direction of turn after takeoff has been 
determined by coordination with the pilot. 

6 Departing USN IFR Hights must read back 
ATC clearances that differ from the filed fiiglit 
plan. 

7. Fre(|uency and beacon code changes. De- 
parting IFR military turbojet aircraft (except 
cargo and transport type) should be instructed 
to change to departure control frequency before 
takeoff.. 

If the local control position in the tower has 
override capability on the departure frequency, 
instruction to change to departure control fre- 
ciuency is included in the takeoff clearance.. This 
allows the local controller to communicate with 
the aircraft if necessary on the departure control 
frequency.. If the local controller does not have 
override capability, the same procedure is used; 
however, the pilot must be instructed to moni- 
tor guard channel to provide for communica- 
tions with the local controller if necessary. 

If the appropriate mode/code and departure 
control frequency have not been previously 
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assigned, these items are mcluded in the takeoff 
clearance. 

C aution must be exercised so as not to require 
radiofrec|uency or beacon chanjies for turbojet 
aircraft before the aircraft apaches 2.500 feet 
above the surface.: 

Coordination With the 
Receiving Facility 

If the departure point is less than 15 minutes 
flying time from the transferring facility's 
boundary, coordination with the receiving facil- 
ity must be accomplished before takeoff of a 
departing aircraft. Facilities needing earlier coor- 
dination may enter into agreement to establish 
this coordination. However, when agreements 
establish mandatory radar handoff procedures, 
coordination need only be effected in a timely 
manner prior to transfer of control. 

The actual departure time must be forwarded 
to the receiving facility for departures that 
require advance coordination unless an assumed 
departure time is agreed upon and that time is 
within 3 minutes of the actual departure time.. 

Radar Departures 

Departure control utilizing radar will clear 
aircraft out of terminal areas using standard 
instrument departures via radio navigation aids 
whenever possible, to reduce the amount of 
necessary coordination between facilities. Radar 
departures may be provided to expedite depar- 
tures and to establish them on course by the 
most dia*ct route. Radar departures may overlie 
but should not be restricted to the standard 
departure routes for radar or lost communica- 
tions backup. 

If a departure is to be vectored immediately 
after takeoff, the initial heading to be flown 
must be issued before takeoff.: Additionally, it 
may be necessary to instruct the pilot to squawk 
low if a beacon reply is required immediately 
after takeoff.: 

Departing IFR aircraft may be vectored be- 
fore reaching minimum vectoring altitude, pro- 
vided tint they are within 40 miles of the 
antenna site and a minimum of 3 miles separa- 
tion is maintained from prominent obstructions 
shown on the radarscope. If the takeoff path is 



less than 3 miles from such obstructions, the 
vectors provided must increase the separation to 
3 miles. 



HOLDING PROCEDURE 

Holding is a predetermined maneuver which 
keeps an aircraft within a specified airspace 
while awaiting further clearance, A holding fix is 
used a> a reference point in establishing and 
maintaining the position of the aircraft while 
holding. Most generally used holding patterns 
are charted on en route high/low and area 
aeronautical charts. 

Holding instructions 

General holding instructions include the fol- 
lowing items: 

1, Direction of holding from the fix. 

2. Name or description of the holding fix.. 

3., Radial, course, bearing, airway, or jet 
route on which the aircraft is to hold.. 

4, Outbound leg length in miles if DMIi or 
RNAV is to be used. 

5. Direction of holding pattern turns, if left 
turns are to be made. 

Detailed holding instructions consist of the 
same items as general holding instr ictions^ and 
in addition the outbound leg length in minutes 
or miles and the direction of holding pattern 
turns arc always specified. 

Delay "inticipated 

If a delay is anticipated requiring an aircraft 
to be held and the holding pattern is not 
charted, t!;c following items as appropriate must 
be issued at least 5 minutes before the aircraft is 
estimated to reach the clearance limit: 

1. : General holding iiisiructions. 

2. Detailed holding instructions if the pilot 
requests or the controller deems i. necessary. 

3. Tlie time at which the pilot can expect to 
receive approach clearance (EAC) or further 
clearance (EFC). 

If a delay is anticipated and tue holding 
pattern is charted, the following items must be 
issued at least 5 minutes before the aircraft is 
estimated to reach the clearance limit:. 
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1. Direction the pilot is to hold. 

2. EACorEFC. 

NOTE; The direction issued must correspond 
to tluit eharted unless another hoKliiii! pattern is 
required for ATC purposes ui which case it 
would be ta*ated the same as any iioncharted 
holding procedure. 

Deby Not Anticipated 

If it becomes apparent that an aircraft will 
not be delayed at a clearance limit and clearance 
beyond the clearance limit is required, the 
followmg action is required: 

1. For departing or en route aircraft - 
clearance beyond the clearance limit must be 
issued at least 5 minutes before the aircraft 
reaches the clearance limit. 

2. : For arriving aircraft -clearance beyond the 
clearance limit must be issued before the aircraft 
reaches the clearance limit. 

Clearance Beyond the Holding Fix 

When issuing clearance beyoiid the holding 
fix, the following items should be included: 

1. A clearance limit or approach clearance. 

2. Route of flight. This should include com- 
plete details of the route (airway, course, head- 
ing, arc, or vector) to be used. The phrase VIA 
LAST ROUTING CLEARED may be used only 
when the most recently issued routing beyond 
the holding fix can be reinstated and verbiage 
will be reduced. 

Lengthy Delay 

If it is determined that an aircraft intending 
to land within a facility's area of responsibility 
would be delayed more than 1 hour, the EAC or 
EFC should be issued as ^oon as practicable after 
such aircraft enter the facility's area and the 
aircraft operator or military equivalent notified. 

Holding Patterns and NavAids 

The holding pattern airspace is determined as 
described in chapter 4 of this manual. By 
requiring the pilot to keep his aircraft within the 
specified airspace and other aircraft out of the 
same airspace, separation is maintained. 



Holding points are normally navaids; however, 
a location that the pilot can determine by visual 
reference or a visual holding point may be used. 
In such cases, the controller must determine that 
the pilot is familiar with the visual holding 
point. 

When holding is accomplished by using un- 
rnonitorcd navaids as the holding fix, separation 
must be provided for any other aircraft that may 
occupy the course which the holding aircraft 
will follow in the event the holding aircraft does 
not receive signals from the unmonitoreu navaid. 

ARRIVAL PROCEDURE 

The initial clearance issued IFR aircraft will 
include, whenever practicable, the destination 
airport as the clearance limit. However, an 
ARTCC may clear an aircraft to a fix short of its 
destination airport and normally amends an 
existing destination airport clearance limit to a 
fix short of destination for the purpose of 
transfer of control responsibility of an en route 
aircraft to a terminal facility. In such cases, if no 
delay is anticipated, clearance beyond such 
clearance limit must be issued to arriving aircraft 
before the aircraft reaches the clearance limit. 
Transfer of radio communications and control 
responsibility must be accomplished soon 
enougli to allow the ftceiving facility to issue 
further clearance before the aircraft reaches the 
clearance limit. Specific requirements for trans- 
fer of control of arriving aircraft are usually 
stated in a Letter of Agreement. 

At nonapproach control locations the ARTCC 
retains control of arrivals until they have landed, 
canceled IFR, or until they are no longer a 
factor in provision of IFR service. At approach 
control locations the center normally clears all 
arriving IFR traffic to the appropriate holding 
point, and in some cases includes holding in- 
structions and the expect-approach-clearance 
times in such clearance. The number of aircraft 
to be released to approach control by the center 
is determined by a joint center/approach control 
Letter of Agreement. 

Advance Approach Information 

Vj/hen an aircraft intends to land at an airport 
where approach control service is provided and 
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Ivvo or more iiislriinicul .ippnuuh procL^lurcs 
jrc puhlislial.: Ihc !'.icililv coiilrollmi! llic .iircr.ilt 
miinalMlolv hctorc ciilrv iiilo llic apprcuch 
control .irc.i shoiiKI inlorm llio piloi ot ilio i\pc 
of approach lo cxpccl or iImI he will he 
vectored to the Ir.tlTic p.illerii. This iiilorinalion 
iiia> Iv oiuineii it .nrport ternini.il intorination 
Nerv'iee <ATI.S) is provided hy the .iirport or il* 
the visihihtv is .3 miles or hetter .nui the ceihiiii 
IS dt or above the hiiihest initial approach 
altitude established tor anv low altiuide iiistru- 
ment approach procedures lor the airport. 

Approach Control 

Approach control is responsible tor controll- 
ing all instalment llidit operating within its area 
of responsibilitv Approatli control niav serve 
one or liiore airporfs., and control is exercised 
primarilv b> direct pilot 'controller coinmiinica- 
tions. 

Approach ;ontrol facilities must provide ar- 
riving ;iircrat*t vviih approach int'ormation on 
initial radio contact or as soon as possible 
thereafter.. The approach information consists of 
the folio wini: 

L Approach clearance or type of approach to 
he expected if two or more approaches are 
piihhshed and the clearance limit does not 
indicate which will he used. 

2., Runway in use. 

3. Surface wind.: 

4. Ceilini; and visibility if the ceilinti at the 
airport of intended lanilini! is reported below 
1.000 feet or below t!:e highest circlini! mini- 
mum, whichever is greater, or the visibility is 
reported less than 3 miles. When such conditions 
exist, any known changes classified as special 
weather observations must also be transmitted as 
soon as the volume of traffic, controller work- 
load, and communications frequency congestion 
permits. 

5. Altimeter setting. 

Specific items of approach information do 
not have to be reissued if the pilot indicates he 
has already received them via ATIS or the 
ARTCC. 

Approach control service is provided at termi- 
nal facilities for the purpose of maintaining an 
orderly flow of arriving traffic without inter- 
ruptions of continuity while expediting depar- 



tures. Ihe order in which arrivals are iK.siiioned 
while avvaitiiii! approach clearance or while on 
approacli is termed the approach sequence.: 
Main t\Ktors aft'oLt an approach M.\|ueuce.: The 
.ARICX* has a considerable effect on the se- 
([uence bv the altitude/I L assigned lo aircraft 
released to appn^ach control. Ihe most desirable 
result is to prevent delays to arriving aircraft.: 
* The time lapse hetween aircraft on approach 
or IxMvveen expect-approach-clearance times is- 
sued is termed the approach interval.. Again 
many factors affect the interval such as type of 
aircraft, type of approach, weather conditions* 
etc.. Probably the most influential factor con- 
cerning the approach interval is the length of the 
apprc ich procedure and the .separation rei|uiR*d 
between aircraft on approach. If only one 
aircratt may Ik on approach at one time, then 
the inlerval Is the average time it takes to 
complete the approach.: For two different ap- 
proaches ti> the same ninway. or possibly one 
approach, it is possible to have more than one 
aircraft in certain segments of approach at the 
same time provided ;:ppropriatc separation is 
maintained. 

Timed approaches appear to allow the short- 
est time interval under manual or nonradar type 
approach contri>l procedure. Timed approaches 
are seldom used hy naval facilities due to the 
wide variety of aircraft operational characteris- 
tics involved at such facilities. Timed approaches 
are most effective when used with aircraft of 
similar operating characteristics such as speed. If 
all conilitions are perfect,, it is possible to have 
an interaval of 2 minutes between aircraft using 
timed approach procedures. 

hach approach control operation maintains its 
operational identity, in that, it is adapted to a 
particular local traffic situation. However, it can 
be said that the desired results of approach 
control's concern with arriving aircraft are as 
follows; 

1. Maintenance of an approach sequence that 
avoids gaps and unnecessary delays between 
approaches. 

2. : Use of the minimum possible approach 
interval, consistent with the ippropriate separa- 
tion reipiired. 

At nonapproach control locations, a subsi'- 
quent arrivinjj aircraft can only be cleared for an 
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appri>jcli after one o\ the tolKnvini! eoiulitions 
exists 

1. The preecdirii! jirentt hjs hiiuled or can- 
celed IIR 

2. The preeediiiii aircraft is visible to the 
tower controller at that location and. in his 
judgment, landing can he completed. 

Nonradar \p|)ruaches 

The order of priority of issuance of approach 
clearance is nonnally estahlished on the basis 
that the first aircraft estimated over the tlx from 
which approaches are ct)mmenced will be the 
first to receive an approach clearance, followed 
by other aircraf t in the order of their estimated 
or actual times of arrival over the tixes. If visual 
contact with the iiround is made before the 
approach is completed, it is aH|uired that the 
complete approach procedua* Iv followed unless 
ATC has authorized a contact approach or the 
pilot cancels his IFR night plan. 

Ti» require an aircraft to execute a particular 
instrument approach procedure, the controller 
must specify in the approach clearance the name 
of the approach as published on thj approach 
chart. 

If landing will be made on a runway other 
than that alined with the direction of instrument 
approach, instructions to circle to the runway in 
use must Iv ineluded in the approach clearance. 

When adherence to an altitude as published 
on the approach chart is retjuianl for separation 
from other aircraft, the altitude must be speci- 
tied in the approach clearance.. 

If it is determined that a pilot is unfamiliar 
with an approach procedure, a complete descrip- 
tion of the approach must Ik included in the 
approach clearance. 

Clearance for a higli altitude penetration may 
be issued in conjunction with a clearance for 
.ipproach. a vector to a final approach course, or 
to a fix or altitude from which a clearance for an 
approach can be given when no delay is antici- 
pated. 

A military en route descent for turbojet 
aircraft may be authorized provided that only 
normal vectoring delays are anticipated.. It may 
be used in a nonradar environment; however, 
radar capability should exist which will permit 
the aircraft to be vectored *o the final approach 
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course ol a ;.uhlished high altitude instrument 
approach procedure or P.VR'.ASR approach. Ilie 
type of final approach to be conducted nuist Ixr 
mutually understood In the pilot and controller 
Ix'fore the en route descent is begun. Prior to 
issuance of an en route descent clearance Ixrlow 
the highest initial penetration altitude eslalv 
lished for any higli altitude instrume.it approach 
procedure for the ilestination airport, the cur- 
a*nt weather conditions at the destination air- 
port must be transmitted when any of the 
following conditions prevail: 

1.. Tlie ceiHng is below 1.000 feet. 

2. Tlie ceiling is below the highest eircling 
minimum. 

3.. Tlie visibility is below 3 miles. 

To avoid requiring an aircraft to lly at low 
altitude for an excessive distance, descent clear- 
ance should be issued at a point determined by 
adding 10 to the first two digits of the flight 
level: for example.^ I- L 370: 37 plus 10 equals 47 
miles. 

.A turliojet cm route descent should not \m: 
terminated without the consent of the pilot 
except as required by a radar failure or an 
emergency situation, it remains the pilots pre- 
rogative to elect to conduct a published higli 
altitude penetration instead of an en route 
descent.. 

Clearance for a contact approach may be 
issued only if the following conditions aa* met: 

1. ^ The pilot a'quested it. 

2. The reported ground visibility is at least 1 
statute mile for all aircraft except civil air 
carriers which must have 1/2 statute mile 
Approved separation must be applied between 
iiircraft authorized to conduct a contact j|v 
proach and other |{- R and special Vi-R aircraft. 
When applying vertical separation, a fixed altitude 
i:»hould not be assi/^ned: clear the aircraft at r.n alti- 
tude which is at lea.st 1,000 feet below any orner IFR 
traffic but not below (he minimum .safe altitude. An 
ahcrnativeclearancc should be is.sued when weather 
condition.s are such that a contaa approach may be 
impracticable. 

Radar Approach Control 

In a radar environment., arriving aircraft may 
be cleared to an outer fix most appropriate to 
the route being flown with vertical separation 
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aiul il rctiiiircil. :ti\cn lu)klinj! instructions. 
WlK-n udar IkmkIoMs arc ctlcctal between the 
\RI((' anvl .ippriMcn n>ntrol. or between two 
.ipprt>.t^h .wt>ntrol tawiliues an ^ rail are cleareil to 
llie airport i>r to a li\ so located that the 
handi>n will be ciMnnlcted pru>r to thetnne the 
aircratl roaches tlic ti\. When radar hanvlolTs are 
ulih/ed. successive arriMHi: llidils nu> Iv 
haiulcd olY to approach control with radar 
separation m lieu ol" vertical separation, provided 
that suth procedures are pre\iouhl> agreed upon 
hetv\een the lacdities concerned and the lollow- 
iiii! cmiditions are met 

I llie llrst aircraft communicates with the 
receiMiii! facihtx before a second aircraft, clear- 
ed to or over the same fix, is told to communi- 
cate with the receiMHi! facilit\. This need not Iv 
applied if tlie first aircraft is cleared to the 
airp«>rt. 

2. Ilie first aircraft communicates with the 
rccci\int: facility Ivlore it reaches the clearance 
limit tlx. 

3.. The rcLeiMiii! facilit\ divs no! delay or 
hold the first aircraft at the fix to or over which 
a second aircraft is cleared. 

Radar \eetors and a!tiludes/M\ w ill be as- 
Mtined as required for spacing and separating 
aircraft. .Aircraft will normalK Ixr informed 
when it is necessary to \eclor througli the final 
approach course for spacing or other reasons. In 
the event the controller is unable to so infoim 
the pilot, he is not ex|H:ctod to turn inbound on 
the Inial approach coup>e unless approach clear- 
ance has Iven issued (such as for U.S. VOR. 
T.U .AN fmal approach ). 

.Approach clearance will normally Ik issued 
with the final vector for interception of the final 
approach course, and the vector will l>e such as 
to enable the pilot to establish his aircraft on the 
final approacli course prior to reaching the 
approach fix.: 1 his approach clearance would not 
Iv issued in the case of an ASR or PAR 
approach. 

In addition to the foregoing conditions, if 
terrain or traffic does not permit unrestricted 
descent to the lowest puhlished altitude speci- 
fieil in the approach procedure for which clear- 
ed, the controller nuist either defer issuance of 
approach clearance until there are no restric- 
tions, or issue altitude restrictions with the 
approach clearance specifying when or at what 



point unrestricted descent can be made. 1 \cept 
for A.SR'PAR, the pilot would have to Iv 
instructed to contact the tower or monitor a 
certain freijuenc> until completion ot the ap- 
proach.. 

APPR().\( 11 SI PA RAT ION RI SPONSI- 
BIIJ'I'Y. When approaches are not monitored 
by the PAR controller the radar approach 
controller must maintain radar separation until 
visual separation can be provided by the tower 
controller. The lower controller may provide 
radar separation within an area designated for 
his use if this resix)nsib'lity has bcvn delegated 
to him in a Letter of Aga-emenl or Pacility 
Directive, 

Wlien monitoring instrument approaches, the 
PAR controller must provide IFR separation 
between aircraft on approach from the final 
approach tlx to the airport until visual separa- 
tion is provided by the tower controller. 

When timcxl approaches are being eondOcted. 
the radar controller must maintain radar separa- 
tion until the aircraft is observed to have passed 
the final approach fix inbound and is within 5 
miles of the nmway on final approach course or 
until visual separation can be provided by the 
tower controller. 

VISUAL APPROACH. In a radar environ- 
ment. ATC may descend an aircraft operating in 
accordance with an IFR clearance to the mini- 
mum vectoring altitude, vector it to the airport 
traffic pattern, and issue clearance for a visual 
approach. This may Ik done whenever the 
reported cviling is at least 500 feel above the 
minimum vectoring altitude and the visibility is 
3 miles or more.; 

With a visual approach, the pilot may deviate 
from the prescribed instrument approach proce- 
dures and proceed to the airport visually, main- 
taining VFR conditions at all tinu^. This proce- 
dure affords a more expeditious service to 
arriving aircraft and precludes unnecessary vec- 
toring to the final approach course of a pub- 
lished instrument approach.: 

Radar separation must be provided from any 
prec^u?ing IFR aircraft until visual separation can 
be provided. The radar controller must continue 
Right following and tniffie information until the 
pilot is instructed to contact the tower. The 
point at which an aircraft cleared for a visual 
approach Ls instructed to contact the tower will 
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var>.. ilcivnihiii: on the ninvv.i\ in use. wcailicr. 
etc.. and it is ilclcnnincil l^v prior coonlnuition 
IxMwecn the lower ami approach control.. 
Ordinanlv. the chaiivvovcr occurs aI least 5 
miles from the mnwax. (haniieover points 
should Iv tar enoudi troin the airport so that 
the tower controller can properh eslahlish a 
lundini! sci|iience hut not at a distance which 
niav deroiiate tlie provision o\' radar traffic 
inroriiijtioii. 

If an urrivini: aircraft is not tollowini! a 
precciiini! arrivini* aircraft s^npienced h\ ap- 
proach control. It inav l>e cleareil for a visual 
approach when the folkHvini* conditions exist: 

L The pilot of the aircraft concerned reports 
sightin!! the airport. 

2. The tower controller is informed of the 
aircraft's position.. 

If the aircraft concerneil is foliowinii a preced- 
inii arriiiiii! IFR or VFR aircraft soijuenced by 
approach control, it max Iv cleared for a visual 
approach when the followinu exist: 

1. The pilot of the succei dint: aircraft reports 
sightini! the preceding aircraft. 

2. Tlie tower controller is informed of 
succeeding aircraft's position in the ai>proach 
sequence, 

3. The pilot of the succeeding aircraft is 
instmcted to foPow the preceding aircraft. 

Aircraft may be vectored simultaneously to 
the traffic pattern for visual approaches to more 
than one ninway or to the traffic pattern for 
visual approaches to one ninvvav while aircraft 
drc conducting a different type instrument 
approach to another ninwav t>rovided that the 
applicable preceding conditional provisions for 
issuance of a visual approach clearance are 
adhered to and radar separation is maintained 
betwtvn IFR aircraft until at least one of the 
following conditions is mot: 

1. If parallel ninways separated b> less dian 
3,500 feet ;ire in use. the pilot must have 
reported siglUing the preceding IFR aircraft 
making an approach to the other ninway and all 
aircraft involved must be informed that other 
arriving aircraft are using the other runway.: 

2. If parallel runways separated by 3.500 feet 
or more, or converging ninways are in use. all 
aircraft involved must be informed that other 
arriving aircraft are using the other runway. 



RAI)\R APPROAdll .S. Prescribed or ap- 
proved radar instrument approach procedures 
ina\ Iv pnwided to any aircraft upon request 
ami may Iv offered to aircraft in distress, 
a-gardless of weather conditions, or to expedite 
traffic. 

The following information must be issued to 
aircraft that propose to conduct a radar ap- 
pn)ach : 

1. Altimeter setting. 

2. Ceiling and visibility if the ceihng is 
reported below 1.000 feet or below the highest 
circling minimum, whichever is greater, or if the 
visibility is less than 3 miles. When such condi- 
tions exist, all known changes which are classi- 
fied as special weather observations must be 
transmitted as soon as the volume of traffic, 
controller workload, and communications fre- 
ipiency congestion permit. 

3. Pertinent information on known field con- 
ditions if they are considered necessary to the 
safe operation of the aircraft concerned.: 

NOTL: Issuance of the altimeter setting, ceil- 
ing, visibilitN^ and airport conditions need not be 
made if the pilot states the appropriate ATIS 
c(xle oi says he has received it from another 
source, 

H.xcept for any known special weather obser- 
vations, the aforementioned items may be omit- 
ted after the first apjuoach if repeated ap- 
proaches are made.: 

4. Lost communications procedures. When 
weather reports indicate an aircraft will likely 
encounter IFR weather conditions during the 
approach, lost communications instructions arc 
issued as soon as possible after establishing radar 
identification and radio communications (this 
may be omitted after the first approach when 
successive approaches are made and the instnic- 
tions remain the same). Advise the pilot that if 
radio communication^ are lost for a specified 
time interval (not more than I minute) on 
vector to final approach. 15 seconds on a 
surveillance final approach, or 5 seconds on a 
precision final approach, one of the following 
actions should be taken: 

a. Attempt contact on a secondary or 
tower frequency. 

b. Proceed in acconlance with VFR if 
possible. 
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c. Proceed an approved nonradar ap- 
proach . 

J. Lxecute the specific lost communica- 
tio.w procedure lur the radar approach IxMng 
used 

The pilot IS responsible for determininu the 
adequacy of lost communications procedures 
with respect lo aircraft performance, equipment 
capability, or reported weather conditions.. If a 
pilot should state that he cannot accept a lost 
conunuiiications procedure due to weather con- 
ditions or other reasons, the controller should 
request the pilot's intentions and take appro- 
priate action. 

If an aircraft on a radar approach proposes to 
execute a low approach or touch-and-go landing, 
clinibout instructions including a specific head- 
ing and altitude must be issued before the 
aircraft commences final descent. If an aircraft is 
making a series of approaches, this type of 
iiistniction ma> Iv omitted after the first 
approach, provided that no change exists. 

Tlie pilot should be advised to perfonn 
landing check while the aircraft is on the 
downwind leg and in time to complete it before 
turning base leg. If an incomplete pattern is 
used, this instruction, must be issued prior to 
handolT to the final controller for a precision 
approach or prior lo beginning descent on a 
suneillance approach.: 

The following should be accomplished bet'ore 
the aircraft on a radar approach commences 
final descent:; 

I. inform the pilot of the position of the 
aircraft at least once. 

2- inform the pilot of the ^ype of •nproach 
(ASR or PAR), the runway to which the 
approach will be made, and., if appropriate, the 
airport.: 

3. Request the p!lot to report wheels down 
unless he has previously reported it. 

4. Missed approach instructions should be 
issued according to ihe specific* missed approach 
procedure approved for the radar approach in 
use. 

A clearance must be obtained from the tower 
and relayed to the pilot for an aircraft on a radar 
approach to make a landing, touch-and-go. or 
low approach. Surface wind must be included 
with clearances for landing or touch-and-go. If 
such clearances are not received, the pilot should 



be informed and then issued instructions for an 
alternate course of action. 

When directed by the control tower, instruc- 
tions to execute a missod approach must Ix* 
iy>ued to the pilot of an araft on a radar 
approach. In such cases, or when the \ '^ot 
initiates a missed approach, the missed approach 
should be monitored by the radar controller and 
•advisories issued. Instructions that could be 
interpreted as a continuation of the approach 
must be avoided. 

The pilot of an .lircraft conducting a radar 
approach sliould be instructed to take over 
visually, execute the missed approach, or climb 
and maintain a specified altitude and tly a 
specified course, whenever the completion of a 
safe approach is questionable because one or 
more of the following conditions exists: 

1. S;ifety limits :ire exceeded or radical target 
deviations are observed. 

2. Position or identification of the aircraft is 
in doubt., 

3. Radar contact is lost or a malfunctioning 
radar is suspected. 

4. Field conditions or traffic preclude ap- 
proach completion.: 

If radar contact is lost during an approach and 
the aircraft has not started on final approach, 
the aircraft should be cleared to an appropriate 
navaid f an instrument approach. 

On a surveillance approach the controller 
provides navigational guidance in azimuth only. 
Tlie pilot is furnished headings to fly to aline his 
aircraft with tlie extended centeriine of the 
landing ninway. Since the radar information 
used for a surveillance approach is considerably 
less precise than that used for a precision 
approach, the accuracy of the approach will not 
be as great and higher minimums will apply. 

Guidance in elevation is not possible on a 
surveillance approach, but the pilot is given 
advance notice of where descent will begin, the 
straight-in minimum altitudc/MDA for the ap- 
proach., and instructions to begin descent when 
the aircraft reaches the descent point. Unless a 
descent restriction exists for the approach, the 
pilot is instructed to descend to minimum 
altitude/MIM at that point.: If a restriction to 
tfie descent does exist, the prescribed restriction 
must be applied and the pilot is told to maintain 
a certain altitude until he is observed to have 
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passed the altitude limitini: point, after which he 
instruetcd to descend To minimum altitude/ 
MDA. 

ir recoinmciuled altitudes on final approach 
aiv a'quested by the pilot, they should he given 
down to the last mile which is at or above the 
published minimum altitude/N!DA, The recom- 
mended altitude> arc determined locally. For 
evmiple, with a gradient of 300 feet per mile, 
add this value for each mile to the airport 
elevation and round it out to the nearest 100 
feet.: 

The minimum altitude/MDA published for 
the approach procedure is applicable in deter- 
miniiii: the point at which recommended alti- 
tudes will be discontinued. For example, if the 
publiNhed MDA is 1.290 feet at an airport with 
an elexation of 970 feci MSL. altitude informa- 
tion IS not given for the last mile because the 
recommended altitude of 1,270 feet would be 
Mow the MDA of 1.290 feet (300 plus 970 
equals 1,270), Course guidance and the distance 
from the runway or touchdown (if using the 
azimuth portion of PAR) should be furnished 
the pilot each mile while the aircraft is on final 
approach. The pilot should be informed when 
his aircraft is on course and frequently informed 
when any deviation from the desired course is 
observed. 

When IFR conditions e\ist at the airport to 
which the approach is being made, the pilot of 
the aircraft on the approach sliould be instruc- 
ted to report sighting the runway, approach/ 
runwa> liglits, or the airport as appropriate. 
Surveillance approach guidance may be discon- 
tinueil and the pilot instructed to take over 
visuaH> when requested by the pilot or when 
one of the following occurs. 

1. Duiing IFR conditions, when the pilot 
reports sighting the runway, approach/runway 
liglits, or the airport. 

2. During VFR conditions, when the aircraft 
is at the missed approach point (MAP) or I mile 
from the landing threshold, whichever is greater. 
If the approach is being conducted to no specific 
runway at a secondary airport, approach guid- 
ance may be discontinued when the aircraft is at 
the MAP, 1 mile from the airport, or at a 
pree>tablished point beyond which radar or 
communications coverage ceases to exist, which- 
ever is greater. 



Approach guidance should be discontinued 
and the pilot instructed to execute a missed 
approach, if neither the runway or runway/ 
approach lights, nor the airport has been sighted, 
when one of the following conditions exists: 

1. For an approach to a primary airport, if 
the aircraft is at the MAP or 1 mile from the 
landing threshold, whichever is greater. 

2. For an approach to a secondary airport, if 
the aircraft is at the MAP, 1 mile from the 
airport, or at a preestablished point beyond 
which radar or communications coverage ceases 
to er.ict. Hiichever is greater.: 

On a precision approach the controller pro- 
vides highly accurate navigational guidance in 
azimuth and elevation to the pilot. Pilots are 
given headings to direct them to, and keep their 
aircraft alined with, the extended centerline of 
the landing runway. The pilot must be informed 
when his aircraft is approaching the glidepath, 
normally 10 to 30 seconds before the glidepath 
is intercepted, and when to begin descent. The 
published decision height (DH) will be given if 
the pilot requests it. Glidepath and course 
guidance information is issued to keep the 
aircraft on, o* to inform the pilot of any 
deviation from, ti.e course and glidepath.. 

Trend information may be issued as required 
to indicate target position with respect to the 
a/imuth and elevation cursors and to describe 
target movement as appropriate. The trend 
information may be moclified by the terms 
RAPIDLY or SLOWLY as appropriate. The pilot 
must be informed of his aircraft*s distance from 
touchdown at least once each mile on final 
approach. The pilot must be informed when his 
aircraft reaches the published decision height, 
when it is passing over the approach lights, and 
over the landing threshold. When over the 
landing threshold the pilot should be informed 
of his position with respect to any deviation 
from the centerline. 

If the elevation portion of the PAR equip- 
ment should fail during a precision approach, 
the controller should discontinue PAR instruc- 
tions and Instruct the pilot to take over visually 
or, if unable, to execute a missed approach. If a 
surveillance approach is established for the same 
runway the pilot may be informed that he can 
be provided with such an approach.: In such 
cases, the azimuth portion of the PAR equip- 
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niciit IS used to determine the ccnterhne, which 
requires that the distance issued be from touch- 
down. The controller should insure that the 
pilot is jware of the distance information 
difference. If the elevation portion of the PAR 
equipment is inoperative before starting a preci- 
sion approach, this proceilure may be used as 
normal ASR approach procedure., 

PAR approaches may be conducted when the 
ASR portion of the equipment is unusable, 
provided that a nonradar instrument approach 
will position the aircraft over a navaid or DME 
n\ within tlie precision radar coverage, or an 
adjacent radar facility can provide a direct radar 
liamioff to the PAR final controller. 

Below Minimum Weather Conditions 

The official weather report is the naval 
weather service report and the RVR or RVV 
report as applicable. Weather minimums are 
those published for a particular approach on the 
FX)D FLIP terminal instrument approach proce- 
dures as amended by NOTAM's. When various 
minimums are published for different category 
aircraft and a doubt exists as to which is 
applicable, the higher minimum applies. 

CRITERIA FOR MULTI-PILOTED AIR- 
CRAFT. -After reported weather is below pub- 
lished landing minima for the approach to be 
conducted, an approach must not be com- 
menced in propeller driven or rotary wing 
multi-piloted aircraft unless the aircraft has the 
capability to proceed to a suitable alternate in 
the event of a missed approach. 

An approach must not be commenced in a 
multipiloted Tixed wing turbojet aircraft if the 
reported weather is below minima for the 
approach to be conducted.. Once an approach 
has been commenced, a pilot may, at his 
discretion, continue the approach to the ap- 
proved published landing minimums. 

CRITERIA FOR SINGLE-PILOTED AIR- 
CRAFT. -An instrument approach must not be 
commenced in a single-piloted aircraft if the 
reported weather is below published minima for 
the type approach being conducted. When a 
turbojet en route descent is to be executed, the 
approach is considered to commence when the 
aircTaft descends below the highest initial pene- 
tration altitude established for the high altitude 
instrument approach procedures for the destina- 
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tion airport. Once an approach has been com- 
menced, a pilot may, at his discretion, continue 
the approach to the approved published landing 
minimums. 

However, j ^solute minima for a single-piloted 
airrraft executing a precision approach are 200 
feet ceiling/heiglit above touchdown (HAT) and 
visibility one-half statute mile/2400 feet RVR or 
published minima, whichever is higher.. 

If the pilot of an arriving aircraft reports the 
weather conditions are below his landing mini- 
mums, a controller should take the following 
action: 

I.. Issue appropriate instructions to the 
aircraft to hold or proceed to another airport.. 

2. Adjust, as necessary, the position in the 
landing sequence of any other aircraft desiring 
to make approaches, and issue approach clear- 
ances accordingly. 

Approach Monitoring 

PAR equipment should be used to monitor 
approaches when the following conditions 
exists: 

I.. Whenever the reported weather is below 
basic VFR minim.ums. 

2. : When the navaid final approach course 
from the final approach fix to the runway 
coincides with the PAR final approach course. 

3. When the final approach fix is within PAR 
coverage-: 

When approaches are being monitored, pilots 
of arriving aircraft should be informed of the 
frequency on which advisgries will be trans- 
mitted if it will not be the same as the 
communications frequency used for the ap- 
proach.. 

When issuing advisories, pilots should be 
informed when their aircraft aie passing final 
approach fix.. At that point the pilot may be 
instructed to report sighting the approach lights 
or the runway. The pilot should be advised if his 
aircraft is well left or right of course; and if 
conducting a nonprecision approach, he should 
be advised when well above or below the 
glidepath. If repeated advisories are issued and 
the aircraft is still proceeding outside the pre- 
scribed safety limits, the pilot should be advised 
to proceed visually or, if unable, to climb to a 
specified altitude and/or turn to a specific 
heading. Advisories may be terminated and the 
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pilot concerned so nitV)riiicd when the pilot 
reports sighting the approach lights or the 
runway, or a point where the glidepath inter- 
cepts 200 feet elevation, whichever is nearer tiie 
landing threshold. 

Practice lastrument Approaches 

When requests tor practice instrument ap- 
proaches are received, controllers should take 
steps to determine the type of approach and 
how it will terminate, such as a touch-and-go. 
the missed approach maneuver, or a landing. 

When an aircraft on an IFR tliglit plan 
requests practice approaches, handle these oper- 
ations as a series of full IFR approaches. 
Whenever procedures rec|uire application of IFR 
separation to VFR aircraft not on an IFR fliglit 
plan, the controller is responsible for providing 
separation when he authorizes the practice 
instmment approach. 

Instruct VFR aircraft desiring to conduct 
practice instrument approaches to maintain 
VFR conditions. 

Advise aircraft conducting pn. :tice instru- 
ment approaches to contact the tower at the 
final approach fix, unless local facility directives 
or letters of agreement dictate that this be 
accomplished prior to this point, and to make 
position reports as required. 

Controllers should insure that neither VFR 
nor IFR practice instrument approaches disrupt 
the normal flow of amving or departing traffic.: 

Frequency and Beacon 
Changes During Approaches 

When military turbojet (except cargo and 
transport type) or A- 1 type aircraft will conduct 
an instrument approach wholly or in part in IFR 
weather conditions or at night, an approach 
controller should take the following action:. 

1.; .Avoid radiofrequency and radar beacon 
changes to the maximum extent that communi- 
cations capabilities and traffic conditions will 
permit. However, when changes arc required, use 
the following procedures: 

a. Instructions should be given early 
enough to allow the change before the aircraft 
reaches the approach fix or handoff point. 

b. Frequency changes must be kept to a 
minimum below 2,500 feet above the surface 

ERLC 



and sliould be avoided during the time an 
aircraft is making a turn. 

2. When the traffic volume requin^r, coordi- 
nate with the ARTCC and request that a 
frequency other than the one used by aircraft 
making approaches be used in transferring con- 
trol of aircraft to the approach control facility. 

3. A frequency common to both the GCA 
and approach control should be used for an 
approach, if practicable, to minimize frequency 
changes. 

4. Wlien GCA is not able to communicate on 
a common frequency, a change to the GCA 
frequency may be authorized. 

5. ; Wlien a nonradar approach will be made, 
the pilot of the aircraft may be instructed to 
change to the tower frequency in the following 
instances: 

a, . The reported ceiling is at or above 1,500 
feet and visibility is 5 statute miles or more. 

b. Tlie pilot reports that he is able to 
proceed by visual reference to the surface. 

6. Radar beacon changes should be avoided 
after an aircraft begins a penetration/approach.. 

7. ; In the event of a missed approach, a 
frequency or beacon change should not be 
required before ihe aircraft reaches the missed 
approach altitude, MEA, or the minimum vec- 
toring altitude.. 

Single Frequency Approaches 

Where single frequency approach (SFA) pro- 
cedures for single piloted turbojet aircraft on an 
IFR flight plan are contained in a Letter of 
Agreement, radiofrequency changes may not be 
required after the aircraft begins the penetra- 
tion/approach, or after initial contact during an 
en route descent, until a landing or low ap- 
proach has been completed, except under the 
following conditions: 

1. : During daylight hours while the aircraft is 
in VFR conditions. 

2. On pilot request.; 

3.. When the pilot cancels his IFR flight plan. 
4. In an emergency situation. 

Minimum Fuel 

If a USAF, FAA, or USN jet aircraft declares 
a statc> of MINIMUM FUEL, a controller should 
inform any facility or controller to whom 
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control jurisdiction is or will be passed of the 
minimum fuel situation. Facilities and/or con- 
trollers concerned must be alert tor any occur- 
rence which might dcla> the aircraft en route 

Use of the term MINIMUM I'UFL indicates 
recognition b\ the pilot that his fuel suppK has 
reached a state juch that, upon reaching destina- 
tion, he cannot accept any undue delay. This is 
not an emergency situation but merely an 
advisory that indicates an emergency situation is 
possible should any undue delay occui*. 



If at any time the remaining usable fuel 
supply suggests the need for traffic priority to 
insure a safe landing, the pilot should declare an 
emergency and report fuel remaining in minutes. 

Both minimum fuel advisories and emergency 
fuel state must be reported each time control is 
transferred to a new controller. 

As with any emergency *?ituation, common 
•sense and good judgment will determine the 
extent of special handling to be given. 
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CHAPTER 6 

EMERGENCY PROCEDURES 



Hinergciay procedures cannot always be pre- 
scribed for every situation which might be 
considered an emergency hecau*c of the infinite 
variety of possible situations. As a rule of 
thumb, an emergency includes any situation 
which places an aircraft in danger, uncertainty, 
alert, lost or distress. When it is believed that an 
emergency exists or is imminent, an air traffic 
controller must select and pursue a course of 
action which appears to be most appropriate 
under the existing circumstances The decision 
as to what type of assistance is needed is based 
on requests and information received from the 
pilot, because he is authorized by FAR 91 to 
determine his course of action. 



EMERGENCY ASSISTANCE 

Maximum assistance must be provided aircraft 
in distress. This includes services of available 
radar facilities, military, FAA, and FCC DF 
facilities, and emergency services that may be 
available at or from these facilities. 

If a controller is communicating with an 
aircraft in distress, he is the one who should 
handle the emergency and coordinate and direct 
the activities of assisting facilities. This responsi- 
bility should be transferred to another controller 
or facility only when it is determined that better 
handling of the emergency will result. 

Information received about aircraft in distress 
should be forwarded in detail to the center in 
whose area the emergency exists, even VFR 
traffic; Logically this would mean en route 
traffic, not local traffic around your station.. 
You may have to coordinate the efforts to assist 
any aircraft believed in distress either between 
facilities or between the aircraft and a facility. 

Should your facility receive a request for 
information concerning an ALNOT from the 
tie-in FSS, a thorougli search of the records is 



necessary to determine whether tiie aircraft has 
contacted or landed at your facility. No one can 
say which little piece of information may be the 
missing link or a key to the location of a 
downed aircraft. 

A course of action determined appropriate for 
an emergency situation must be implemented as 
soon as enough information has been obtained 
to act upon. What is considered a minimum 
amount of information will naturally vary ac- 
cording to the situation; however, the following 
may be considered as a minimum for an in-fliglit 
emergency: 

1.. Aircraft identification and type. 

2, Weather, as reported by the pilot, 

3, Nature of emergency. 

4, Aircraft altitude/FL. 

5, : Pilot's desires. 

6, Fuel remaining, in terms of time. 

After initiating emergency assistance proce- 
dure, and if the nature of the situation allows, 
the following information is desirable and may 
be obtained from the pilot as necessary and as 
time permits:. 

1.. Pilot capabiHty for IFR night, 

2,. Time and place of last known position. 

3.. Heading since last known position.: 

4. Airspeed. 

5. Point of departure and destination, 
6.i Navaid equipment capability. 

7. : Navaid signals being received, 

8. Visible lanumarks. 

9. Aircraft color. 

10. Number of people on board, 
1 1. Hmergency equipment on board. 
When providing emergency assistance, it may 
be best to keep the aircraft on the initial 
contact frequency. Even tliough 121,5 and 
243.0 MHz are available as emergency frequen- 
cies, their use is not mandatory. A frequenc7 
change for an aircraft in distress should be made 
only if there is a valid reason. 
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Aircraft oritMitation ks oI primary importance 
to the pilot ot* an aircraft that is lost or 
uncertain of his position. The initial phase of 
assistance to pilots in such situations will prob- 
ably be some metliod of locating the aircraft 
suoh us radar, radar beacon, DF. navaids, land- 
marks, or sigiiting by other aircraft. 

When considered necessary, and provided that 
the weather permits, a controller could recom- 
mend that the pilot maintain or increase altitude 
to improve communications, radar, or DF recep- 
tion . 



OVERDUE AIRCRAFT 

An IFR aircraft is considered overdue when 
neither communications nor radar contact can 
be established with it and 30 minutes have 
passed after its ETA over a specified reporting 
point or clearance limit. 

An aircraft on a combination VFR/IFR or air 
filed IFR flight plan is considered overdue when 
30 minutes have passed since the pilot re- 
quested IFR clearance and neither communica- 
tions nor radar contact can be established with 
it. 

A VFR aircraft is considered overdue when 
communications cannot be established and it 
fails to arrive 30 minutes (15 minutes for jets) 
after its ETA. For SAR purposes, these aircraft 
are treated the same as IFR aircraft. 



EMERGENCY SITUATIONS 

An emergency situation may be considered to 
exist, and the center should be notified immed- 
iately, when any of the following conditions 
exist: 

1, An emergency is declared by either the 
pilot, facility personnel, or officials responsible 
for the operation of the aircraft. 

2. Reports indicate that an aircraft has made 
a forced landing, is about to do so, or its 
operating efficiency is impaired to the extent 
that a forced landing will be necessary. 

3.. Reports indicate that the crew has aban- 
doned or ditched the aircraft or is about to do 
so. 



4. An emergency radar beacon (SIF) response 
is received on radar. 

.5. Intercept or escort aircraft services are 
required. 

6.. The need for ground rescue appears likely. 
7. A left or right turn triangular pattern is 
observed on radar. 



INFORMATION FORWARDED TO ARTCC 

When an aircraft is considered to be overdue 
or in on emergency status, ARTCC must be 
alerted and forwarded the following informa- 
tion, as available:; 

1.. Flight plan including the color of the 
aircraft if known. 

2. Time of last transmission received, by 
whom, and the frequency used. 

3. Last position report and how it was 
determined. 

4. Action taken by the reporting facility 
and the proposed action. 

5.. Number of persons on board. 

6. Fuel status. 

7. Facility working the aircraft and the 
frequency being used. 

8.. Last known position, estimated present 
position, and maximum range of flight of the 
aircraft based on the remaining fuel on board 
and the airspeed.: 

9.. Position of other aircraft near the distress 
aircraft's route of flight when requested.; 

10. Other information the controller deems 
pertinent. 



Position Plots 

The facility working the distress aircraft 
should plot the fliglit path of the aircraft on a 
chart, including position reports, predicted posi- 
tions, possible range of flight, and any other 
pertinent information. The assistance of other 
aircraft known to be operating near the distress 
aircraft may be solicited. This information 
should also be forwarded to ARTCC. 
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RADIO COM.MIINIC V HONS FAILURE 

C\)mmiiiiications I'uilure action should be con- 
sidorcil tor both jii aircralt aiul a facihty hi case 
of the latter, most Navy lacilities have backup or 
emergency radio equipment plus standby or 
au\inar>' power supplies. This system does not 
eliminate the possibility of a facility com- 
munications failure but reduces it to improba- 
ble. However each facility should develop an 
internal plan to follow in the event part or parts 
of the bacKup system do not function as 
designed. Tlie AC'l or Cliief may be involved in 
the planning or actual construction of a plan of 
action to reestablish communications with air- 
craft under control of a facility if such an 
emergency shouKl arise. 

Aircraft communications failures with mod- 
ern, reliable equipment are uncommon, but 
since it is a possibility, advanced planning and 
training is necessary to effectively handle such a 
situation should it arise. When an aircraft experi- 
ences two-way communications failure.^ air traf- 
fic control is based on anticipated pilot actions. 
Pilot procedures and recommended practices are 
set forth in FAR's, the Airman's Information 
Manual, and pertinent military' instructions. For 
information, FAR ^1.127, ''IFR Operations; 
Two-way Conmiunications Failure" is quoted as 
follows., 

1. : Unless otherwise authorized 1>y ATC, each 
pilot who has twoway radio communications 
failure when operating under IFR shall comply 
with the rules of FAR 9 1 . 1 27. 

2. VFR conditions. If the failure occurs in 
VFR conditions, or if VFR conditions are 
encountered after the failure, each pilot shall 
continue the flight under VFR and land as soon 
as practicable.. 

3. IFR conditions. If the failure occurs in 
IFR conditions, or if the provisions of the 
preceding paragraph cannot be complied with, 
each pilot shall'continue the fliglit according to 
the following: 

a.. Routt. 

(1) By the route assigned in the last 
ATC clearance received; 

(2) If being radar vectored, by the direct 
route from the point of radio failure to the fix, 
route, or airway specified in the vector clear- 
ance; 



(3) In the absence of an assigned route, 
by the route that ATC has advised may be 
expected in a further clearance; or 

(4) In the absence of an assigned route 
or a route that ATC has advised may be 
expected in a further clearance, by the route 
filed in the flight plan. 

b. Altitude, At the higliest of the following 
altitudes or flight levels: 

(1) The altitude or flight level assigned 
in the last ATC clearance received; 

(2) The minimum altitude (converted to 
minimum flight level if appropriate) for IFR 
operations; or 

(3) The altitude or flight level ATC has 
advised may be expected in a further clearance. 

C: Leave holding fix. If holding instruc- 
tions have been received, leave the holding fix at 
the expect-further-clearance time received, or, if 
an cxpcctcd-approach-clearance time has been 
received, leave the holding fix in order to arrive 
over the fix from which the approach begins as 
close as possible to the expected approach 
clearance time.. 

d. Descent. Begin descent from the en 
route altitude or fliglit level upon reaching the 
fix from which the approach begins, but not 
before 

(1) The expect-approach-elearance time 
(if received); or 

( 2 ) If no expect-approach-clearance 
time has been received, the estimated time of 
arrival, shown on the flight plan, as amended 
wiUi ATC. 



CONTROL ACTION 

Although SAR is not limited to aircraft 
incidents the restrictive nature of this training 
manual limits this discussion to subject matter 
concerning air traffic control. AC's by virtue of 
their job of keeping track of each aircraft 
operation may be the first to suspect an emer- 
gency situation.. In nearly every instance, a 
timely alert to the appropriate SAR facility or 
organization is an essential contribution to a 
successful mission. 

Each ship or station has its own crash and 
rescue bill which the ACl or Chief may be 
involved in drafting, updating, or revising. This 
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bill is a collection from various publications of 
the necessar\ information and action required 
locally This bill is included as part of the local 
.Vir Operations Manual and is iheeuulehne to be 
followed bv AC\ in the command during an 
actual incident on i^r near the station and in 
training junior or n^nv personnel. 

Elmlit Service Station^ serve as the central 
points for collecting and disseminating informa- 
tion on overdue or missini: aircraft which are not 
on an ll'R tliiiht pKin. 

Centers serve as the central points for collect- 
ing information, for coordinating with SAR, and 
for coiuluctinii a communications search by 
distributing any necessary ALNOTs concerning: 

I Overdue or missing H'R aircraft. 

2. ll'R aircraft in an emergency situation 
occurring in their respcttive areas. 

3. 0\erdue or missuiii aircraft which have 
lx*en authorized to operate in accordance with 
special \'l' R 

4. Aircraft on a combination VFR/IF'Roran 
air-filed IJ-R llight plan and .^0 minutes have 
passed since the pilot retpiested IFR clearance 
and neither communications nor radar contact 
can be established with it. 

f'or more information on action taken by the 
appropriate facihtv for overdue or missing air- 
craft, refer to \C & 2. MAVTRA 10367-h. 
chapter 4. 

Traffic Restrictions 

Unless radar separation is used.^ when an IFR 
aircraft is unreported, the facihtv responsible 
must restrict or suspend other ll'R traffic for 30 
minutes after whichever of the following times is 
applicable. 

1. The time at which approach clearance was 
delivered Id the pilot 

2. The expected approach clearance time 
delivered to the pilot 

1 he arrival time over the navaid serving the 
destination aiq'^ort. 

4. The current estimate either the control 
facility's or the pilot's, whichever is later, at: 

( 1 ) The appropriate en route navaid(s) or 
fix(os). and 

(2) The navaid serving the destination air- 
port. 



Lighting Requirements 

The runway lights, approach lights, and all 
other required airport lighting systcrriS must be 
operated for at least 30 minutes before the FTA 
of the unreported aircraft until tht aircraft has 
been located or until 30 minutes after its fuel 
supply is estimated to be exhausted. 

Trafric Resumption 

After the 30 minute traffic suspension period 
has expired, normal air traffic control may be 
resumed if the operators or pilots of other 
aircraft concerned agree.. 

Communications Failure 

The following action, as appropriate, may be 
taken if two-way radio communications is lost 
with an aircraft' 

I.. Broadcast clearances through any available 
means of communications including the voice 
feature of navaids. 

2. Attempt to reestablish communication by 
requesting the pilot of the aircraft to use his 
transponder or make turns to acknowledge 
clearances and answer cjucstions. Consider the 
following possibilities using the transponder:; 

a. Request the pilot to reply Mode A/3 
IDENT. 

b. Request the pilot to reply on code 7600 
or if already on code 7600 the appropriate 
stratum code. 

c. Request the pilot change to STANDBY 
for a sufficient length of time for the controller 
to be sure that the lack of target is the result of 
the requested action, 

3. : Broadcast a clearance for ilie aircraft to 
[)roceed to its filed alternate airport at the MEA, 
if the aircraft operator concurs. 

VFR AIRCRAFT IN 
WEATHER DIFFICULTY 

If the pilot of a VFR aircraft should request 
assistance when he is about to encounter IFR 
weather conditions, he should be instructed to 
contact the appropriate facility responsible for 
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the area concerned. It your facility h not the 
control facility and the pilot advises he is unable 
to contact the control facility . you may be 
aniuired to relay information and clearances 
necessary to assist the VFR aircraft. 

At radar facilities, if VFR traffic rei|uests 
radar assistance when encountering or about to 
encounter IFR weather conditions, the control- 
ler should tlrst determine if the pilot is capable 
and qualified for IFR fliglit. If the pilot is 
qualified for IFR. he sliould be requested to file 
an IFR flight plan after wliich a clearance may 
be issued after coordination with the necessary 
facility. If it is determined that the pilot is not 
qualified or capable of IFR flight, then the 
following actions as appropriate should be 
taken: 

1. Inform the pilot of airports where VFR 
conditions are reported, provide other available 
pertinent weather information, and determine if 
the pilot will elect to conduct VFR Hight to 
such an airport., 

2. If the pilot does not elect to proceed to an 
airport as described in the preceding paragraph, 
radar assistance should be provided if the pilot 
declares an emergency or if the controller can 
determine the exact nature of the radar service 
the pilot desircs. 

3. If the aircraft has already encountered IFR 
conditions, the pilot should be informed of the 
minimum safe altitude.: If the aircraft is below 
the minimum safe altitude and sufficiently 
accurate position information has been received 
or radar identification is established, a heading 
may be furnished on which to climb to reach 
minimum safe altitude. 



Assistance Techniques 

When providing radar assistance to a pilot not 
qualified to operate in IFR conditions, the 
following techniques should be used to the 
extent possible:, 

1. Avoid radio frequency changes except 
when necessary to provide a clear communica- 
tions channel. 

2. Turns should be made when the aircraft is 
in VFR conditions so it will be in a position to 
fly a straight course when in IFR conditions. 



3. The pilot should be instructed to lower the 
landing gear and slow the aircraft to approach 
speed while in VFR conditions. 

4. : Requiring a climb or descent while in a 
turn and in IFR conditions should be avoided. 

5. Abrupt maneuvers should be avoided. 

6. Vector such aircraft to VFR weather 
conditions if possible.: 



LOCATOR BEACON SIGNALS 

Some aircraft and/or occupants carry locator 
beacons of various types which are independ- 
ently powered devices emitting a distinctive tone 
for homing purposes on 121.5 and/or 243.0 
MHz. Several types of signals are produced by 
these beacons such as a beep beep, or a warbling 
or steady tone. The latest Navy equipment 
provides for two-way radio communication. 
Since the emergency signal from a locator 
beacon may only be heard for a short period of 
time, quick action is essential. 

When a locator beacon signal is heard or 
reported the following steps arc recommended:; 

1. Attempt to obtain a bearing on the signal. 

2. Notify the DF net control. 

3. Forward bearings and any other pertinent 
information to the DF net control. 

DIRECTION FINDER SERVICE 

Providing pr.Ktice DF steers or approaches to 
aircTaft that arc operating normally and in 
accordance with VFR might be considered a 
relatively simple matter. The only real action 
required is to provide the necessary headings for 
the pilot to comply with to accomplish the 
desired operation. On the other hand, an emer- 
gency situation or IFR operation can complicate 
the procedure somewhat requiring the controller 
to provide information to insure proper terrain 
clearance, proper position relative to controlled 
airspace, and possibly a complete instrument 
approach plus coordination with other facilities 
and separation from other traffic. 

To assist controller, certain guidelines may 
be established to identify the steps necessary 
when providing DF service to an aircraft in 
emergency as follows:. 
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1. It should be determined if the aircraft 
concerned is on a flight plan, whether it is in 
VFR or IFR weather conditions, the amount of 
fuel remain ing» its altitude/FU and heading. 

2. If it is determined that the aircraft is not 
on an IFR flight plan and is in VFR weather 
conditions, the pilot should be advised to remain 
in VFR conditions. 

3. If it is determined that the aircraft is 
operating in IFR weather conditions, the pilot 
should be informed of the minimum safe alti- 
tude and the controller must coordinate with 
the appropriate control facility for the purpose 
of separation from other IFR traffic and flij^t 
progress information if the aircraft in distress is 
operating in accordance with an IFR clearance. 

4. The DF net control should be alerted if 
the pilot declares an emergency or is lost, even 
though the aircraft may be radar identified 
(unless the aircraft is sighted visually). This will 
provide for capability of cross checks and 
continued assistance under almost any condi- 
tions such as radar failure or loss of radar target 
due to altitude, etc. 

Generally speaking, a DF net's area of cover- 
age would be an ARTCC's area of responsibility 
(flight advisory area) with the ARTCC as net 
control. However, the ARTCC may designate 
any DF station as DF net control and if a 
center's area includes two DF nets, a control 
station for each would be designated.: When 
alerted by a station of an emergency >^*ich may 
require DF assistance, the center or net control, 
as appropriate, can further alert those DF 
stations within the network which may be 
required to assist. The DF station having pri- 
mary responsibility for radio communications 
with the distress aircraft would be considered 
the primary station and all other DF stations on 
the net remain silent on the frequency in use. 
Whenever possible, radar identification of the 
distressed aircraft should be accomplished. All 
courses received from the DF stations are 
plotted on a plotting board to establish a fix. A 
minimum of two DF courses are required to 
form or establish a fix. However, one station can 
determine a no-wind position of the aircraft by 
the time or distance method of determining 
position in relation to a DF station expressed in 
terms of miles or minutes from the station. For 
more detailed information on operation and 



procedure for direction finding, refer to NAV- 
TRA 10367.E, AC 3 & 2, chapter 5. 

Under emergency conditions where a standard 
instrument approach cannot be executed, an 
instrument approach based on DF guidance may 
be provided. DF approaches are established at 
some facilities for this purpose in the sanw 
manner as TACAN and radar approaches. These 
procedures are described in the TERP's hand- 
book. Generally a teardrop type approach is 
used for low altitude operations and a triangle 
type approach for high altitude operations. Both 
types consist of an outbound leg, tum(s), and an 
inbound leg with an angular difference of 45^ 
from the reciprocal of the outbound course. The 
triangle type procedure includes a base leg 
before turn to final. Both lost communications 
procedure and missed approach procedure in- 
structions must be issued to the pilot of an 
aircraft being provided a DF approach. Gen- 
erally, the approach criteria for DF approaches 
is the same as that for ADF approach proce- 
dures. The minimums established must provide 
obstruction clearance in the final approach area 
and the circling approach area per category of 
aircraft. Since DF navigation is based on com- 
munications, MAXIMUM intenrals between con- 
tacts for a published DF approach have been 
specified, as follows: while the aircraft is en 
route to the station prior to initial approach, 60 
seconds; from initial approach fix to within an 
estimated 30 seconds from final station passage 
or missed approach point, IS seconds; when 30 
seconds cr less from final station passage or 
missed approach point, S seconds. 



EMERGENCY AIRPORT 
RECOMMENDATION 

A controller handling an aircraft in distress 
may decide to recommend an emergency airport 
to the pilot. Such a decision may be reached 
after several essential conditions are considered, 
as follows; remaining fuel in relation to the 
distance to the recommended airport; the 
existing weather conditions, both en route and 
at the recommended airport; airport condition, 
such as runway length and weight capacity; 
navaid status; type of aircraft and pilot 
qualifications versus actual operation necessary 
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to get to and land at the recommended airport; 
and radar vectoring, DF guidance, or homing 
capability to the emergency airport recommended. 

When such a recommendation is maae and 
accepted by the pilot of the distressed aircraft, 
ever>' conceivable means of guidance to the 
emergency airport must be considered and used 
if necessary, including radar. DF, following 
another aircraft, pilotage by landmarks, or com- 
pass heading. 

SEARCH AND RESCUE 

Search and Rescue (SAR) is defined as the 
employment of available personnel and facilities 
in nrndc.itg aid to persons and property in 
distress. The development of the SAR concept 
as a planned undertaking is of fairly recent 
origin, although the recognition of the moral 
obligation to assist persons in distress dates back 
to ancient times. Tlie rescue of mihtary person- 
nel is an integral and important part of military 
operations. The armed forces have tiaditionally 
accepted, to the extent practicable, a moral or 
humanitarian obligation to aid nonmilitary per- 
sons and property in distress. This has been 
further implemented by the National SAR Plan 
as outlined in the National Search and Rescue 
Manual. (NWP37-A). 

The National SAR Plan assigns search and 
rescue as follows: 

1. To the mihtary agencies-Conducting 
physical search and rescue operations. 

2. To the FAA- 

a. Providing emergency service to aircraft 
in distress. 

b. Assuring that SAR procedures will be 
initiated if an aircraft becomes overdue or 
unreported.: This is accomplished through the 
ATC system for IFR aircraft and the VFR flight 
plan service provided by Flight Service Stations 
for VFR aircraft. 

c. Attempting to locate overdue or unre- 
ported ;iircraft by INREQ and ALNOT com- 
munications search. 

d. Cooperating in the physical search by 
making all possible facilities available for use of 
the searching agencies. 

Under the National Search and Rescue Plan 
the facilities of all these agencies, as well as 
those of the Navy, are integrated into a single 



SAR network to provide maximum efficiency 
and economy m the prosecution of any SAR 
mission. The U.S. Coast Guard is responsible for 
coordination of search and rescue for the Mari- 
time Region, and the U.S. Air Force is responsi- 
ble for coordination of search and rescue for the 
Inland Region. In order to carry out this 
responsibility, the Air Force and Coast Guard 
have established Rescue Coordination Centers to 
direct search and rescue activities within their 
regions. This service is available to all persons 
and property in distress, both civilian and 
military. Normally, for aircTaft incidents, in- 
formation will be passed to the Rescue Coordi- 
nation Centers through the appropriate Air 
Route Traffic Control Center. 



DEVELOPMENT OF SAR 

The rescue of personnel in distress has be- 
come an integral and important part of naval 
operations. The primar>' objective of SAR is to 
save the lives of personnel in distress. It applies 
principally, but is not restricted to. the rescue of 
personnel of the Armed Forces of the United 
States and its allies. Successful SAK operations 
not only have a beneficial effect on the morale 
of fighting forces when a hfe is saved, but also 
aid in preserving the stifength of the Armed 
Forces by retrieving its highly trained personnel. 

The present-day concept of SAR is an out- 
growth of the Air Sea Rescue Plan inaugurated 
by the U.S. Coast Guard in 1939. The plan 
became subject to expansion and additional 
development as a result of the U.S. Navy's role 
in World War II. The Navy, then engaged in 
operations extending over vast areas of the 
earth's water surface, found it necessary to 
develop standardized procedures for the search 
and rescue of its own downed air personnel and 
survivors of ships damaged or sunk by enemy 
action. 

To accomphsh the SAR mission, suitable 
surface ships and aircraft were periodically 
placed under the tactical command of a rescue 
task group commander in the area of operations. 
Subrparines were also detailed to these missions 
as requested by the tactical c(.mmander. As the 
war pwgressed and the magnitude of naval 
operations increased, these SAR missions as- 
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sinned greater iinportJHLe. It becanic apparent 
that the employment of specialK trained ami 
equipped units speciriailK assiiined to SAR 
duties could relieve other units of ihese opera- 
tions which interfered with their primary mis- 
sions llns procedure, vvhen instituted, resulted 
in greater etTectiveness on the part of' all units in 
the performance of their respective duties. 

Wlien reports of survivors' experiences were 
studied, it also became apparent that additional 
survival equipment was needed, particularly 
equipment which permittc ' survivors themselves 
to assist the searchers.. As a result, such items as 
the self-inflating liferaft, the emergency signal 
imrror, emergency radio transmitters, and vari- 
ous pyrotec!mic distress signals were developed. 



INTERAGENCY COORDINATION 

In time of peace, it is incumbent upon the 
U.S. Navy to take full advantage of the SAR 
techniques developed and facilities operated by 
the U.S. Coast Guard., Tlie reason for this is that 
the U.S. Coast (niard is charged with the 
development, establishment, maintenance, and 
operation of aids to maritime navigation and 
rescue facilities which promote safety on and 
over the liigli seas, and waters subject to the 
jurisdiction of the United States. The Coast 
Guard, under its responsibilities, may render aid 
to persons and protect and s;ive property at any 
time at any place where its facilities and 
personnel are available. 

As a result, operational commands of the U. 
S. Navy may delegate to the Coast Guard such 
SAR functions as duties of the SAR Commander 
and other functions that may be jointly agreed 
upon by the respective commands. However, 
before these functions are given to the Coast 
Guard, full consideration must be given to the 
adequacy of Coast Guard facilities and other 
responsibilities imposed upon that service by 
laws. In addition to using Coast Guard SAR 
facilities, naval commands cooperate fully, when 
requested, in assisting the Coast Guard in the 
execution of its functions. Navy commands also 
keep Coast Guard commands in the area of their 
operations informed in detail on their SAR 
requirements and provide logistic assistance as 
requested by Coast Guard SAR operations.. The 



extent of this assisiance is governed by existing 
instructions and the availability of facilities and 
equipment. 

In wartime, the Coast Guard operates as a 
specialized service within the naval establish- 
ment, and its responsibilities for SAR are subject 
to orders of the Secretary of the Navy. 

The Aerospace Rescue and Recover)' Service, 
as Hxecutive Agent for the Air Force, exercises 
the SAR coordination function within the In- 
land Region, 

This rescue service has the responsibility for 
integrating existing agencies possessing a SAR 
capability and their facilities, in accordance with 
existing agreements, into a basic cooperative 
network for rendering assistance to military and 
nonmilitary persons and property in distress. 

The Army maintains a SAR japability during 
the conduct of land operations for its forces, 
SAR facilities are primarily provided by aviation 
units based at Army installations. 

Because the Amiy maintains no organiza- 
tional a'scue units. Army SAR facilities for 
operational use under the National SAR Plan are 
made available as required on a noninterference 
basis with the primary Army mission.: 

Army helicopters and light aircraft have an 
effective capability for assistance to SAR opera- 
tions. 

The Federal Aviation Administration (FAA) 
of the Federal Government has broad statutory 
responsibility in the field of air safety. In 
addition, the FAA has air traffic control and 
communications facilities available for SAR pur- 
poses, AC 3 & 2, NAVTRA 10367-E, chapter 4, 
outlines facilities and procedures used by FAA 
in connection with SAR. Other federal agencies, 
such as the Federal Communications Commis- 
sion (FCC), cooperate in SAR operations. 



COMMAND AND ORGANIZATION 

COMMAND PROVIDKS THE AUTHORITY 
for the control of forces and facilities attached 
to SAR. while ORGANIZATION PROVIDES 
THE MEANS-the personnel, techniques, and 
procedures necessary to carry out the mission., 
Command authority for a designated area or 
region is usually vested in one person, the SAR 
Coordinator. It is his responsibility to provide 
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the DFiTuiii/jtioii jiul insure that it tunutiuns 
ert'icicntlv. This is achieved throuiih the tbrina- 
tioii ot* the Rescue Cixmhiuition ( enter iRCC) 
.iiul the trainms: of assiuned per.sonnei in all 
operational aspects o\' SAR. 

Authority and Re^iponsibility 
of the SAR Coordinator 

Responsibility for SAR is divided into several 
clasMtlcations, each containing; certain definite 
assii!nments for SAR. Thus, conunands to whom 
the pnmarv responsibility has been assigned 
have iireater duties to perform than do com- 
mands which have Ixvn assigned secondary- 
support or inf<^rmational responsibility.: In spite 
of tlie division of SAR responsibility among 
commands, all hands possess a basic a*sponsi- 
bihtv to take part in SAR operations, at any 
time, with or without prior direction. 

.\ny commander responsible for SAR may 
designate a SAR ( wrdmator for his area of 
responsibility.: hi making that designation the 
command should be guided by the availability of 
facilities, the nature of SAR operations normal 
to the area o^ sphere of action, and any special 
qualifications of the officers under considera- 
tion. 

The person directing a specific SAR mission is 
known as the SAR Mission Coordinator.: 

In general, the duties of the SAR Coordi- 
nator involve establishing operationally efficient 
RCC's, staffed with competently trained men 
and actively linked ^ith other centers in neigli- 
boring areas or services, lie must be prepared to 
provide all-out assistance in SAR missions, to 
assume tactical responsibility, to control surface 
and air unity in any SAR operation under his 
direction, and to direct or coordinate rescue 
operations. 

Tlie SAR Coordinator has c)perational control 
of all primary facilities assigned to him for SAR 
purposes.. Submarines, whether primary or sec- 
ondary SAR facilities, remain under the opera- 
tional control of submarine force commanders, 
(ommamls exercising operational controK or 
higher authority, may assign secondary facilities 
to the SAR Coordinator for operational control 
for a specific incident.. He coordinates the 
activity of all units participating in SAR inci- 
dents within the area of ^lis responsibility, 
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effecting coordination of all other units with 
those under his operational control. Coordi- 
nation is to be exercised th rousili the normal 
chain of command. Rescue commanders of 
forces atloat coordinate SAR activities inciden- 
tal to the operation of these forces, regardless of 
the area of operation, unless other plans are 
mutually agreed upon by the commander of the 
forces afioat and the coinnuind with primary 
SAR responsibility in the area of operations. 

At times it may be necessary for the SAR 
Mission Coordinator to designate an on-scene 
commander. An on-scene commander controls 
SAR operations at the scene of a distress 
incident when control of the mission cannot be 
exercised effectiveb* by the SAR Mission Coor- 
dinator.: This loss of effective control may be 
due to the distance between the Rescue Coordi- 
nation Center <RCC) and the scene of the 
incident, or due to communications ditficultics. 
The commander of the first unit at the scene to 
be in communication with the craft in distress, 
with other SAR forces, or with the RCC, 
assumes on-scene command until an on-scene 
commander has been designated by the ap- 
propriate SAR Mission Coordinator. 

To provide continuity of command, any 
officer who is senior to the on-scene commander 
and who arrives subsequently is not to take over 
command of operations unless ordered to do so 
by the SAR Mission Coordinator, or unless the 
senior officer present decides that a change of 
command is essential, and so informs the SAR 
Mission C oordinator. 

If the on-scene commander is airborne, he 
retains control of the mission until relieved, 
either by the Mission Coordinator or by mutual 
agreement with an adequately equipped surface 
craft. The SAR Mission Coordinator must be 
informed accordingly.: 

F'ormal designation of an on-scene com- 
mander or any change in that designation is 
promulgated by the SAR Mission Coordinator to 
all concerned. 

Rescue Coordination Center (RCC) 

The RCC is the heart of SAR operations. It is 
the place from which SAR operations are 
controlled and where reports of operations are 
received and evaluated.: The primary aim of all 
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ctt'orts in the RC'C is ti) cv>!kIiuIc all rescue 
missions siiccessfiillv and promptly. ! ho RC C \ 
are established by the S\R C oordmator 

RCC's may be based ashore or afloat. Where 
practicable, they should be located in or near an 
operation or intorniation center The RC'C afloat 
is normally located in Air Operations. Ashore, it 
may he located in or adjacent to a command or 
information post. \Miere\er it is located, the 
RCC should have ready access to a control 
room, surface and air plots, communications 
facilities, navigational aids, direction-findm*: ta- 
cilities, and meteoroloi:ical services. 

It is the responsibility of the RCT to pertorm 
the follovvmi: 

1 . Receive and evaluate all reports of distress. 

2. Direct or cot)rdinate the search for and 
rescue of survivors, keepinu all interested com- 
mands and operatinu ligencies (includinii the 
survivor's parent ship or base) fully informed, as 
appropriate. 

A: Plot positions of all distress incidents and 
the tracks of all assistiniz aircraft. 

4. Keep informed of weather, sea conditions, 
and other factors affect nig rescue. 

5.. Undertake arranuements necessary for the 
return of rescued personnel lo their ship or base. 

Maintain a status board showinu all pri- 
mary rescue facilities.. 

7., Maintain information on secondary facili- 
ties available. 

8. Guard assiuned radio communications cir- 
cuits. 

An RCC is a primary SAR facility suitably 
staffed by supervisory personnel and equipped 
for coordinatini! and controllmi: SAR opera- 
tions. RCC's va»7 witi; the physical location and 
the regional level on 'vhich they ;ire operated, 
but all should have the common element of 
centralized comnumication and coordination. 
RC'Cs should be siaffed with RCC controllers 
capable of acting as SAR Mission Coordinators. 

SAR facilities available to RCC\ are classified 
as primary and secondary, 

PRIMARY facilities may include the follow- 
ing, 

I, Specially equipped air and surface craft 
maintained in constant readiness for full-time 
SAR duties. 

2.. Other craft, including submarines, specifi- 
cally iussigned to SAR. 
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3 (irouiid units specially eipiipped and niaiiv 
tained m constant readiness. 

4. Meteorological forecasting and advisory 
services. 

SI C^ONDAKY facilities may include ihe fol- 
lowing: 

1. Local military land-based aircraft and sur- 
face craft. 

2. Other aircraft suitable for SAR missions. 

3. Any military facility. 

4. Merchant ships, private vessels, and civilian 
aircraft. 

5. Other means available to local authorities. 
Full information concerning any signitlcant 

change in the status or location of primary 
facilities established for and used by SAR 
agencies should be given widest possible dissemi- 
nation by the SAR Coordinator, the SAR 
Mission Coordinator, or the agency concerned. 



AUTOMATED MERCHANT 
VESSEL REPORT SYSTEM 

Tlic Automated Merchant Vessel Report 
System (AMVER) is an international maritime 
mutual assistance program. It provides impor- 
tant aid to the development and coordination of 
search and rescue efforts in the off-shore ocean 
areas of the world during marine and aviation 
emergencies. Merchant ships of all nations are 
encouraged to voluntarily send sailing and posi- 
tion rcports during offshore passages to the 
AMVER Center in New York through cooperat- 
ing radio stations made available by pirticipatmg 
countries.. Information from these and meteor- 
ological reports is entered into tlu AMVER 
electronic cfimputer which generates and main- 
tains dead reckoning positions for the participat- 
ing ships. Characteristics of ships which arc 
valuable for determining search and rescue capa- 
bility are also stored in the computer. Informa- 
tion concerning predicted locations and charac- 
teristics of ships plotted near the scene of an 
actual or potential emergency is made available 
to rceogni/ed SAR agencies of any nation or 
person in actual or potential ilistrcss for use 
during an emergency. Predicted positions and 
identification of ships are disclosed only for 
reasons lelated to maritime safely. 
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Surface Pictures 

The IxiMc son'ice provKled hy the AMVhR 
Center for use Junnti emor^rencies is the Surtjcc 
Picture (SURPIO. A SURPIC is a list of ships 
with SAR eharacleristics preJicteJ by the com- 
puter to be within a specit'iCM iieoiiraphical 
region at a specific J time, present or future. 
SURPIC\ are useful to aircraft commaiulers 
during an alert or emergency situation by 
assisting in making contingenc> plans in case the 
situation should deteriorate rapidly into a dis- 
tress and a ditching become imminent. 

Network of Precautionary Trackline 
SURPIC s in the Pacific Region 

Because of the special nature of the long 
overwater flights m the P.'cific and Indian 
Oceans and the associated lack or remoteness of 
regular SAR facilities, special services have been 
provided to aviation for many years by several 
countries. Positions of ships participating in 
weather reporting schemes were used to predict 
future locations and this infonnation was pro- 
vided to flight briefing officers by the cognizant 
civil aviation authority. In the United States 
Pacific Maritime region this service was called 
SAR Plan ALFA. The AMVER system has 
replaced Plan ALFA and has begun providing 
additional precautionary trackline SURPlC's to 
rescue centers and international flight service 
stations throughout the north and south central 
Pacific for major international fliglit routes.. 
Additional routes will be added as the AMVER 
plot IS developed in the more remote areas. 

The precautionary trackline SURPIC's are 
predicted for a future mean time and distributed 



to briefing points by governmental communica- 
tions networks. Copies of the SURPIC's are 
normally made available by the briiMuig station 
for inclusion in the preflight bnefing kit. The 
aircraft commander can casih calculate the 
approximate position of ships of interest for the 
time estimated abeam and place the information 
on the navigation chart.. 



COMPUTERIZED SAR 
SEARCH PLANNING 

Another valuable aid available to SAR coordi- 
nators IS the Fleet Numerical Weather Central 
(FLENUMWEACEN) located at Monterey. Cali- 
fornia and under the jurisdiction of the Naval 
Weather Service Command. 

This facility utilizes a computer program 
which solves the search planning problem for 
open ocean situations, and provides a computer 
generated output consisting of a datum position, 
probable error of position and search radius for 
both simple an. ' complex problems. 

The solution generated by the computer is 
based upon certain data which is fed into the 
computer, some of which must be supplied by 
the SAR coordinator. The remaining data is 
supplied by the Naval Weather Service, such as 
sea current and surface wind. 

The computer is available 24 hours a day and 
once the FLENUMWEACEN has received the 
input information from the SAR coordinator, 
the computer output data should be available 
within one-half hour. 
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CHAPTER 7 

CARRIER AIR TRAFFIC CONTROL PROCEDURES 



As defined b> naval regulations, the Opera- 
tions Officer of an aircraft carrier is responsible 
for the control of airborne aircraft operating 
from the carrier except those assigned to other 
authority. The primary facility through which 
the Operations Officer exercises his authority 
and responsibility for safe and effective control 
of airborne aircraft is the Carrier Air Traffic 
Control Center (CATCC). The Air Operations 
Officer is responsible to the Operations Officer 
for all matters pertaining to flight operations 
and for the proper functioning of the CATCC. 
The CATCC is responsible for the status keeping 
of all carrier air operations and control of all 
airborne aircraft under the Operations Officer's 
cognizance except for the following; 

1. The Air Officer is responsible for visual 
control of aircraft operating in the carrier 
control zone.. He is the clearing authority for the 
carrier control zone. 

2. The Linding Signal Officer is responsible 
for visual control of arriving aircraft imme- 
diately prior to landing. 

3. The CIC Officer is responsible for mission 
control of aircraft assigned to him.. 

CVA/CVS instrument procedures are neces- 
sarily different from those applicable ashore. 
The basic necessity for safe and efficient proce- 
dures may be even morc prevalent aboard 
carriers. The conditions which affect CVA/CVS 
instrument procedures are of a different nature 
since the carrier is a mobile airfield normally 
operating in areas where obstruction clearance 
presents little if any problem. This discussion is 
limited in content concerning the overall picture 
of CATCC. The CVA/CVS NATOPS Manual 
should be referred to for a more detailed study 
of the subject matter. 



CVA/CVS INSTRUMENT PROCEDURES 

The instrument procedures utilized in CVA/ 
CVS type operations include arrival, marshal, 
approach, missed approach/bolter/ waveoff, and 
departure procedure.. 



ARRIVAL PROCEDURES 

On entering the carrier control area (50 mile 
radius for CVA, 25 for CVS/LPH), inbound 
flights are normally turned over to marshal 
control for further clearance to the marshal 
pattern. Aircraft which were unable to check in 
with Strike, Mission, or Marshal Control due to 
communications difficulties should proceed in- 
bound to the emergency marshal at the briefed 
holding altitude. 

Carrier Terminal Information Service (CTIS) 
if available, should be broadcast continuously 
during fliglit operations and should contain the 
following minimal information: 

1. : Ship's voice call 

2. Broadcast identification (Alpha, Bravo, 
etc).. 

3. ; Type recovery/approach. 

4. Altimeter setting and weather. 

5. Expected Marshal radial,. 

6. Miscellaneous data affecting recovery/ 
launch. 

The flight leader should provide the Marshal 
Controller with certain items of information 
which include:. 

1. Position. 

2. Altitude. 

3. Low fuel state in flight, 

4., Total number of aircraft in flight (line up). 
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5. Type ot ACLS approach requested. 

6. Receipt of CT!S broadcast. 

7.. Other pertinent information such as navaid 
status, hung ordnance, weather, etc., which may 
affect the recovery. 

The Marshal Controller should provide the 
flight with the following information: 

1. Marshal instructions. 

2. Steer to marshal (if required). 

3. Type of recovery/approach (if not received 
on CTIS). 

4. Expected approach time (EAT). 

5. Altimeter setting and weather (if not 
received on CTIS). 

b. Time check. 

7. Expected final beanng. 

8. Additional information such as divert 
field/fuel data, et:. 



MARSHAL PROCEDURE 

A common question asked by trainees is 
'my the word MARSHAL?'* This is a good 
question. Apparently reference is being made to 
ort^ of the many meanings of the word, which is 
*'to arrange objects or people in order." Com- 
pared to approach procedure ashore, a marshal 
fix would be the same as the initial approach fix.. 

A primary TACAN marshal fix is normally 
established on a predetermined radial at a 
distance appropriate for the type aircrart, i.e., 
jet. prop, or helo. The radial is established with 
reference to the base recovery course (BRC). 
The BRC is the ship's magnetic heading for 
recovery of aircraft. 

Jet Aircraft 

For jet aircraft, the primary TACAN marshal 
fix is normally on the 180 degree radial lelative 
to the expected final bearing (see Appendix I) at 
a distance of 15 miles plus 1 mile for every 
1,000 feet of altitude. Base altitude will be 
assigned but not lower than 5,000 feet in any 
case. 

Turboprop 
Aircraft 

For turboprop aircraft, the primary TACAN 
marshal fix is either the 180 degree radial at a 
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distance of 15 miles plus 1 mile for every 1,000 
feet of altitude or the 135 degree radial at a 
distance of 7 miles plus 1 mile for every 1,000 
feet of altitude. Base altitude will be as assigned 
but not lower than 5,000 feet for jets or 1,500 
feet for props. 

Prop Aircraft 

The primary TACAN marshal point for prop 
aircraft is the 1 80 degree radial relative to the 
expected final bearing (FB) at a distance of 10 
miles plus 1 mile for every 1,000 feet of 
altitude. 

It should be noted that this marshaling point 
cannot be utilized when jet approaches are being 
conducted. 

There are two secondary TACAN marshals 
(ALPHA and BRAVO); these are located on the 
135/225 degree radials (respectively) relative to 
the expected FB at a distance of 7 miles plus 1 
mile for every 1,000 feet of altitude.: Base 
altitude for props will not be lower than 1 500 
feet. 



Helicopters 

The primary TACAN marshal fix for heli- 
copters is the 100 degree radial relative to the 
FB at a distance of 1 mile for every 500 feet of 
altitude commencing at 1,000 feet and 5 miles. 

Emergency Marshal 

Emergency marshal fixes may be established 
on radials at 30 degree intervals, clockwise from 
the primary marshal radial. 



Overhead Marshal 

In the event of TACAN failure, geographical 
considerations, or operational circumstances, 
overhead marshal may be utilized. 

In the event an aircraft or flight cannot reach 
the assigned marshal point in time to make an 
assigned approach time due to mission, fuel 
state , or ord nance load , an en route radar 
approach may be used to place the flight in the 
proper approach sequence. Positive radar control 
is required for all en route descents. 



100 

105 



( Ihtpu I 7 ( ARRU R AIR TRAI f lC CONTROL PROC I !)URl S 



Mar>hal Pattcrr. ami Altitude 

Unlcvs otherwise speeitied in the operations 
order or instructions issued b) nuirslial control, 
the marshal pattern should be a 6-ininute race- 
track pattern. The inbound le^z should pass over 
the maNiul tl\. Direction of Uirn lor each 
pattern r, depicted on the respective approach 
chart, c 

l:\er> effort should he made to anticipate 
wcaiher conditions and provide marshaling! in 
visual conditions if practical. Aircraft below an 
overcast cloud layer should not be lequired to 
climb into the overcast tv) comply with marshal 
altitude limits if ap proach control can maintain 
the interval and sequence from the lower alti- 
tudc,^ Aircraft above an overcast cloud layer 
should he assigned altitudes above the overcast 
and retained in formation where possible. 

I'orniation llights should be limited to a 
niavinium of four aircraft at any ont assipied 
altitude. Under IFR weather conditions, a sec- 
tion of two aircraft is the maximum number 
authorized in any one fliglit and licnce at the 
same marshal altitude. 

I'i\ed*winj: aircraft arc normally assigned mar- 
shal altitudes which provide 1.000 feet vertical 
separation. A CVS using a secondary marshal fix 
should av.ign thousand foot altitudes (1.000. 
2.000. etc. ji ai the primar>' marshal fi\ and 
thousaiKNplus-500 (1.500. 2.500. etc.) at the 
secondary marshal fix. 

Helicopters are assigned altitudes at marshal 
which provide 500 feet vertical separation. 



APPROACH PROCEDURE 

Approach procedures described and depicted 
herein are primarily for single carrier operations. 
However, with slight modifications they can be 
used for nnilticarrier operations; letdown under 
reduced navigation and control, using a plane 
guard destroyer's nuvaids; and during tMCON 
conditions. 

Figure 7-1 depicts the various symbols 
utilized on the approach charts which are 
contained herein. 

Figures 7-2 through 7-9 are examples of 
approaches designed for use on carriers re- 
gardless of weather conditions. Fach ship should 
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utili/e the standard approaches so that pilots 
who transition to other ships will encounter 
nunimum changes in operating procedures, 

luich pilot adjusts l:is Ijolding pattern to 
depart the marshal li.x at the assigned expected 
approach time. F'arly or late departures from the 
marshal fix must be reported to appnnich 
control so that adjustment in the interval can be 
made for safe separation. 

Changes in radio communications frequencies 
and IFF codes should not be required of the 
pilot after platform (5,000 feet) except under 
emergency conditions. 

Letdown/Penetration 

Jet aircraft descend at 250 knots and 4.000 
feet per minute until platform is reached.: At 
platform the descent is shallowed to 2,000 feet 
per minute, Tliey should arrive at the IQ-mile 
gate at 1.200 feet and 250 knots. The pilot will 
commence transition of his aircraft to landing 
conllguration at the 1 0-mile gate unless directed 
otherwise by CCA. 

Propeller aircraft descend at 140 knots and 
1.000 feet per minute from the marshal fix to 
arrive at the ()-mile gate at 1 ,200 feet.. 

Turiioprop aircraft, when in jet marshal, must 
conform to jet procedures. When in prop mar- 
shal, they should conform to prop proa*dures 
but must transition to the landing configuration 
prior to the (vniik gate, unless otherwise di- 
rected by CCA,. 

Helicopters descend at 90 knots and 500 feet 
per minute from the maishal fix to arrive at the 
3-m.ie gate at 500 feet crossing the 135 degree 
radial at not less than 900 feet. 

Correction to Final Bearing 

If conditions were always stable during carrier 
operations, then there would be no reason to 
alter the ship's heading once a base recovery 
course had been decided upon. In the case of the 
CVA jet letdown/penetration, the final bearing 
would be the same as the reciprocal of the 
marshal radial if no changes occur. But often the 
variable elements exercise their option to 
change, such as a wind shift, frontal passage 
resulting in variable wind, proximity to land 
masses, etc.. which require a change to the BRC 
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AIRCRAF T CARRIER INSTRUMENT APPROACH PROCEDURE CHARTS 



PLANVIEW SYMBOLS 



Woc«durol Track 



(Hi Alt proctdur«ft only) 



P«o«frotton 
Trock 



leoriog Un% ond volu« 

6 DmE 



Arrtvcl Holdtng 



TACAN OME Fix 



MisMd Approoch Trock 



H Finol Approoch Fix 



PROFILE 



•t Finoi Approo<h Fix 
(for non-pf«<iftion approoch*i) 




UvdTurn ,!•••• 

m 



Fix 



1800 
Mondotory 
Alfttud* 



NOB 
TACAN 



1300 
Mmtmum 
Alfitud* 



(Altifud«s pr«c*d« Fix) 



GENERAL INFORMATION & ABBREVIATIONS 



AM dis}onc*s in nouticot mil*! (except 
Visibility Doto which i» in itotut* mt\e%) 
Fbvotions in feet obove MSI 
AH rcdiols beoringt ore mogntttc 



ACl 

ASK 
MC 

CM 
DH 



Automottc Corner Londing 
System (ACtS): Modes lA, H 
ond Ml only.. 
Air SurveiMonce ftodor 

to%% Recovery Course (Mog 
Kdg of ship) 

Chonnel 

Deeiftien Height (for preciiton 
opproocheft only, i.e., FAR, 
ACL) 



OME Difttoftce AAeoturmg Equipment 

FAF Final Approoch Fix 

FB Final Bearing 

lAF Inifiol Approoch Fix 

MOA Minimum Descent Altitude (for 

non-preciftion opproocheft 
only, I.e., ASH, TACAN, NM) 

MSL Meon Seo Level 

NOB Non*directtonot Rodio Beocon 

PAR Preciftion Rodor Approoch 

TAC TACAN 



Figurt 7-l.-Carritr inttruiiMnt appcoach procBdum Itgtnd chart. 
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fACAN 



*. ,.'t»t%bl VAH'INU Al..*NL» 



JET/TURBOPROP 



FB 



\ 



4 / V . 



N0T£ Courses are 
relotive to 



TACAN CM 



|Pln?torfi^ 3000] 



Morshol as assigned 



BOlUR AVf Off 
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Figure 7-4.-TACAN overhead approach chart (jet and turboprop). 
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upon which CATCC has based the recovery 
approach procedure. If aircraft are already in the 
letdown/penetration or are in the holding pat- 
tern at marshal ti\ when the change occurs, then 
a change to the final bearing is required. When 
this happens the pilots concerned must be 
informed of the situation and corrections must 
be made to intercept the new final bearing. 

Jet or turboprop aircraft on TACAN/RADAR 
approaches initiate correction from the marshal 
radial to the final bearing at 20 miles. If the final 
bearing is within 10 degrees of the reciprocal of 
the marshal radial, a gradual correction is made. 
If tlie difference is more than 10 degrees, the 
pilot will make a 30-degree turn to intercept the 
final bearing. If the aircraft is :>{ established on 
the final bearing at 12 miles, then the pilot will 
fly the 12-mile arc until intercepting the fined 
bearing. 

Prop and turboprop aircraft on a TACAN/ 
RADAR approach would correct from the mar- 
shal radial to the final bearing with a 45-degree 
correction turn from the inbound heading in the 
holding pattern when departing marshal. This 
heading would be held until the final bearing is 
reached or, if the 6-mile arc is reached first, then 
the 6-mile arc would be fiown until intercepting 
the final bearing. 

Aircraft commencing approach from the over- 
head TACAN/ADF marshal experiencing a de- 
crease in the final bearing, should fly 90 degrees 
of penetration turn and arc to the new FB. 

Wlien the new final bearing increases, the 
aircraft should fly the standard penetration turn 
and continue to intercept it prior to reachmg the 
10-mile gate. 

Nonprecision Final Approach 

When precision approach radar or suitable 
visual landing aids are not available, aircraft on 
final approach will continue descent to 600 feet 
after passing the 6-mile gate.. The final controller 
will provide sufficient information to the pilot 
for him to maintain an accurate azimuth and 
altitude ur*il reaching nonprecision minimums. 

Precision Final Approach 

Jet and turboprop aircraft pass througli the 
6-mile gate at 1,200 feet and 150 knots in a 



landing configuration,. The altitude of 1,200 feet 
is maintained at approach speed until intercept- 
ing the glidepath (approximately 3 miles) unless 
otherwise directed by the final controller. 

Propeller aircraft pa.ss through the 3-mile gate 
at 1,200 feet in a landing configuration and 
maintain 1,200 feet until intercepting the glide- 
path at 2^4 miles or until otherwise directed by 
the final controller. 

Helicopters pass tlirougli the 3-mile gate at 
500 feet in a landing configuration and maintain 
500 feet until interception qIl the glidepath or 
until otherwise directed by the final controller. 

When precision radar is available, precision 
Tiial approach procedures should be used for all 
Case 111 (IFR letdown and approach) recoveries. 
CCA will furnish glidepath and azimuth control 
until the aircraft on approach reaches shipboard 
PAR minimums or until the LSO takes control. 

ACLS Final Approach 

The letdown/penetration portion of an Auto- 
matic Carrier Landing System (ACLS) approach 
is the same as previously described to a point 4 
to 6 miles from the ship on final at an altitude 
of 1,200 feet. 

If a mode lA approach (automatic to mini- 
mums and manual takeover to touchdown) is to 
be conducted, the following will transpire:. 

1. At 4 to 6 miles on final, the pilot should 
receive a landing check discrete signal to indicate 
positive data link communications between the 
aircraft and the ship., 

2. The SPN42 controller should acquire the 
aircraft between 3.5 and 5 miles and initiate 
lockon.. 

3.. When the pilot has the aircraft, in the 
proper attitude and engages the autopilot, he 
will report COUPLFD to the controller.. 

4. The pilot should report receiving com- 
mand control signals via data link by reporting 
COMMAND CONTROL to the controller. 

5. The pilot should be given a voice warning, 
as the aircraft approaches within 1 mile, that he 
is approaching minimums. 

6. At one-half mile, the pilot will be in- 
formed by the controller, ONE-HALF MILE, 
AT MINIMUMS, UNCOUPLING NOW. The 
pilot resumes control of the aircraft and con- 
tinues the approach.; 
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7. If the pilot reports MLATBALL earlier 
than one-halt* mile, the controller should down- 
grade the approach to mode II (manual ap- 
proach using the ILS type instrument (needles) 
in the aircraft) and transmit UNCOUPLING 
NOW. 

If a mode 11 approach is to be conducted, the 
following should transpire: 

1. At 4 to 6 miles on final, the pilot should 
receive the landing check discrete signal to 
indicate positive data link communications be- 
tween the aircraft and the ship. 

2. The SPN42 controller should acquire the 
aircraft between 3.5 and 5 miles and initiate 
lockon. 

3. After lockon, if the instruments in the 
cockpit are functioning properly, the pilot will 
report NEEDLKS and fly the approach manually 
by reference to the instruments. 

4. The pilot should receive a warning from 
the controller that his aircraft is at 1 mile and 
approaching mode U minimums. 

5. At one-half mile the pilot should be 
informed by the controller that his aircraft is at 
one-half mile and passing through mode II 
minimums. The pilot should acquire the 
MEATBALL and complete the approach.. 

Approach Minimums 

The commanding officer establishes approach 
minimums for his ship which reflect significant 
changes in operational capabilities, such as may 
be occasioned by decreased/increased profi- 
ciency of the CATCC or embarked air wing/ 
group.. However, absolute minimums are estab- 
lished as follows: 

L: PAR, Mode lA and II- 200 and 1/2. 

2. Nonprecision approaches* 

a. Jet -600 and P/4. 

b. Prop/turboprop- 400 and I. 

c. Helo-300and 

When a suitable BINGO field is available, 
aircraft may not commence an approach when 
the reported weather is below the minimums as 
previously described unless it has been deter- 
mined that the aircraft has enougli fuel to 
proceed to the BINGO field in the event of a 
missed approach. 



MISSED APPROACH/WAVEOFF/BOLTER 

In the event of a missed approach, waveoff, or 
bolter, jet and turboprop aircraft climb straiglit 
aliead on the extended final bearing to a 
nuninuim of 1,200 feet and wait for instructions 
from the waveoff/bolter controller. Helicopters 
climb straight ahead on the extended final 
bearing to 300 feet and await instructions. 

If instructions are not received prior to 
reaching 4 miles or 2 minutes ahead of the ship, 
the pilot will attempt to make contact with the 
ship, giving identification and position. If in- 
structions are still not received, the pilot will 
assume communications failure and execute a 
turn downwind, reporting DOWNWIND 
ABEAM. If he still has no radio contact, the 
pilot will proceed downwind; and if in a 
fixed-wing aircraft, he will commence a turn to 
final at 4 miles DME. If in a helicopter, the pilot 
will reenter through the 3-mile gite. 

ACLS equipped aircraft should be alert for 
data link displays and/or control. 

In the event the deck becomes fouled or an 
excessive number of aircraft bolter or are waved 
off, the CCA officer will issue DELTA via the 
controllers to all aircraft. The following actions 
should be initiated:; 

I. Aircraft in holding. They should continue 
to hold and await assignment of a new expected 
approach time. Pilots should acknowledge re- 
ceipt of DELTA. 

2.. Aircraft on approach above platform. 
They should level off at the next lower odd 
altitude and hold on the inbound bearing at a 
range in miles equal to I mile for each thousand 
feet of actual altitude plus 15 miles for jets 7 
miles for props, and 5 miles for helicopters. The 
holding pattern should be the same as the 
original marshal holding pattern. Pilots should 
acknowledge receipt of DELTA, repeating dis- 
tance and altitude. Pilots experiencing radio 
failure after receiving DELTA would depart the 
holding fix 6 minutes after the time of receipt of 
DELTA. 

3. Aircraft on approach below platform. 
They should continue a normal approach and 
await specific instructions prior to dumping fuel. 

4, A new expected approach time should be 
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assigned as soon as possible by approach control 
with > minimum of 6 minutes delay before 
continuing descent. If a pilot should experience 
radio failure prior to rcceivmg a new expected 
approach time, he would depart the holding fix 
6 minutes after receiving DFLTA. He will then 
take a 30-degree cut to the riglit to intercept a 
track 10 degrees to the riglit of the inbound 
bearing and continue inbound to the ship. 

DEPARTURE PROCEDURE 

Departure procedures are based upon the 
assignment of TACAN radials for the purpose of 
providing lateral separation. The minimum 
standard separation of departure radials under 
IFR weather conditions is 20 degrees. 

The assignment of departure radials is nor- 
mally dependent on the following: 

1. Mission of the aircraft. 

2. Number of carriers in the formation. 

3. Topographical features in the area. 

4. Tliose radials reserved for emergencies, 
letdowns, or propeller aircraft and helicopter 
holding. 

Direct routing should be utilized as much as 
possible in order to lessen delay time in the 
execution of departures. 

CARRIER AIR TRAFFIC CONTROL 

Existing weather in the ship's control area and 
control zone is the most prominent factor 
affecting the degree of control necessary. The 
type of control to be employed during departure 
and recovery operations is determined by the 
Air Operations Officer unless specified by higher 
authority. In periods of reduced ceiling and/or 
visibility, electronic air traffic control tech- 
niques must be utilized to provide separation 
and maximum safety. 

CONTROL CRITERIA 

The degree of control exercised by CATCC is 
described as close control, advisory control, or 
monitor control. 

Close control is defined as a form of air traffic 
control in vvhich the controlling agency has 
radar and radio contact with the aircraft being 
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controlled. Published approach or departure 
procedures arc complied with or specific assign- 
ments regarding heading and altitude are issued 
by the controller Vertical separation is provided 
by requiring pilots to maintain assigned altitudes 
or Higlit levels while lateral or longitudinal 
separation is provided by the controller.: Speed 
changes may be directed by the controller.: 

Close control is utilized when the following 
conditions exist 

1 , Ceilings of 1 ,000 feet or less for fixed-wing 
operations or 500 feet or less for helicopters. 

2., Flight visibility of 3 miles or less for 
fixed-wing operations or I mile ;^ less for 
helicopters. 

3, Whenever fliglit operations are conducted 
between one-half hour after sunset and one-half 
hour before sunrise, except as modified by the 
Officer in Tactical Command (OTC) or the 
commanding officer,: 

4, During mandatory letdown in thunder- 
storm areas, 

5, In any other situation where supervisory 
personnel can anticipate weather phenomena 
that might cause difficulty to pilots. 

Advisory control is a form of air traffic 
control in that the controlling agency maintains 
radio and radar contact with aircraft under its 
cognizance and provides traffic advisories. Traf- 
fic separation is the responsibility of the pilot 
making use of the assistance provided by the 
agency.: Advisory control must be utilized when 
the traffic density in an operating area requires a 
higher degree of control for safety of flight than 
required under the see-and-be-seen method. Ad- 
visory control is normally limited to VFR 
weather conditions and is recommended for all 
operations in or adjacent to oceanic control 
areas or routes. 

Monitor control is the monitoring of radar 
and radio channels for emergency transmissions. 
Monitor control must be utilized only when 
aircraft are operating in VFR weather conditions 
outside of controlled airspace and the responsi- 
bility for separation from other traffic can be 
safely assumed by the pilot. 

SEPARATION CRITERIA 

The following criteria are provided as guid- 
ance for Carrier Air Traffic Controllers in the 
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control ot* aircraft under inslnuncni conditions. 
Kithcr lateral or vertical separation will be 
provided. Tfiese restrictions do not apply to 
launch and recovery operations or tactical ina- 
neuvers. 

I. Lateral separation. 

a. Aircraft operating within 50 miles of the 
monitoring antenna at least 3 miles. 

b. Aircraft operating at more than 50 miles 
from the monitoring antenna at least 5 miles. 

1 Vertical separation. 

a. Aircraft operating at altitudes up to and 
including FL 290 must be separated by 1,000 
feet except that 500 feet may be permitted for 
propeller driven aircraft when required. 

b. Aircraft operating at altitudes above 
FL 290 must be separated by 2,000 feet. Note: 
Carrier based aircraft must fly flight levels at and 
above 18,000 feet MSL unless regional air 
control procedures dictate otherwise. 

c. Helicopters must be separated by 500 

feet. 



APPROACH CRITERIA 

The Air Operations Officer determines the 
type of approach and the required degree of 
control considering weather in the approach area 
as follows: 

1.. Case I, visual descent/approach. This ap- 
proach may be utilized when it can be antici- 
pated that tliglits will not encounter instrument 
weather conditions at any time during the 
descent, break, and Hnal approach. A ceiling of 
3,000 feet and 5 miles visibility within the 
carrier control zone is required for CVA's to 
utilize Case I procedures.. Tfie pilot retains full 
responsibility for proper navigation and separa- 
tion from other aircraft. Tlie pilot should be 
advised of the expected Chariie time and 
changed to tower control after reporting sighting 
the ship.. 

2. Case II, controlled descent/visual approach. 
This procedure should be utilized during day- 
light hours when weather conditions are such 
that flights may encounter instrument condi- 
tions during the descent, but visual consitions of 
at least 1,000 feet ceiling and 5 miles visibility 
must exist at the ship. Close control must be 
utilized until the pilot reports the ship in sight. 



Tlie maximum number of jet aircraft in the 
pattern is limited to 6. During Case II recoveries, 
CATCC must be fully manned and prepared to 
assume control of a Case III recovery in the 
event weather conditions deteriorate below Case 
II mininiums, which are ceiling 1,000 feet and 
visibility 5 miles. 

3. Case III, controlled descent/approach. This 
procedure should be utilized whenever existing 
weather at the ship is below Case II minimums 
and during all tlight operations between one-half 
hour after sunset and one-half hour before 
sunrise, except as modified by the OTC or 
commanding officer. 



ARRIVAL PROCEDURES 
Case I Procedure 

Essential information is issued to the flight 
leader and updated if necessary. When the flight 
leader reports the ship in sight, the center should 
switch the flight to tower control. 

Case II Proceiiure 

The CATCC will control the descent until 
VFR weather conditions are reacht J. Approach- 
es/penetrations in actual instrument conditions 
by formation flights of more than two aircraft 
are not authorized. Flight leaders sliould squawk 
normal and follow reporting procedures for Case 
III until the flight has broken into the clear 
beneath the clouds and has the ship in sight. The 
flight leader will then be svntched to tower 
control and proceed as in Case I. 

Case III Procedure 

CATCC controls the descent and approach. 
This type of recovery should only be made by 
single aircraft except in those cases where an 
aircraft with inoperative radio or navigational 
equipment is brought down on the wing of 
another aircraft. Formation penetrations/ 
approaches by dissimilar aircraft should not be 
attempted except in extreme circumstances 
where no safer options are available to effect 
recovery. Directing a recovery in adverse wea- 
ther conditions where alternate airports are not 
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available demands the utmost proficiency, mu- 
tual confidence, and cooperation between pilot 
and controller Marshal controllers must insure 
that pilots under their control have all the 
appropriate information necessary for a success- 
ful approach prior to commencing approach. 
This includes the following: 

1. Expected approach time. 

2. Altimeter setting. 

3. Final control frequency. 

4. Type of approach/outbound bearing (over- 
head approaches only). 

5. Final bearing. 

6. Time check. 

7. Ceiling, visibility, and deck conditions. 

8. Divert field/data. 

NOTE: Assigned outbound bearing must be 
updated during recovery to maintain a minimum 
of 20 degrees clockwise from the reciprocal of 
the final bearing. 

The Marshal controller will hand off the 
aircraft to the approach controller as they 
depart the marshal fix. Unless weather or operat- 
ing circumstances dictate otherwise, aircraft 
departing the same marshal fix are normally 
separated by I minute. Expected approach time 
adjustments may be made for greater separation 
as necessitated by varying models and numbers 
of aircraft, type of approach, bolter, and wave- 
off traffic. 

Positive rauar identification should be accom- 
plished by the receiving controller prior to 
transfer of control. Control may be transferred 
only aUer the receiving controller has notified 
the transferring controller that positive radar 
contact exists. Approach controllers maintain 
control until handoff to the final controller is 
accomplished. Changes in radiofrequencies and 
IFF code must be made no lower than platform 
altitude except under emergency conditions. 

When precision approach radar is available, 
precision final approach procedures are used by 
CATCC for Case III arrivals. In such cases, CCA 
furnishes ^ideslope and azimuth information 
and controls the aircraft until it reaches PAR 
minimums or the LSO takes over. When preci- 
sion approach radar or suitable visual landing 
aids are not available, aircraft on final approach 
will continue descent to 600 feet after passing 
the 6-mile gate. The final controller will provide 
sufficient information to the pilot for him to 
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maintain an accurate azimuth and altitude until 
reaching non precision minimums. 

DEPARTURE PROCEDURE 

Primary responsibility for adherence to the 
assigned departure rests with the pilot; however, 
advisory control is normally exercised with a 
shift to close control if weather conditions 
require, upon request, or when the assigned 
departure is not being adhered to. After launch, 
CATCC takes the following action: 

1. Record flight data as required on status 
boards. 

2. Insure that communications and positive 
track are established to the extent possible 
under existing EMCON conditions. 

3. Request navaid checks as necessary 

4. Maintain advisory control of departing 
point to point flights until pilots shift to en 
route frequencies and of other aircraft until 
control is accepted by CIC or another control- 
ling agency. 

5. Before releasing aircraft to another con- 
trolling agency, CATCC should give each pilot or 
flight leader any pertinent information such as 
changes in PIM or mission. 

6. When transferring control to CIC, include 
the range and bearing of the aircraft being 
transferred and insure that CIC acknowledges 
assumption of control. 

7. File flight plans as necessary. 

Aircraft are normally launched on the depar- 
ture frequency which is monitored by the tower. 
Condition aircraft (conditions I through IV) 
represent various states of aircraft readiness 
concerning response time when ordered to 
launch. Condition I is the minimum possible and 
IV is the maximum allowable. They are deter- 
mined by appropriate authority, depending up- 
on the tactical situation as it exists initially and 
as it changes. CAP (combat air patrol, the riiips 
defense) aircraft will be launched on a frequency 
designated by CIC and monitored by the tower. 

Single-frequency departures arc highly desir- 
able and should be utilized whenever possible. 
Where single-frequency departures arc not possi- 
ble, single-piloted aircraft should not be required 
to change radiofrequency or IFF codes after 
launch until the aircraft arc at least 2,500 feet 
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above the surface and in a cliuihnig, wings level 
attitude. Single-piloted aircraft that aa» assigned 
operating altitudes IxHow 1500 feet should not 
he required to change rrequcncies or ll-F codes 
until a level attitude and cruise configuration 
have licen attained. 

Position a-ports that pilots will reijuired to 
make to departua* control will varv de|HMiding 
upon the weather, state of training, tMCON, 
and type of operation being conducted. The 
following aports aa considered as minimum 
during IFR/niglit operations: 

1. Airborne. 

2. .Arcing. 

3. r;stablished outbound (on assigned radial). 

4. On top. with altitude. 

5. Kilo (mandatory ). 

6. Popeye, with altitude. 

XOTt: When in ll-R conditions, Popeye will 
be a mandatory aport for single aircraft upon 
a*aching assigned departua* aJtitude. or at 
FL 180 for jets and turboprops (7,000 feet for 
props). Tliis report will alert the Departure 
Controller that further instructions aa» rcquiad. 

The degav of control exercised by CATCC 
concerning departuas again dejiends upon exist- 
ing weatlier conditions and is described similarly 
to arrivals. 

I. Case I departure is VFR from takeoff 
through rendezvous. 

a. 0.^ CVA*s all fixed-wing aircraft proceed 
directly to a point at least 7 miles from tiie 
carrier at an altitude of 300^500 feet, and 
remain clear of the control zone. Rendezvous 
will be in accordance with ship/air wing/air 
group doctrine. 

b. . On CVS*sall fixed-wing aircraft proceed 
I minute on the launch course, then execute a 
40-degree riglit turn, remaining at or below 300 
feet until at least 5 miles from the carrier, then 
proceed to their assigned areas. 

2. Case II, VFR departure from the ship with 
a controlled climbout required. 

Visual conditions at the ship may exist down 
to ceiling and visibility of KOOO feet and 5 
miles. Launch must be on departure control 
frequency, 

a. CVA's. All fixed-wing aircraft will pro- 
ceed straight ahead and maintain an altitude of 
300-500 feet until 5 miles from the carrier, then 
commence climbing to maintain VFR until 



outbound on assigned radial. Jet aircraft must 
fly a 10 mile arc; turboprops will utilize the 7 
mile arc; and propeller aircraft the 5 mile arc. 

( 1 ) Jet rendezvous will be accomplished 
between 20 and 50 miles from the carrier. 
ProjKlIer aircraft rendezvous between 10 and 50 
miles. Tlie rendezvous may be accomplished 
below or above cloud layers, at the flight 
leader's discretion, but wUI be on the left side of 
the assigned departure radial. The air wings/ 
groups will normally prescribe their own VFR 
rendezvous doctrines. 

(2) For jet and turboprop aircraft, the 
first aircraft of each flight will report Popcyc to 
departure control passing 18,000 feet if not ON 
TOP. Unless 0|>erational neceisity dictates 
otherwise, the departure controller will then 
direct pilots to climb and maintain the following 
altitudes in each sector or on the departure 
radial: 

(a) First aircraft-FL 220. 

(b) Second aircraft -FL 210. 

(c) Third aircraft-FL 200. 

(d) Fourth aircraft-FL 190. 

(3) For propeller aircraft, the first air- 
craft of each flight will report to departure 
control passing 7,000 feet if not ON TOP. 
Unless operational necessity dictates otherwise, 
the departure controller will then direct pilots to 
climb and maintain the following altitudes in 
each sector or on the departure radial:; 

(a) First aircraft^ 1 0,000 feet. 

(b) Second aircraft -9,000 feet. 

(c) Third aircraft -8,000 feet. 

(d) Fourth aircraft-7,000 feet. 

If the aircraft are still •^popeye** when the 
assigned altitude is reached, pilots will establish 
holding on the outbound radial between 20 and 
30 miles and conserve fuel. 

(4) After the aircraft previously de- 
scribed in (2) and (3) report that they are 
established in holding, departure controllers 
should issue clearance to proceed on the as- 
signed mission if operationally required, or to 
continue holding until other returning flights 
have been recovered. When the returning flights 
have been recovered, the holding aircraft will be 
vectored under close control to their prcbriefed 
marshal fix for recovery. 

b, CVS's. A minimum departure interval 
of 30 seconds is utilized between aircraft. After 
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takeoff, propeller aircr.ift climh straight ahead 
to an altitude of 300 feet until 5 miles out. Tlien 
they climb at 130 KIAS on the 5-mile arc until 
intercepcini: the departure radial and continue 
climb to afsigned altitude. When pilots report 
KILO, the departua' controller should execute a 
radar handoff to the CIC tactical controller. 
Mission unable aircraft will enter holding at the 
prebnefcd departua^ tlx and await instructions. 
Within the control area, aircraft will maintain 
the assigned departua altitude while outbound 
to the assigned area. CVS s operating jet. turbo- 
prop, and propeller aircraft would follow the 
same procedua* as C'VA for Case II departua'S 
under these conditions. 

3. Case III: IFR at the carrk'r and a con- 
trolled climb a^quin^d.. 

Case III departures arc compatible with Case 
111 approaches. Tliis departua* should be utilized 
whenever the existing weather at the ship is 
below Case II departure minimums and during 
all night operations except as modified by the 
OTC or CO, Launch wiJl be controlled on 
departure control frequency. 

It should be noted that if conditions at 
scheduled launch time such as a change in BRC, 
air space restrictions, etc.. will cause conflicts in 
departing traffic patterns, procedures for de- 
parting aircraft should be modified as necessary 
to provide adequate separation. 

a. CVA's. A minimum departure interval 
of 30 seconds is utilized between elements 
(section or single aircraft) when instrument 
conditions exist. Jet aircraft elimb straight ahead 
at 325 KIAS until 7 miles from the carrier. They 
then fly the lO-mile arc. climbing to intercept 
the assigned departua* radial. Turboprop aircraft 
climb straight ahead at 165 KIAS to intercept 
the 7-mile arc and maintain an altitude of 1.000 
feet until intercepting the assigned departure 
radial. Fropellcr aircraft climb straight ahead to 
800 feet and fly the 5-mile arc maintaining 800 
feet until intercepting the assigsied departure 
radial. Jet and turboprop rendezvous will be 
accomplished between 20 and 50 miles. Propel- 
ler aircraft rendezvous between 20 and 50 miles. 
If unable to reach ON TOP, aircraft will proceed 
as in Case 11. 

b. CVS's. Propeller aircraft departures un- 
der Case III are the same as for Case II except 
that the aircraft will ciimb straight ahead to 500 



teet using a minimum interval of I minute at 
departure. Jet and turboprop aircraft departures 
aa' the same as for CVA Case ill. 

Heiieopter Departures 

Case I. Helicopters should clear the control 
zone as directed by the tower. Wlien departing 
lor operations within the control zone, e.g., 
plane guard, they should remain under control 
of the tower or other designated controlling 
agent7 until clear of launching and recovering 
aircraft. 

Case il and 111. Whenever possible, helicop- 
ters should remain beneath the clouds, if unable 
to do so. they should proceed indivicually to 
prebriefed departure fixes. After takeoff, they 
should climb straiglit ahead to an altitude of 300 
feet at 90 KIAS to intercept and fly the 3-milc 
arc to the assigned departure radial. The climb 
to departure altitude should be comn enccd 
upon reaching the departure radial. 

Plane guard helicopters fly the 1-miIe arc to 
intercept the plane guard pattern, remaining 
beneath the clouds. If unable to remain beneath 
the clouds, the plane guard helicopter should 
transition from the plane guard pattern to the 
helo marshal (fig. 7-8) under positive control of 
CATCC. 

Helicopters proceeding to the screen should 
be switched to the tactical controller upon 
reporting KILO. If unable to perform the 
assigned mission, they should hold at the depar- 
ture fix and await further instructions. When 
helicopters are assigned a search area toward the 
ste \ of the ship, they should be kept under 
clow control by the departure controller until 
they clear the final approach sector and then be 
^ven to CIC via radar handoff. Helicopters 
should never be vectored across the bow when 
fixed-wing aircraft are being launched or recov- 
ered. 



TANKER OPERATIONS 

Tanker aircraft are assigned duties in support 
of the recovery of aircraft. Normally, a tanker 
that has just been launched will become the 
duty tanker for the recoveiy that follows imme- 
diately, provided that the tanker^s store is 
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operational. Those tankers which are known to 
have a good store and sufficient fuel to meet 
receiver requirements display a flashing green 
light. 

A specific existing agency, for example de- 
parture control, is designated as tanker control 
and will have the responsibility of monitoring 
the following: 

1. Tanker give-away fuel. 

2. Tanker location. 

3. Location and fuel requirements of the low 
state aircraft. 

4. Coordination of the tanker and receiver 
rendezvous. 

Duty Tanker Procedures 

After launch, the oncoming tanker will switch 
to tanker control for assignment.: All tanker 
packages should be checked as soon as possible 
after launch. When it has been determined that 
the new tanker store is operational, tanker 
control should be advised immediately. 

The duty tanker should maintain a left-hand 
pattern within 5 miles of the ship. Altitude 
assignment and pattern orientation will be as set 
forth by the ship's doctrine; however, minimum 
pattern altitude for daylight operations will be 
1,500 feet, and 2,500 feet at night. When the 
last jet has been recovered, the duty tanker will 
climb to the pre-briefed altitude and switch to 
the assigned control frequency. 

During IFR conditions, day and night, the 
duty tanker pattern will be assigned by tanker 
control. It will be at least 1,00Q feet above the 
overcast or VFR between layers, but not less 
than 2,500 feet MSL The tanker pilot should 
advise tanker control of the best position to 
conduct emergency tanking. Close radar control 
will be provided for tanker penetrations through 
overcasts. Tanker control will assist in position- 
ing the tanker near a potential receiver and keep 
the tanker informed of the low-state aircraft's 
position. 

RENDEZVOUS PROCEDURE.-During VFR 
weather conditions (day and night), the duty 
tanker will HAWK (closely monitor) a particular 
aircraft that is a potential receiver.. The tanker 
pilot is advised which aircraft is to be HAWKED, 
and he should take up a 2 o'clock position 
relative to the low state aircraft as it bolters or 



waves off. The low state aircraft is directed to 
rendezvous with the tanker, and the tanker will 
be switched to the low state aircraft's frequency 
at the appropriate time. The tanker pilot will 
report to tanker control when the receiver is 
engaged and taking on fuel, when the refueling 
has been completed, and the amount of fuel 
transferred. The minimum altitude for rendez- 
vous is 1 ,500 feet during daylight and 2,500 feet 
for night operations. 

When IFR weather conditions exist, tanker 
control will coordinate the tanker and receiver 
rendezvous. 

DUTY TANKER PATTERN. -The tanker 
pattern is established as a racetrack pattern 
around the ship in VFR weather conditions. The 
downwind turn should be initiated as soon as 
the receiver is taking on fuel. The tanker should 
remain within 10 miles of the ship unless special 
circumstances exist. The downwind leg should 
be 3 to 5 miles abeam and tanking should be 
completed prior to reaching a point 6 miles 
astern to allow for pattern entry. If tanking is 
done above an overcast the distance astern is 
increased to allow for normal descent and CCA 
pickup. 



DIVERSION OF AIRCRAFT 

The Air Operations Officer or the Air Officer 
is normally responsible for making the recom- 
mendation to the commanding officer when and 
which aircraft should and should not be diverted 
in the interest of safety of flight. The Air 
Operations Officer determines the condition of 
the navigation, communications, and lighting 
facilities of the divert field prior to the first 
night or IFR recovery. 

The following factors should be considered 
when anticipating a diversion: 

1. Aircraft fuel state. 

2. Bearing and distance of field. 

3. Weather at Bingo field, current and fore- 
cast. 

4. Suitability of field for type of aircraft. 

5. Navigational assistance available. 
•6. Aircraft mechanical condition. 

7. Ordnance restrictions. 

8. ' Condition of carrier deck. 
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9.: Availability ot'tankers. 
10. Pilot performance. 

CATCC and CIC must be alerted when an 
aircraft is approaching Jiversion state and they 
should be prepared to take control of the 
aircraft as soon as it is given a divert signal. 
When it is determined to divert an aircraft, the 
pilot will be given the name of the field, the 
magnetic heading, and distance to the field. A 
readback of diverting instructions from the pilot 
or flight leader is mandatory. The controller 
must advise the pilot to check gear/hook up 
prior to switching frequency. When appropriate, 
the pilot of the diverting aircraft is instructed to 
shift to a particular frequency for positive 
control while en route to the diversionary field., 
When positive communications have been es- 
tablished, additional items of information such 
as latest en route and field weather, altimeter 
setting, and position from which the diversion is 
being initiated are provided to the pilot.. 

If operating outside an .ADIZ boundary, the 
CIC controller will provide the pilot with the 
necessary ADIZ information The appropriate 
GCI site must be advised of the diverted 
mrcraft^s departure point, ADIZ penetration 
point, time of penetration, altitude, ETE, desti- 
nation, and any additional information that may 
be pertinent to safety of fliglit. CIC will main- 
tain a radar plot and radio monitor all diverting 
aircraft as long as possible and retain responsi- 
bility for the aircraft until positive radar handoff 
to GCI/ARTCC or other appropriate agency is 
accomplished. 

Under IFR weather conditions, the pilot of a 
diverting aircraft must be instructed to shift to 
the appropriate FAA or other controlling agency 
frequency after the additional divert informa- 
tion has been issued. Once communications have 
been established with this controlling agency, 
the tlight plan particulars should be furnished 
(by the pilot) including ADIZ penetration infor- 
mation for relay to a GCI site. If communi- 
cations cannot be established, as is often the 
case, the pilot should file the flight plan infor- 
mation on the GCI common frequency. 

The Air Operations Officer must insure that a 
divert fliglit plan is transmitted to the appro- 
priate divert airfield, and similar information to 
the pertinent air defense system agency should 
an ADIZ penetration be involved. This is nor- 



mally done on ship to shore radio circuits from 
the air operations office. The pilot should insure 
that an arrival time is filed and sent to the ship 
immediately upon landing. The Air Operations 
Officer is responsible for receipt of an arrival 
report on the diverted aircraft. 

Squadron or Unit Commanders and the Air 
Operations Officer are jointly responsible for 
insuring that aircraft performance data pertinent 
to diversion of aircraft is available to and 
understood by personnel engaged in the control 
of aircraft.: 



CARRIER EMERGENCY PROCEDURE 

From a control standpoint, carrier aircraft 
emergencies fall into three broad categories; i.e., 
communications failures, navaid failures, or 
other aircraft systems failures. The nature of 
some emergencies requires priority and/or diver- 
sionary measures. The ultimate resolution of 
these emergencies involves a command decision, 
based upon the type of emergency and weather 
conditions in the recovery area. It is imperative 
that CATCC collect every pertinent detail that 
might aid in the evaluation of an emergency and 
keep the command and other interested agencies 
properiy informed.. 

Initial control responsibility for aircraft emer- 
gencies rests with the agency exercising control 
of the aircraft when the emergency occurs. 
Aircraft in a state of emergency within visual 
range of the ship will normally be controlled by 
the Air OfHcer'., Outside the visual range of the 
ship, aircraft ii^ an emergency will be controlled 
by either CIC or (JATCC. Aircraft in an emer- 
gency situation should not be directed to change 
radio frequencies if satisfactory communications 
are established. 



COMMUNICATIONS OR NAVAID 
FAILURE DURING AN APPROACH 

Control of air traffic in the vicinity of a 
carrier, as well as ashore, during an emergency is 
based on anticipated pilot action. Therefore, the 
AC aboard ship must be alert for the following 
procedures a pilot may execute in the event an 
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aircraft on approach expericMiccs navaid or com- 
munications failure* 
I. Aircraft alone. 

a. If navigational equipment is available, 
ione aircraft will continue approach. 

b. If all communications and navigational 
equipment is lost, the pilot will proceed as 
follows: 

(I) The pilot may elect to continue the 
approach by dead reckoning. Having made this 
decision, he will continue DR until 2 minutes 
past his expected ramp time, antl climb on the 
final bearing to VFR conditions, then fly the 
appropriate triangular pattern for lost communi- 
cations, squawk emergency, and conserve fuel. If 
below the overcast, the pilot may elect to fly a 
search pattern to locate the ship. 

(3) If the pilot elects to discontinue the 
approach, he will climb on final liearing heading 
to VFR conditions and expeditiously join up on 
the tanker or other available aircraft. If unable 
to join on another aircraft the pilot will fly two 
left-hand triangles, conserving fuel. Depending 
upon weather at the divert field and fuel state, 
the pilot may elec* to proceed directly to the 
divert field after having climbed out on the final 
bearing heading. 

(3) Helicopters may continue descent to 
300 feet, proceed by DR until 2 minutes past 
individual expected ramp time, and then fly the 
appropriate triangular patterns for lost commun- 
ications, squawk emergency, and conserve fuel. 

ACLS equipped aircraft should be alert for 
data link displays and/or control. CCA final 
controllers will transmit Mode I information to 
suitably equipped aircraft approximately iO 
seconds after establishing lockon, provided the 
aircraft has not passed glidepath interception 
point. Mode II information will be transmitted 
to suitably equipped aircraft that have passed 
glidepath interception point. 

Aircraft equipped with an operating ARA-63 
should conform to the NATOPS Lost Communi- 
cations procedures utilizing the ARA-63 and 
TACAN during the recovery phase to intercept 
the final approach course and glideslope. Under 
conditions of intermittent or erroneous TACAN 
azimuth information, a 12 NM arc should he 
flown at 3,000 feet altitude. Final bearing will 
be indicated by the centering of the azimuth 
needle. When approach to the final bearing is 



indicated, an immediate turn and landing transi- 
tion should be completed in the expected 
direction of the final approach course deter- 
mined during the arc. Azimuth tracking on the 
inbound ARA-63 radial to the glideslope (ap- 
prox 8 NM) and constant glideslope to meatball 
acquisition can be flown. 

Extreme care must be exercised by controllers 
and pilots using the above procedure. The 
controller must insure positive aircraft identifi- 
cation prior to lockon. The pilot should cross 
check his approach with other available instru- 
ments (DME, altimeter, etc). 

2. Aircraft in company. An aircraft with 
navigation and/or communications failure in the 
company of an escort aircraft with navigation 
and communication equipment in working order 
will be handled as a single aircraft in the 
recovery procedure., Tlie escort aircraft as flight 
leader will visually communicate with the dis- 
tressed aircraft. 

The distressed aircraft will assume a position 
on the starboard wing of the lead aircraft. 
Transition to landing configuration should be 
made clear of clouds, either above or below the 
overcast as desired. The pilot should advise the 
controller when this transition will take place. 

When the lead aircraft has the Optical Land- 
ing System (OLS) in sight, he will visually 
communicate a lead change and break off to the 
left. 

The distressed aircraft will continue a visual 
approach to landing. The escort aircraft will 
parallel the final bearing course and maintain a 
position so as to be easily acquired and be 
rejoined by the distressed aircraft in the event of 
a bolter or waveoff.^ Unless otherwise directed, 
the escort aircraft will repeat the above pro- 
cedures until the distressed aircraft is recovered, 
and then continue normal procedures for his 
own recovery,. 



LOST COMMUNICATIONS DURING 
AN INSTRUMENT DEPARTURE 

If communications are lost during an instru- 
ment departure, the pilot should squawk modes 
I and III (7600). If under VFR conditions when 
communications are lost, the pilot should re- 
main VFR and return to the ship. 



ERLC 



120 

125 



( Iiupter7 C ARRIER AIR TRAFFIC CONTROL PROCEDURES 



In the event that TACAN DMh is lost as well 
as communications, and UHF ADF or TACAN 
azimuth is operable the pilot should Follow the 
following procedure 

Continue with prebriefed departure, utilize 
DR procedures to maintain the appropriate arc 
until reaching assigned departure radial. Proceed 
to approximately 50 miles (props/helo 30 
miles), reverse course, proceed inbound and 
entc" overhead holding in accordance with the 
ADF Approach Chart using the prebriered ex- 
pected final bearing for proper holding orienta- 
tion. Conserve, monitor auxiliary receiver, and 
be alert for join-up. If not joined by an escort 
aircraft, commence an ADF approach at EEAT.. 
Use prebriefed expected final bearing to deter- 
mine outbound and inbound tracks. 



EMERGENCY FOLLOWING 
NIGHT/IFR LAUNCH 

Should an aircraft have an emergency follow- 
ing a night/IFR departure and require an imme- 
diate landing, the departure controller should 
provide vectors until the final controller has 
acquired the aircraft on radar Every effort 
should be made to retain the aircraft on the 
departure frequency until it is safely aboard. 
Pri-Fly and the LSO must be advised imme- 
diately of the emergency and the control fre- 
quency. 

When feasible, aircraft with emergencies 
which do not require immediate recovery should 
continue the departure until cleared into the 
marshal pattern. 



CVA Procedures 

Jet and turboprop continue climb out on 
assigned departure radial to the assigned emer- 
gency altitude, unless a different altitude assign- 
ment from CATCC has been acknowledged, or 
until reaching 50 miles (props 30 miles). Com- 
mence nonstandard left hand holding between 
40-50 miles (props 25-30 miles); climbing or 
descending to emergency altitude if necessary.. 
After 30 minutes, proceed inbound to the 
distance prescribed for emergency marshal and 
arc in the shortest direction to emergency 
marshal. Continue holding to commence ap- 
proach at assigned BEAT. 



CVS Procedures 

Continue climbout to assigned emergency 
altitude and distance on the assigned departure 
radial unless a different altitude assignment by 
CATCC has been acknowledged, and enter hold- 
ing for a prebriefed time based on launch cycle. 
Then proceed to emergency marshal by climbing 
or descending in holding to emergency marshal 
altitude and arc in the shortest dire^ction to 
emergency marshal radial. Commence approach 
at assigned EEAT., 



BASIC PROCEDURES 

Controllers must be familiar with and alert for 
conditions and pilot actions which indicate 
communication or navigation failures. Basic con- 
trol procedures which may be performed, de- 
pending upon the situation, include the follow- 
ing: 

1. : Attempt to establish communications with 
and control of the aircraft. 

2. Vector the aircraft as appropriate. 

3. If unable to communicate with the aircraft 
in difficulty, attempt the following: 

a. Identify it on radar and maintain a 
track. 

b. Vector available aircraft to join up if 
practicable. 

c. Alert the CATCC watch officer and 
Pri-Fly., 

d. Broadcast instructions and essential in- 
formation in the blind. 



SAFETY 

The following section concerning safety is 
included in this chapter as this subject should be 
uppermost in the tliouglits of all hands due to 
the close association that controllers have with 
the vast amounts of electrical and electronic 
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equipment located within the CX^A control 
room. 

Safety is definitely one of the most important 
areas of responsibility with which supervisors 
must concern themselves. Recognizing the po- 
tentially hazardous conditions associated with 
electrical and electronic equipment, knowing 
how to prevent such conditions or what to do if 
confronted with them, and imparting this aware- 
ness to personnel for whom responsible, are 
major responsibiUties of all senior ACs. 

The safety program may necessarily be a 
general one; i.e., it must extend to every facet of 
an operation and apply equally at all levels. 
Safety is everyone's responsibility. Unsafe condi- 
tions must be reported to appropriate authority, 
other personnel must be warned when endang- 
ered, any injury or evidence of impaired health 
must be reported, and in the event of an 
emergency or some hazardous condition, reason- 
able caution must be exercised appropriate to 
the situation. 

One approach to the safety program may be 
to insure that personnel are aware of the hazards 
that exist and the precautions that must be 
taken or observed. For example: indoctrinate 
them that a 60-hertz alternating current passed 
through a man's body from hand to hand or 
from hand to foot, with gradually increasing 
current, causes a perceptible shock at one 
milliampere, voluntary control of muscles be- 
comes impossible at 10 milliamperes, and one- 
second or more at !00 rniliiamperes or over 
generally proves fatal. The following precautions 
should be observed: 

L Lock and tag switches open before anyone 
works on a circuit. 

2. Never bridge a fuse. 

3. Consider all circuits alive until proven 
otherwise. 

4. When someone is working on high-voltage 
equipment, make sure that another pereon is 
present that is capable of rendering assistance or 
first aid in an emergency. 

5. Do not energize equipment if there is 
evidence of water leakage. 

6. Make certain that all ground connections 
to electricai equipment are inspected and 
cleaned periodically and that they are not 
painted or greased. 



7. : If use of CO2 is necessary to extinguish an 
electrical fire, consider the danger of suffocation 
from prolonged exposure in confined spaces. 

8. Rope off and place danger signs in hazard- 
ous areas. 

Indoctrinate personnel that electromagnetic 
radiation, depending upon the intensity, can 
produce harmful biological effects in humans, 
cause spark ignition of volatile combustibles, or 
actuate electroexplosive devices contained in 
aircraft ordnance systems. The following precau- 
tions should be observed: 

1. Minimize the hazard by increasing the 
distance between the energy source and the item 
to be protected or by reducing the power output 
of the radiation at its source.: 

2. Park aircraft employing higli-power radar 
so that the beam is directed away from working 
areas, fueling operations, and ordnance loading. 

3. Post warning signs at the limits of hazard- 
ous areas subject to entry by personnel. 

Indoctrinate personnel that all solvents will 
dissolve the natural skin oils and may cause skin 
irritation or burns and they are toxic causing an 
inhalation hazard to exist. The following pre- 
cautions should be observed:; 

1., Avoid prolonged or frequently repeated 
contact with skin. 

2. Wear rubber gloves when using solvents. 

3. Work in a well-ventilated area or wear a 
protective mask. 



Indoctrinate personnel that carbon monoxide, 
a normal byproduct of all combustion engines, is 
a colorless, od 01 less, and tasteless gas which is 
extremely hazardous. When inhaled by an indi- 
vidual, it inactivates and absorbs the blood 
hemoglobin, which in a very short time causes 
unconsciousness and possibly death.- Never allow 
anyone to work on or around a combustion type 
engine such as power units of emergency gener- 
ator systems without adequate ventilation. 

The safety program may not lend itself to any 
well-defined system which should be followed 
and practiced in all situations but it must be 
brought to everyone's attention frequently as a 
reminder.. Any infraction of accepted safe proce- 
dure should be corrected and dealt with ac- 
corclingly.. 
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CHAPTER 8 

ADMINISTRATION 



There are many definitions of adn>inistration. 
Each one is probably perfectly valid and in- 
corporates the concept of getting things done 
througli planning, supervision, direction, and 
coordination of human activity. Using this con- 
cept as a basis, administration may be thouglU 
of as a means by which the ATC/OC division 
accomplishes its mission. 

The basic objective of administration is very 
broad; namely, effective management, its major 
operational objectives include the following: 

1. To obtain the best qualified people for the 
work to be done and to insure that the best use 
is made of their capacities in the organization. 

2. To establish policies and working condi- 
tions that will develop and maintain the best 
work interest, satisfaction, and performance. 

3. To assure value for value in expenditure of 
funds and quality of performance commensurate 
with cost. 

It is immediately apparent that administration 
is not a specialized field, but is a responsibility 
and function of every supervisor. 

When a supervisor is given a task, he first 
should determine the objectives of the task. He 
should then organize his personnel and material 
by assigning and coordinating s;un specific 
duties and functions as are necessary to reach 
the objective. Finally he should administer the 
organization by providing leadership, direction, 
coordination, and control to guide the organiza- 
tion toward the accomplishment of the objec- 
tive., Tliis would indicate, Ihen, that organization 
is the machinery of administration., 

ORGANIZATION 

Organization is the means by which manage- 
ment plans, directs, coordinates, and controls 
operations and activities. It is the division of 
work into logical groupings of functions and the 



establishment of channels of authority, com- 
munications, and control between the personnel 
assigned to the various functional groupings. 

Our fast moving world with its scientific and 
technological advances and the role of our 
nation in international affairs have thrust upon 
the United States tremendous responsibilities 
and challenges. The organization of the Depart- 
ment of Defense is the method by which the 
efforts of mUitary and civilian personnel are 
systematically coordinated to shoulder the re- 
sponsibilities and meet these challenges. 

Senior ACs deal not only with other divisions 
and departments within their own activity, but 
also with various commands and offices of the 
Department of the Navy. 

For a review of the organization of the DOD 
and Department of the Navy down through the 
operating forces level, refer to MiHtary Require- 
ments for Petty Officer 1 AC, NAVTRA 10057 
(Series). 



ACTIVITY ORGANIZATION 

The Chief of Naval Operations is responsible 
for the organization of shore activities under his 
command. He exercises this responsibility, in 
part, by providing organizational standards and 
guides. 

OPNAV Instruction 5451.55 (Series) estab- 
lishes policy, procedure, standards and termi- 
nology for aeronautical shore activities in the 
command line of the Chief of Naval Operations. 

The formal organization structure of an activ- 
ity is determined by the functions to be per- 
formed, the personnel available to perform 
them, available material resources, and the man- 
agement policies and philosophies of the man- 
agement command and higher levels of author- 
ity. 
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Lach activity will inanUain an organization 
manuaK in current status, in accordance witli the 
standard organization guide. This manual can l>e 
a valuable tool to smior AC^s in determining 
lilies of authority and responsibility, and tor 
assistance in indoctrinating new personnel. 

The lop level of organization is the activity 
commanding officer, variously titled Com- 
mander Commanding Officer, Officer in Charge, 
etc. The following nomenclature in descendhig 
order arc the components of naval air station 
organizatii^n at the lower levels: 

1. Department. 

2. Division. 

3. Branch. 

4. Section. 

5. Unit. 

6. Subunit. 

AC*s arc normally assigned to the Air Opera- 
tions Department of a naval air station. Figure 
8-1 is a structural ciiart of an Air Operations 
Department. 

A listing of the duties and services provided 
by the Operations Department and the various 
divisions that normally comprise it are listed to 
acquaint the AC with the relationship of all 
divisions. 



THE AIR OPERATIONS DEPARTMENT 

This department operates the airfield and 
provides services to support operations of the 
activity, tenant and transiting aircraft: provides 
fire fighting functions -both structural and fire 
and rescue: provides air traffic control; operates 
air terminal, schedules administrative and profi- 
ciency fliglits: repairs and maintains station 
ground electronic equipment: stores, maintains, 
and issues assigned ordnance and munitions: 
operates firing ranges (if separate Weapons De- 
partment is not established): performs organiza- 
tional maintenance on assigned aircraft and 
line-servicing functions for transiting aircraft; 
provides organizational (prepositional) mainte- 
nance support equipment and organizational 
maintenance facihties for supported activities 
where a separate Aircraft Maintenance Depart- 
ment is not established. 



Administrative Division 

This division provides administrative services 
to the department, including: Receipt and distri- 
bution of mail, procurement of office supplies 
and equipment: preparation of administrative 
and financial reports; civilian and enlisted per- 
sonnel action^., provides typing and stenographic 
services: maintains departmental files and finan- 
cial records; performs required administrative 
tasks related to technical training of department 
personnel. 

Air Traffic Control Division 

This division operates the surveillance and 
precision radar systems; operates the control 
tower and issues fliglu clearances: controls all 
phases of military flight operations within the 
vicinity of the activity: coordinates air traffic 
control matters. 



Flight Support Division 

Tliis division operates air terminal facilities; 
schedules administrative and proficiency flights- 
operates radar bomb-scoring equipment; oper- 
ates and maintains service craft; aerial target and 
gunnery ranges, and aircraft arresting gear: per- 
forms search and rescue services. 

Ground Electronics 
Maintenance Division 

This division inspects, repairs, and maintains 
ground elements of communications equipment, 
navigational aids, ground electronics, mobile 
communications, radar, and meteorological 
equipment. 

Operations Maintenance Division 

This division performs organizational mainte- 
nance for assigned aircraft and aircraft support 
equipment; performs line servicing functions for 
transient aircraft; provides nonorganizational 
(prepositioned) maintenance equipment and or- 
ganization maintenance facilities for tenant ac- 
tivities whenscparate'Aircraft Maintenance De- 
partment (AMD) is not established. 
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Figurt 8-1. -Structural chart of an Air Op«ratiom Dapartmtnt 
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Photographic Division 

This division provides photographic services, 
including aerial, ground, still/or motion picture 
photography; operates the photographic labora- 
tory; performs special photographic services in 
connection with air crashes, fires, investigations, 
and technical or service information. This func- 
tion may be deleted when a Fleet Photo Lab is 
available. 

Weapons Division 

This division initiates procurement of and 
receives stores: maintains and issues authorized 



ordnance, ammunition and explosives; operates 
small arms firing ranges. A separate Weapons 
Department is prescribed at aeronautical activi- 
ties where weapons functions meet the criteria 
set forth in OPNAV Instruction 5451.55 (Series). 



Weather Services Division 

This division collects, plots, analyzes, and 
disseminates weather data and provides local 
weather information and forecasts. Naval 
Weather Service Environmental Detachments are 
located at Naval Air Stations jLtxd other activities 
to provide specific local support service. They 
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are organized under Officen-in-Charge who 
report to designated FLEWEACEN/ 
FLEWEAFAC, and are composed of trained 
meteorological personnel. 

Aircraft/Structural Fire Fighting/ 
Fire and Rescue Division 

This division provides fire protection for the 
activity, including structural fire fighting and 
aircraft fire fighting, and rescue services; investi- 
gates causes of fires; conducts programs of fire 
prevention and fire safety; operates and main- 
tains the arresting gear when it is not feasible to 
assign this function to the Flight Support 
Division., 

Target/Bombing Range Division 

This division supervises, maintains, and oper- 
ates al! aerial targets and bombing ranges within 
the Activity Weapons Training complex; coordi- 
nates the use and assignment of the various 
ranges among Fleet units; prepares and dissemi- 
nates target/range operational data. 

Air Terminal Division 



aircraft maintenance. When an activity performs 
only limited organizational maintenance (i.e., 
line servicing), an Operations Maintenance 
Branch may be established under the Flight 
Support Division, in lieu of a separate division. 

A separate Weapons Department is prescribed 
at aeronautical activities where weapons func- 
tions meet the criteria set forth in OPNAV In- 
struction 5451.55 (Senes). 

Figure 8-2 is an example of an OC division 
organizational chart aboard ship. Although ship- 
board organization is not described in the 
Organization Guide, this chart indicates the 
chain of command applicable to AC's aboard 
ship at the division level. 

Every individual appointed as head of a 
component of organization (department, divi- 
sion, branch, section, etc.) is inherently responsi- 
ble for the effective and efficient performance 
of that portion of the activity's work assigned to 
his component. He is also responsible for com- 
pliance with applicable directives from higher 
authority; leadership, training, safety, and super- 
vision of subordinate personnel; and proper use, 
care, and custody of equipment, facilities, and 
materials provided. 



This division provides air traffic services re- 
quired for Military Airlift Command, logistic 
aircraft, and Commercial Airlines, including 
mail, passenger and cargo onload/:>ffload: mani- 
festing documentation and load planning; sche- 
dule coordination. 

Optional Functions 

At aeronautical shore activities, structural and 
aircraft fire fighting and rescue functions will be 
assigned to the Air Operations Department. 

An Air Terminal Division and/or Aerial Target 
and Range Division may be established whenever 
these functions, are a primary task of the 
activity.: 

An Operations Maintenance Division under 
the Air Operations Department should be estab- 
lished to perform organizational maintenance on 
all assigned aircraft and line servicing functions 
for transiting aircraft, A separate Aircraft Main- 
tenance Department may be established when an 
activity is authorized to perform intermediate 



ATC DIVISION FUNCTIONS 
AND RESPONSIBILITIES 

The ATC facility is composed of the person- 
nel and equipment used to provide aii traffic 
control services at a naval aviation shore facility. 

The ATC facility includes the personnel and 
equipment associated with the operation of the 
following: control tower, approach control, ra- 
dar, flight planning/approval, navigation aids, 
lighting, and other visual aids to landing. 

The officer and enlisted billet structure of the 
ATC facility is determined by CNO. Billet titles 
will depend on the ATC faciUty size, functional 
responsibilities, and configuration. 



BILLET DESCRIPTIONS 

TTie foDowing billet descriptions pertain to 
the administration and operation of the ATC 
facility. 
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Figure 8-2.-OC division organization. 



ATC Facility Officer 

Tlic ATC facility otTicer is assigned by the 
Chief of Naval Personnel to the air operations 
department as the ATC division officer. He must 
be a graduate of the formal Air Traffic Control 
Officer (ATCO) or GCA controllers' course and 
possess a minimum qualification of basic FAA 
certification (AC Form 8060-37, Airman written 
examination report). Fiis responsibilities include 
the following:, 

1. : Administration and operation of the ATC 
facility. 

2. Insuring the proper coordination and con- 
trol of the movement of all air traffic wiihin the 
ATC facility area of control. 

3. Liaison with NAVRIiPS FAA represen- 
tatives, local base officials, and representatives 
of other agencies, commands or services on air 
traffic control and airspace matters. 

4. Establishment of standard operating proce- 
dures for tlie activity in accordaiK*e with applica- 
ble military directives and FAA rules and regula- 
tions pertaining to air traffic control. 

5. Represent tlie commanding officer in the 
investigation of accidents and infractions of 
regulations with which the ATC facility is 
concerned. 



6. Determine the operational acceptability of 
all ATC electronic and communication equip- 
ment and coordinate through the ground elec- 
tronics maintenance officer the maintenance 
support necessary to assure continuous opera- 
tion.. 

7. Insure training, supervi:»ion and assignment 
of all ATC personnel including ATC facility 
duty officers. 

8. Determine the qualification of all ATC 
personnel and recommend qualification/ 
certification to the commanding officer/FAA as 
appropriate. 

Assistant ATC Facility Officer 

The assistant ATC facility officer will be 
assigned to the station air operations department 
as part of the ATC division to assist the ATC 
facility officer in the coordination and control 
of the movement of all air traffic. He is the next 
senior officer of the ATC facility who is a 
graduate of the ATCO or GCA controllers' 
course, and as a minimum qualification must 
have a basic FAA certification. This normally 
will be a concurrent assignment to one of the 
branch officers. His responsibilities include the 
following: 
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1. Training and supervision of ATC personnel 
to insure standardization of ATC operations. 

2. Supervision of all administrative matters 
pertaining to the ATC ratility. 

3. Act as the ATC facility officer in his 
absence. 

ATC Facility Duty Officer 

An ATC facility duty officer must be avail- 
able at all times the facility is in operation. He 
must be a graduate of the ATCO or GCA 
controller's course, possess the minimum qualifi- 
cation of basic FAA certification, and will be 
designated as ijualificd by the ».ommanding 
ofiicer bxA^d on the recommendation of the 
ATC facility offirer The ATC facility duty 
ofliccr must he on duty at the facility whenever 
operations are being conducted during instru- 
ment conditions prescribed for that facility.: If 
not directly monitoring instrument operations, 
he must be available to all operating positions 
througli a direct inter-communication system. 
The duty officer must be available to man the 
ATC facility within 15 minutes after being 
alerted of pending operations under instrument 
conditions. His duties while on watch include; 

1. Responsibility for the overall operation of 
the ATC facility. 

2. Active supervision of personnel on watch, 
including military and administrative matters. 

3. Keeping cognizant parties informed of all 
emergencies and unusual situations concerning 
the control of aircraft. 

4. Consulting with the operations duty offi- 
cer to provide technical assistance in flight 
clearance and ATC procedures. 



Flight Pbnning/ Approval Branch Officer 

The night planning/approval branch officer 
will assist the ATC facility officer in all matters 
pertaining to flight planning and approval. His 
responsibilities include the following: 

1. Training and supervision of assigned per- 
sonnel. 

2. Procurement and maintenance of required 
publications, charts and supplies. 

3. Maintenance of flight planning facilities. 
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Flight Planning/ Approval Supervisor 

The flight planning/approval supervisor is 
responsible to the ATC facility duty officer for 
supervising the performance of personnel stand- 
ing duty in the flight planning/approval branch 
of the air traffic control facility. His responsi- 
bilities include the following; 

1. Assisting the operations duty officer in 
carrying out flight plan approval functions and 
providing technical knowledge when required. 

2. Supervising the posting and dissemination 
of NOTAMs. 

3. Insuring that adequate aeronautical charts, 
publications and flight planning materials arc 
available to aircrews. 

4. Assisting air crews in the planning and 
proper filing of flight plans. 

5. Supervision of the processing and trans- 
mitting of flight plans. 

Base Operations Di^atcher 

Duties of the base operations dispatcher 
include: 

1. Receiving, processing, posting and trans- 
mitting of flight plans. 

2. Coordination with other air traffic control 
agencies and flight service stations regarding 
flight plans and air traffic control clearances. 

3. Assisting the operations duty officer re- 
garding the handling of incoming and outgoing 
communications, aircraft flight guard and initiat- 
ing overdue actions. 



Control Tower Branch Officer 

The control tower branch officer must be a 
graduate of the ATCO or GCA controllers* 
course and possess a minimum qualification of 
basic FAA certification. His responsibilities in- 
clude the following: 

1. Assisting the ATC facility officer in all 
matters pertaining to operation of the control 
tower. 

2. Coordinating and controlling of the move- 
ment of air traffic in the airport traffic area and 
on the airport. 

3. Training, proficiency and supervision of 
control tower personnel. 
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4. Accepting of control tower and coninuini- 
cations equipment tor operational use. 

5., Recommending i]ualiried tower personnel 
tor certification. 

Local Controller 

The duties of the local controller are: 

1. : Maintaining continual surveillance of the 
control ^one, airport traffic area and movement 
aa'a, 

2. Formulating and issuing clearances and 
control instructions to provide separation be- 
tween aircraft and between aircraft and vehicles 
o|XTating under the jurisdiction of the tower. 

3. I.ffecting coordination with appropriate 
positions of operation and other facilities. 

4. Providing tliglit assistance service to air- 
craft. 

5. Operating airport lighting systems and 
visual aids to landing. 

6. Notifying cognizant SAR agencies and 
crash equipment operators of aircraft in distress. 

Ground Controller 

Tlie duties of ground controller are; 

I. hxercising general surveillance of the air- 
port movement area.. 

1 Formulating and is!*uing ground movement 
clearances to aircraft and vehicles operating on 
the airport. 

3, Transmitting current weather and field 
conditions to departing aircraft as required by 
FAA Handbook 7110.8. 

4. Operating dirc tion finding (DF) equip- 
ment when assigned. 

5, Obtaining, issuing, posting and/or relaying 
air traffic control clearances or advisories wlKm 
a*quin.*d., 

6. Operating the clearance delivery position 
when required.. 

Flight Data Position 

The duties of the controller operating the 
flight data position are; 

1. Performing landline functions. 

2. Posting and relaying aircraft movement 
information. 

3. Operating navigational aid monitors. 
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4. Maintaining logs and accords. 

5. Operating alarm systems. 

6. Coordinating aircraft movement informa- 
tion with associated facilities and agencies. 

Coordinator 

Tlie duties of the coordinator are: 

1. Coordinating with the terminal radar facil- 
ity on arrival sequencing and departure release., 

2. ( bordinating and dia'Ctiiig the activities of 
designated positions of operation. 

Radar Branch Officer 

Tlie radar branch officer must be a graduate 
of the ATCO or CCA controller's course and 
possess a minimum qualification of basic FAA 
certification. His responsibilities include the 
following: 

L Assisting the ATC facility officer in all 
matters pertaining to radar air traffic control. 

2. Training, proficiency and supervision of 
ATC personnel engaged in radar control of air 
traffic to ensure standardization and safety of 
ATC operations. 

3. Coordinating and controlling of air traffic 
under radar control. 

4. Accepting of radar and communications 
equipment for operational use. 

5. Recommending qualified radar control 
personnel for certification. 

Watch Supervisor 

Hach ATC Facility will have a watch super- 
visor on duty at the facility at all times the 
facility is in operation. He will normally be the 
senior enlisted (or civilian, where appropriate) 
air traffic controller on duty. He shall be 
qualified in all positions of the facility and be 
specifically designated by the commanding offi- 
cer. His duties while on watch include the 
following:. 

1.. Responsibility for the overall efficiency of 
the air traffic control services provided by the 
facility.: 

2. Directly monitor or operate the position 
involved with the most critical or complex air 
traffic control situation. 
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3, Supervision of all in-ratc and OJT of 
assigned personnel. 

4, Provide technical assistance to the ATC 
Facility Duty Officer upon re<|uest 

Approach Controller 

The Approach C ontroller siiail possess a Facil- 
ity Rating. His genera! duties, in addition to 
such supplementary duties as may be assigned, 
aa* as follows: 

Coordinate and control the movement of 
all instiumcnl traffic within the ATC Facility 
area of rcspi)nsibility., 

2. Issue air traffic control clearances and 
advisor> information to aircraft under approach 
Control jurisdiction. 

3. When radar approach control is utilized, 
maintain radar surveillance of assigned area and 
provide radar assistance to air traffic as required, 

4. Determine the interval to be used between 
successive approaches, taking into consideration 
all aspects of tlie air tralTic control situation, 
including weather, runway in use. reliability of 
navaids and other approach aids, reliability and 
adequacy of communications, types of aircraft 
under control, runway acceptance rate, and any 
other factors which may affect operations. 

5. Provide assistance and priority of services 
to aircraft in emergency situations. 

6. Utilize any or all other operating positions 
necessary to assist in the control of air traffic. 



Assistant Approach Controller 

in order to provide the maximum flexibility 
of operations, the ATC Facility Officer is 
authorized to modify the duties of this position 
as the local situations dictate.. His general duties 
are as follows: 

l< Assist the' Approach Controller in the 
control and coordination of instrument air 
traffic within the ATC facility area of responsi- 
bility. 

2. Collect and post flight data for the Ap- 
proach Controller., 

3. Assist the other positions of operation in 
the facility as required. 



Surveillance Controller 

Where required, this position may be divided 
into arrival controller and departure controller 
positions. His general duties are as follows: 

1, Accept control of aircraft from the ap- 
proach control and assume responsibility for the 
proper identification, control, and separation of 
the aircraft until they have reached surveillance 
minimums or control responsibilities arc trans- 
ferred to the final controller or another facility 
as applicable, 

2. Provide radar vectors to arriving and de- 
parting aircTafi to insure safe and expeditious 
movement of air traffic. 

3, When required: monitor instrument ap- 
proachc^s made on other facility navaids and 
advise pilots of deviation from normal approach 
paths. 

4. Provide radar assistance to aircraft in 
emergency situations. 

Final Controller 

His general duties are as follows: 

1, Provide range, azimuth, and elevation data 
to assist the pilot in low visibility approach to 
the instrumcmt runway in use. 

2. When required, monitor approaches made 
on other facility navaids to runways served with 
precision radar and advise pilots of any deviation 
from normal approach paths, 

NOTL:, Personnel performing controller func- 
tions, except for controllers in training, must be 
facility rated and/or qualified for the assigned 
position of operation and function. 

In addition, radar controllers (including radar 
approach control) must be graduates of the GCA 
Controller's Course. 

Flight Data Position 

Tlie duties of the controller operating the 
fliglit data position are as follows:. 

1. Receiving and relaying aircraft movement 
information through various communications 
media. 

2. Preparing fliglit progress strips and trans- 
ferring these strips to the proper position of 
operation.. 
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Coordinator 

TTic duties of coordinator are as follows: 

1. Coordinating and nrgulating the flow of 
traffic between operating positions of the facil- 
ity, 

2. Coordinating with the control tower on 
arrival sequencing and departure aMease, 

3. Coordinating and directing the activities of 
designatv'J positions of operation in radar ap* 
proach control. 

THE NAVY DIRECTIVES SYSTEM 

The Navy Directives System, which provides a 
uniform plan for issuing and maintaining direc* 
tivcs, was placed in effect 1 July 1*^52. The basic 
system has been retained since that date: how- 
ever, improved procedures to increase its useful- 
ness have been incorporated. 

When directed by the Chief of Naval 
Operations or the Chief of the cognizant bureau 
or systems command, commands in the 
operating forces and activities in the Shore 
Establishment will install the system following 
the standards set forth in SF.CNAV Instruction 
5215.1 (Scries), the Navy Directives System. 
The most ^gnificant benefits derived from this 
System are as follows: 

1. The Navy-wide uie enables each activity 
which receives directives to: 

a. Effectively group the directives on any 
speciric subject and relate directives on the same 
subject with other materials. 

b. Have an easy method for filing direc- 
tives and describing them as references. 

c. Differentiate between directives of a 
continuing nature and those of brief duration.: 

d. Obtain copies of instructions to rep'u'c 
lost or damaged copies, or obtain complete sets 
of instructions upon reactivation or commission* 
ing. 

e. Dett. line periodically by use of check- 
lists the current status and the completeness of 
its set of directives. 

f. Determine by the use of subject indexes 
what directWes are in effect on a subject. 

2. Each naval activity which issues directives 
is able to: 

a. Reduce the number of directives in 
effect by systematically consolidating instruc- 



tions which cover the same subject, by eliminat- 
ing instructions which duplicate, overlap, or 
conflict, and by promptly canceling obsolete 
directives, 

b. Improve the adequacy and coverage of 
instructions and identify gaps in policy and 
procedures so that directives can be issued to 
cover necessary subjects. 

c. Eliminate duplicate writing, printing, 
and distributing operations, 

d. Insure that recipients are sent only 
those directives which pertain to their opera- 
tions. 

e. Improve general administration by using 
a urn form system which includes refercnce aids 
for recipients of directives. 



Directive 

A directive is an Instruction or Notice that 
prescnbes or establishes policy « organization, 
conduct, methods* or procedures: requires ac- 
tion or sets forth information essential to the 
effective administration or operation of activi- 
ties concerned; or contains authority or informa- 
tion that must be promulgated formally. 

Instruction 

An instruction is a dia^ctivc containing au- 
thority or information having continuing refer- 
ence value or requiring continuing action. It 
remains in effect until superseded or otherwise 
canceled by the originator or higher authority. 

Notice 

A Notice is a directive of a one-time or brief 
nature with self-canceling provision that has the 
same force and effect as an instruction. Usually 
it remains in effect for less than 6 months, but is 
not permitted to remain in effect for longer than 
1 year. 

Alphabetical Subject Indexes 

The Navy Directives System, Consolidated 
Subject Index, consisting of unclassified instiaic- 
tions originating in various bureaus and offices 
and promulgated by the Navy Publications and 
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Printing Service, is issued on 30 June. (Quarterly 
supplements are also issued.) This Index is to 
assist addressees in identifying departmentally 
originated instructions on any desired subject. 
Each current edition provides an alphabetical 
guide to tlie subject matter of all unclassified 
instructions by components of the Navy Depart- 
ment. 

Directives issued by components of the Navy 
Department are addressed to many different 
distribution lists. Therefore, no specific activity 
receives all the instructions included in this 
Index. However, since originators determine 
distribution on a need-to-know basis, each activ- 
ity receives or should receive instructions on 
subjects with which it is concerned. An activity 
may determine whether it is an addressee on a 
particular instruction by referring to the current 
Navy Directives System, Consolidated Check 
List. 

Numerical Checklists 

Tlie Consolidated Check List is prepared 
annually on 30 June and should be retained for 
use in conjunction with subsequent quarterly 
supplements. These numerical checklists are 
issued to only those units and facilities listed in 
Part I and Part 2 of the Standard Navy Distribu- 
tion List (SNDL) in checking their master sets of 
instructions. Checklists cannot be used by activ- 
ities not on the SNDL and cannot be used by 
activities not maintaining the master set of 
directive binders for the cognizant command. 

Standard Navy Distribution List 

The Standard Navy Distribution List is pub- 
lished to provide for the proper addressing and 
distribution of mail to all activities of the Naval 
Establishment, and to provide a condensed 
procedure for permitting circular distribution of 
correspondence.. 

The Standard Navy Distribution List is pub- 
lished in two parts. Part 1 is a Confidential, 
nonregistered publication entitled Standard 
Navy Distribution List (Operating Forces of the 
Navy and Unified Commands). Part 2 of the 
SNDL contains the Catalog of Naval Shore 
Activities. This part (nonregistered and unclassi- 
fied) contains the official list of shore activities 
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of the Naval Establishment. The term **shore 
activities of the Naval Establishment" includes 
activities of the Shore Establishment and shore 
activities assigned to the Operating Forces. 



FILING AND DISPO- 
SITION OF RECORDS 

The main objective of any filing system is to 
insure ready location of any correspondence 
with a minimum amount of effort and loss of 
time. As a leading petty officer of an ATC/OC 
division, the ACl or Chief may be responsible 
for establishing and/or maintaining an adequate 
filing system for the division. 

Details of file arrangement within any activity 
depend upon the mission of the activity and on 
the volume of official correspondence generated 
or received.: There is no limit to the possible 
expansion under the Navy subject classification 
system, yet the system is equally adaptable to 
the needs of small offices. Files of the compon- 
ents of the Navy Department, for instance, 
occupy hundreds of cabinets; those of a division 
office may bo kept in one or two cabinets. Yet 
the same general headings are used for both. The 
difference lies in the number of subdivisions 
under each major group.. 

Navy Filing System 

The Navy filing system (used by the entire 
Navy) is the Standard Subject Classification 
System for the filing of records, correspondence, 
and other documents. This system is set forth in 
SECNAV Instruction 521 1.3 (Series). 

The standard subject classification numbers 
(outlined in SECNAV Instruction 5211.3 (Series)) 
used in the Navy for filing all correspondence 
and directives consist of 13 major subject 
groups. Each of these major subject groups is 
designated by a 4- or 5-digit numeric code.. 
These major subject groups are as follows:, 

1000 Series . , . . Military Personnel 
2000 Series . . . Communications 
3000 Series Operations and Readi- 
ness 

4000 Series . . .: , . Logistics 

5000 Series . . . .. .: General Administration 

and Management 
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6000 Series . 
7000 Series . 
8000 Series . 
9000 Series . 

10000 Series 
11000 Series, 

1 2000 Series . 
13000 Series . 



. . Medicine and Surgery 
... . Financial Management 
.: . Ordnance Material 
. . Ships Design and Ships 

Material 
. . General Material 
. . Facilities and Activ- 
ities Ashore 
. . Civilian Personnel 
. .: Aeronautical Material 



Small activities may adapt this system to their 
needs by preparing file folders for a minimum 
number of major subjects and arranging material 
within these folders according to the classifica- 
tion number assigned. Files may be expanded by 
adding more file folders as required.: Tlie file 
numbers originally assigned to the records re- 
main pertinent and need not be changed.. This 
makes expansion logical and easy. Large activi- 
ties may adapt this filing system to their needs 
by preparing folders not only for the major 
subject groups but also for the primary and 
secondary groups. 

The 13 major subject groups are subdivided 
into primary, secondary, and sometimes tertiary 
breakdowns. Primary subjects are designated by 
the last three digits of the major subject group 
numeric code. For example, the major subject of 
General Administration and Management, coded 
5000, is subdivided into primary groups as 
follows; 

5000 .: . , General Administration and 

Management 
5200 .: . . .. .: Management Improvement 
5300, . ... Personnel 

5400 , . . Organization, Function, Status, 
etc. 

Primary subjects are subdivided into second- 
ary subjects by the last two digits of the numeric 
code. Tertiary breaks are indicated by the final 
digit. For example: 

5200 Management Improvement 
5210 Office Methods and Records 
Management 

521 1 Files and Records Systems 
Additional information pertaining to classify- 
ing and filing correspondence and other docu- 
ments by subjects may be found in SECNAV 
Instruction 5211.3 (Series). 



Establishment and 
Maintenance of Files 

The following are factors contributing to the 
establishment of an efficient filing system:, 
lo Organization of a correct system. 

2. Setting up correct file subjects in folders. 

3. Correct classification of all incoming and 
outgoing correspondence., 

4. Modification of the system as required.: 

5.. Thorougli indoctrination of personnel 
maintaining the file.. 

With a filing system correctly established, it is 
possible for anyone with a general knowledge of 
the Navy filing system to locate a particular 
piece of correspondence speedily and conven- 
iently.; 

Filing equipment will vary depending upon 
need^ of the division. Some of the most com- 
mon are visible files and file drawer cabinets. 
The visible files are those in which cards, sheets, 
or strips of paper are arranged so that the 
margins can all be seen at one. These are 
frequently used to file AC data cards, for 
instance. The file drawer cabinet is used exten- 
sively for general filing purposes. It uses stand- 
ard size filing folders with tabs for printing 
subject classification numbers to provide for 
visual sighting and easy location. (See fig. 8-3.) 

How important are the records of the divi- 
sion's files? Important enough that Congress 
has passed laws governing their disposition and 
fixing penalties for their unauthorized 
destniction., 

Though sometimes monotonous, all tai ^ 
connected with files, including their disposition, 
must be taken seriously. Decisions whether to 
save or not to save cannot be avoided by simply 
saving everything. Sooner or later, filing cabinets 
become overfull and something has to be done.. 
The key to the filing is to be able to tell what 
should be held in the files and for how long, and 
what should, or must, be destroyed or trans- 
ferred for preservation. 

Basic Government legislation covering records 
disposal defines Government records essentially 
as follows: All documentary material, including 
books, papers, maps, and photographs, made or 
received by an agency of the U.S. Government 
in connection with the transaction of public 
business and appropriate for preservation. 
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Navy Regulations defines Navy records as 
•*Copies of all official correspondence sent and 
the originals of all official correspondence re- 
ceived, and such other correspondence as will or 
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ipay become the subject of future reference or 
action," Additionally, official correspondence is 
defined as "All recorded communications sent 
or received by a person in the Naval Establish- 
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ment in the execution of the duties of his 
office." Nonrecord material, then, may be de- 
fined as any material which serves no docu- 
mentary or record purpose or, in other words, it 
is material that just is not worth keeping except 
for a limited time. 

It is quite possible that very little of the 
material in the division office files would be 
classified as official records. It is not always 
possible to draw a distinct line between record 
and nonrecord material and apply a hard and 
fast rule,: The disposition of the majority of 
records that the ATC/OC division would keep 
aa* referenced in official instructions. 

The following is a partial listing of logs and 
records common to air traffic control. The 
complete Navy system of records disposal is 
found in SECNAV Instruction 5212.5 (Series), 

1. : Traffic control records relating to the 
internal control of air and space traffic and 
records relating to the supervision of clearance 
and other traffic control records -retain for 6 
months. 

2. Operations logs accumulated by the oper- 
ations department of fiight activities including 
control tower records retain for 6 months. 

3. : Daily flight logs of visiting aircraft- retain 
for 6 months after date of last entry or after log 
is filled. 

4.. Aircraft clearance and arrival reports (pro- 
gress strips) retain for 3 months. 

5. : Fliglit plans {DD-175) and weather forms 
{DD-175-1) -retain for 3 months. fOPNAV 
3710.7 (Series).) 

6. Completed flight schedules retain for 3 
months. 

NOTE: By agreement between FAA and 
DOD, military flight plans filed directly with 
FAA FSS's will be retained by them for 15 days 
and then forwarded to the home station indi- 
cated on the flight plan. Flight plans forwarded 
to naval shore installations by FSS's are retained 
in the operation department files for a period of 
3 months after which they may be destroyed. 

6. Correspondence, copies of reports, and 
other records relating to the internal operation 
and administration of air and space traffic - 
retain for 2 years. 

1. Weight and balance clearance form 
(DI>365F)~retain originals 3 months. 



These records are considered temporary and 
should be destroyed after the prescribed reten- 
tion period. 

There are two ways that records which have 
outlived their current value may be disposed of: 
(1) local destruction, or (2) transfer for later 
destruction or, if records are permanent, for 
preservation. To insure that handling of records 
is consistent and is not left to chance one officer 
is usually assigned the duty of coordinating all 
records disposal aboard an activity, either ship 
or station. Tliis officer would then take charge 
of the physical disposition of all official records 
that have been designated for either transfer or 
destruction. Most unclassified material in the 
division files would not require transfer but is of 
the type that may be destroyed in the office. 
Classified items must be destroyed by burning in 
accordance with current security regulations. At 
sea, unclassified records as well as those classi- 
fied should be burned. 

The General Services Administration :s re- 
sponsible for general procedures, both for dis- 
posal of Federal Government records and for 
reproduction of them. Seventeen Federal Rec- 
ords Centers have been established at locations 
conveniently accessible to the various districts 
and ocean areas. The Administration Office, 
Navy Department, is the Navy's liaison with 
Federal Records Centers. 

PERSONNEL TRAINING 

The object of a training program is to increase 
the usefulness of an individual to the organiza- 
tion and to provide a climate and career incen- 
tives that will retain higli caliber personnel. The 
many complex functions of controlling aircraft 
operations may be successfully accomplished 
only by integrated action of several individuals 
working together as a team. With these two facts 
in mind, it would be safe to say that training 
programs must provide for both individual and 
group training. 

In this section it is intended to present some 
of the administrative aspects of the division 
training program: i.e., scheduling, recording ac- 
complished training, and reporting to higher 
authority. 
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First, the ship or stalion will have i graining 
program in effect as directed by higlier author- 
ity It normally consists of nonprofessional 
subject matter: that is to say. subject matter 
such as military duties and responsibilities or 
moral attributes not technically required within 
the AC rating. Tlie Kducational Services Officer, 
through the chain of command, will normally 
instruct the division training petty officer con- 
cerning subject material and required application 
to division personnel. 

The training petty officer will normally estab- 
lish and maintain the training program from the 
professional standpoint, for the division. The 
desired effect is to increase the individual's value 
^o the division and retain high caliber personnel. 
Therefore, training must be directed toward 
qualifying air traffic controllers to maintain the 
desired level of controller personnel and to help 
individuals qualify and advance as rapidly as 
time requirements and their willingness and 
ability to accept more responsibility will allow. 

It is obvious that one man working alone 
cannot set up and execute an entire training 
program.. Tlie training PO, therefore, must select 
instructors from within the division to assist 
him. The ideal situation would be to have several 
qualified instructors in each watch section to 
maintain the formal instruction situation. How- 
ever, the ideal never seems to exist.. This places 
another large requirement upon the training PO. 
He must locate and train, if necessary, qualified 
instructors. This might be considered the most 
important link in the chain of events over which 
the training PO has control. If the instructors are 
not interested, motivated, and well trained, 
chances are that the subject material will not 
reach the trainee because of one of various 
possible reasons.. Therefore, the time spent in 
that particular training situation may be wasted, 
or if there is a complete lack of interest or 
necessity for the material concerned, the instruc- 
tor may ''gundeck" the local record with a net 
result of production of useless paperwork. This 
may not be apparent immediately, but it usually 
stands out when evaluated in terms of the 
following questions' 

1.. How many personnel made rates last time? 

2. How smooth is the operation of the local 
facility when the weather is bad and traffic 
heavy? 



3. Wliat is the general attitude or morale of 
the division personnel? 

Some of the problems the training PO must 
consider when compiling a training schedule are 
availability of people, an appropriate place 
where formal training can be accomplished, and 
the applicability to the various rates. 

The schedule must be flexible since most 
ATC/OC personnel are watch standers with 
variable working hours. If at all possible, the 
training should be conducted during the watch 
when traffic will permit.- There will be times, 
however, when wafch standers will be required 
to attend training sessions even though they are 
off duty. Tlie schedule should be simply stated 
and easy to follow.. The general scheduled times 
for training will depend almost entirely upon the 
type of watch bill the division is working. The 
actual time of training is usually left to the 
discretion of the section leader within a specific 
time frame to allow optimum management 
practice. 

Most facilities have a ready room available for 
formal training purpose use. If such a room is 
not readily available, then the training PO will 
have to make other arrangements for appro- 
priate space. This may not seem very important;' 
however, it has been proven over and over that 
the trainee will learn faster and retain more if 
the physical environment provides reasonable 
trainee comfort. If it is necessary to schedule 
and conduct training, then it should be neces- 
sary to consider every poMble asset to effective 
presentation of the program. 

The basis for applicability of each part of the 
training program to the various ratings should be 
the Record of Practical Factors, NAVPERS 1414/1 
(AC). Few people realize the importance of 
practical factors to the individual. The basic 
decision factors for what will be taught in the 
service schools, what will be published in the 
Rate Training Manuals such as this one, and 
what will be covered by the fieetwide rating 
exams are covered in the Record of Practical 
Factors. If, then, the 1414/1 (AC) is thoroughly 
reviewed and used as a basis for determining the 
subjects to be taught in a formal training 
program, it would be logical that a trainee could 
receive considerable assistance in advancement 
and increase his value to the Navy by undergoing 
such training. 
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Keeping records of training is necessary as a 
reference for each individual concerned and for 
preparing reports of training accomplished. A 
training report for the division is accomplished 
in accordance with local directives, so that it 
blends into a department training report.; A 
department training officer should be available 
for assistance with this report if needed. Various 
forms have been devised for recording training 
with'n a division; however, some use no form 
but merely handwritten reports. Figure 8-4 is an 
example of one facility's form for recording 
training within the section to suDmit to the 
training PO and reference for recording training 
received on an individual's training record.: A 
record of training for each individual should be 
kept in the division files. One handy and 
personal way to accomplish this is to keep a 
folder for each man for record purposes and 
personal use. This individual training record 
should contain a record of practical factors, a 
record of all formal training received, and other 
local qualifications such as designation of PAR 
IFR controller. Figure 8-5 is an example of an 
individual training folder and contents.. This 
type recordkeeping allows the training PO to 
hand over the folder to the individual upon 
transfer so that he can show it to the new 
training PO at the next duty station and 
continue the process indefinitely,: 

Job Rotation 

The practice of rotating men though the 
various phases of their rating is recognized as 
beneficial to the men and hence the Navy, A 
plan of rotation may be worked out covering 
several months by each section. The rotation 
schedule should show relief of mess cooks and 
compartment cleaners where necessary, Tliis 
advance notice of such assignment and knowl- 
edge of what he will do when he returns to the 
division may help combat the feeling of many 
young men that they have been abandoned or 
eliminate the common belief that it is punish- 
ment for the individual concerned. By use of a 
rotation schedule the training PO can help the 
individual progress in knowledge and application 
of his acquired knowledge as he advances. 
Additionally, with periodic rotation, an indi- 
vidual is presented with challenges of new jobs 




and phases of the rating, and he is less likely to 
become disinterested and dissatisfied with his 
job and consequently the Navy. 

Testing 

The overall effectiveness of a training program 
will be indicated by the proficiency with which 
trainees perform tlieir various tasks, by the 
demonstration of their understanding of the 
subject matter, and by the results returned from 
the rating exams. However, testing should not be 
overlooked as an important teaching tool and as 
a short term evaluation of the program progres- 
ses. 

The most difficult thing about testing is the 
job of compiling a test containing valid and 
thought-provoking questions. Since this job 
must be performed by the instructor, it may be 
one of the reasons that this method of teaching 
and evaluating is overlooked in many instances. 
A well-prepared test can generate lively discus- 
sion, instill a competitive spirit in the trainees, 
and provide them with a sense of accomplish- 
ment if they do well or an indication of areas 
where additional study is needed if they do 
poorly, 

RESOURCES MANAGEMENT 

Resources management systems are a series of 
systems designed to promote better management 
throughout the DOD by providing managers 
with improved means of obtaining and control- 
ling resources required to accomplish missions. 

Within the Department of the Navy, planning 
and programing are major functions of the 
Office of CNO and Headquarters, U.S.M.C, It is 
througli the proper execution of these functions 
that the effort of the entire Navy Department is 
initially guided and subsequently controlled. 

Navy programs are in general developed along 
a well ordered and clearly defined pattern., 
Requirements are identified, validated, and plan- 
ned; plans are translated into programs; and 
programs are translated into budget requests 
which, upon approval, provide the dollars to 
produce the men, equipment, and facilities 
needed to satisfy requirements. 

Budgeting is usually decentralized at large 
activities; that is, those composed of a number 
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of departments. At such an activity, the com- 
manding officer normally issues a budget call for 
the vanous activity components to develop their 
operating budget estimates and supporting data. 
In the budget call he communicates policy 
decisions, assumptions, and instructions based 
on guidance he has received througli command 
channels, together with his projection of local 
program and workload objectives. 

In preparing his budget, each department head 
translates the planning information into appro- 
priate budget elements for each division or 
function under his management. He then assigns 
a realistic dollar estimate to each with the total 
representing his department's estimate. Com- 
pleted departmental estimates an.* usually for- 
warded first to the activity comptroller for 
analysis and review by his staff. The comptroller 
then presents them to the commanding officer 
apd offers such recommendations as he con- 
siders necessary,: Senior ACs may be called upon 
to furnish a realistic estimate of division needs 
which the department will use in formulating 
the departmental estimate. 

The operating budget prepared by the activity 
sets forth the annua! plan of operations. It is the 
commanding officer's estimate of the total 
resources required throughout the year for 
performance of the activity's mission. The bud- 
get as approved by proper authority sets forth 
the actual resources available, and it is against 
these amounts that performance and expendi- 
tures are evaluated. 

Operating target amounts will be approved by 
tlie commanding officer and allocated to indi- 
vidual departments.. These amounts should not 
be exceeded by the target holders unless proper 
authorization has been made by the command- 
ing officer,: 

Fund authorizations are administratively con- 
trolled through the issuance of job orders. All 
labor and materials charges are identified by job 
order. The job order is the means by which 
expenditures are accumulated for cost analysis 
and for charge to the proper appropriation.. 
Current accounting directives require that the 
cost of military labor be included in the budget 
estimates and execution. 

Budget holders are required to make a month- 
ly report of military services. Therefore, some 
method of timekeeping must be implemented 
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locally to allow accumulation of the figures 
necessary for the report. One such method used 
frequently is the exception method; that is, only 
the exception to normal is reported. The basic 
premise for such a system is that a predeter- 
mined normal job order number is assigned to 
military labor, timekeeping is accomplished 
daily, and a weekly report of exception data is 
made. 

Each department should designate timekeep- 
ers and coordinators as necessary for accurate 
daily recording. The coordinator would be the 
division level petty officer assigned this task. 
The normal would be a 40-hour week. The 
coordinator would record absences of 1 hour or 
more, including TAD, leave, etc, and report 
them as an exception. Then the department 
could, with the curunt hourly rate of pay, 
compute the cost of military services, compare 
the actual cost against the approved budget, and 
use current data for future estimates. 

Collateral Equipment Requirements 

Collateral equipment in this section refers to 
furniture, furnishings, appliances, and equip- 
ment which an ATC division makes use of in the 
assigned working spaces. Senior AC's must 
necessarily concern themselves with the required 
amount and condition of collateral equipment 
used by their division. Availability and good 
condition of proper furniture and equipment are 
factors contributing to proper attitude and 
morale of junior personnel. 

As stated previously, funds are requested 
based on future needs and requirements. Each 
station has local instructions which outline 
procedures for submitting requirements for col- 
lateral equipment, Tliis is accomplished at the 
department level to the station comptroller at 
various times during the fiscal year. Senior AC's 
are in a position to recognize the need for future 
requirements and replacement of aging equip- 
ment. These needs must be made known to the 
division officer for coordination with the depart- 
ment head so that the requirements can be 
included in the latter^ report of equipment 
requirements. Again, conditions change due to 
the period of time between request and receipt 
of funds: hence requirements may not always be 
filled as planned. These requirements are not 
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automatically carried over into the next report- 
ing period but must be restated. 

The comptroller's office maintains records on 
all accountable equipment aboaru an air station. 
At certain intervals, inventories are conducted to 
keep the records of the equipment current. If 
equipment is broken or lost, the department 
head and division officer in whose spaces the 
equipment was located must initiate survey 
action to determine cause and recommend req- 
uisitioning action required by the rcsults. 

Requisitioning 

The Navy has already purchased most of the 
material and supplies needed by activities. The 
procedure for requisitioning supplies may vary 
between stations. Most large air stations have a 
storekeeper assigned to the operations depart- 
ment or one indivi 'ual trained by the supply 
department for the actual completing of the 
standard requisition, DD form 1348. A relatively 
new concept of providing office and general 
supplies is the SERVMART system.. Tliese 
SERVMART's resemble a private self-service 
store. The petty officer responsible for maintain- 
ing supplies determines what is needed, obtains 
the approval from the officer within the depart- 
ment authorized to approve such expenditures 
by obtaining a signed DD form 1348 for an 
amount not to exceed the total cost of the 
supplies needed. The supplies may then be 
picked up at the SERVMART and the actual 
amount of purchase recorded on the DD form 
1348., Tlie various copies of the form are 
distributed to the necessary individuals so that 
the amount of the purchase can be charged 
against the funds allocated to the department 
and the station. 

Of course every need cannot be satisfied by 
the SERVMART system. When the requirement 
exists, a properly completed DD form 1348 
must be submitted through the supply depart- 
ment so that they can order what is required.. In 
order to procure exactly what is needed when 
requisitioning supplies, tlie correct Federal stock 
number is required.. 

Plant ftroperty Accounting 

Plant property is all Navy-owned and Navy- 
^"ontrolled real and personal property of a 
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capital nature located in the Naval Shore Estab- 
lishment. 

Plant property is divided into four classes: 
Gass 1 (land); Gass 2 (buildings and improve- 
ments); Class 3 (equipment, other than indus- 
trial plant equipment); and Gass 4 (industrial 
plant equipment). It is around these classes of 
property that the inventory control system for 
plant property is built. 

The inventory control system for plant prop- 
erty is designed to provide controls essential for 
compliance with statutory and DOD require- 
ments concerning Government property. It pro- 
vides for Navy-wide collecting, compiling, re- 
cording and reporting of plant property informa- 
tion. The system meets the objective of furnish- 
ing factual information on capital equipment to 
both financial and technical management.. By 
requiring a reconcili.ition with funds expended 
for plant property, the system also insures .that 
all such property in the Navy is accounted for. 

The fiscal officer at each activity is charged 
with the establishment and maintenance of plant 
property account records. He must institute 
local procedures to insure compliance with 
directives and instructions issued by higher 
authority. 

Department heads at each activity are respon- 
sible for plant property under their custody.. In 
addition they must assist the fiscal officer in 
obtaining technical descriptions of plant prop- 
erty; affixing identification plates and decalson 
the property; determining the estimated life of 
property; reporting acquisitions, dispositions, 
transfers, and surveys of plant property; and 
conducting physical inventories. 

FORMS. RECORDS, AND REPORTS 

The Navy Stock List of Forms and Publica- 
tions, NAVSUP 2(X)2, contains a complete numer- 
ical listing of all available naval forms and 
publications distributed by the Navy and 
stocked for issue. 

NOTE; There are a few exceptions to the 
above statement such as Aeronautical Charts and 
Publications discussed eariier in this manual.. 

Section 1 of the stock list is a general 
introduction in the use of the publication. 
Instructions for the breakdown of the columnar 
headings as they appear in the stock list, 
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requisitioning instructions, etc., which if care- 
fully studied should help determine the correct 
procedure for ordering the necessary forms and 
public itions required for administrative func- 
tions. 

The remaining sections of the stock list 
contain fomis and publications which have been 
categorized on the basis of departmental spon- 
sorship and/or functional usage. For example, 
section II contains forms used by the Navy.. In 
section II can be found the NAVTRA Form 
1414/1, AC Record of Practical Factors, and 
OPNAV Forms 3722/1 and/2 used when submit- 
ting OPNAV Report 3722-1 . Section VIII, parts C 
& D, contains aeronautical manual and letter 
publications such as technical manuals for spec- 
ific radar equipment. AC's may be interested in 
the operator's section of these manuals. 

All training and instructional-type publica- 
tions and training aids are contained in section 
XIV. Included within this section are rate 
tr?ining manuals, correspondence courses, train- 
ing pubs, etc. 

The Naval Training Support Command lo- 
cated at Pensacola, Florida is responsible for this 
most important phase of training. 



Aviators Flight Logbook 

The Aviators Flight Logbook currently in use 
is OPNAV Form 3760-31., Tliis book is bound 
with a navy blue cover.. Each naval aviator, naval 
aviation pilot, naval student pilot, and naval 
flight officer possesses a currently maintamed 
Aviators Flight Logbook. Possession of such a 
logbook by other personnel on duty involving 
flying is neither requu'cd nor prohibited. Each 
duly issued Aviators Flight Logbook is con- 
sidered to be the personal property of the 
individual who is currently, or in the past was, 
required to possess it. 

AG's aboard ship assigned to the Air Opera- 
tions branch of the OC division may be required 
to assist the ship's pilots in keeping their 
logbooks current. Instructions for coding the 
flight to indicate classification of flights are 
included in the front part of each logbook. 
Additional information may be found in the 
current OPNAV Instruction 3710.7. 




Manpower Authorizations 

With the evolution of the Resources Manage- 
ment System (RMS), it is essential that each 
command have cognizance of all resources re- 
quired to perform its mission. 

The terms "Allowance" and "Complement" 
which were previously used as expressions of 
naval military manpower are no longer in use. 
"Allowance" has been changed to "Billets Au- 
thorized" and "Complement" to "Organiza- 
tional Manning." 

BILLETS AUTHORIZED. -This term refers 
to billets approved by the CNO for current 
operating conditions and may, depending on the 
mission of the activity, represent full organiza- 
tional manning or some level of conditional 
manning. 

ORGANIZATIONAL MANNING. -This term 
refers to the delineation by individual billets of 
the minimum quantitative and qualitative officer 
and enlisted needs essential to performance of 
the mission and required operational capabilitks 
prescribed for a fully ready unit. 

CONDITIONAL MANNING. -This term re- 
fers to any reduction, quantitatively or qualita- 
tivrely, frortl organizational manning. As expres- 
sed in individual manpower autiiorizations, con- 
ditional manning will reflect two specific 
limiting conditions; 

1. BUiets which arfe required for organiza- 
tional manning but which will not be authorized 
under conditional manning. 

2. Specific associated functions which will be 
reduced or deleted in conjunction with the 
reduction in authorized manpower. 

MILITARY MANPOWER CLAIMANT.-De- 
fined as a command, bureau, or office in the 
administrative chain of command assigned re- 
sponsibility by the CNO for management of 
military manpower requirements of assigned 
activities. 

Commanding officers are responsible for 
keeping their military manpower claimants in- 
formed regarding the manpower situation and 
for insuring that the number of billets, including 
skills, paygrades, and special qualifications, re- 
flected in manpower authorizations are the 
•minimum military requirements necessary to 
support the mission, tasks and functions of the 
command. 
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In order to insure optinuuu manpower utiliza- 
tion, each conimaiuling officer shoulJ periodi- 
cally review and evaluate his manpower authori- 
zation, includiiiu mobilization rec|uircments and. 
when appropriate; recommend clumizes to his 
military' manpower claimant via the chain of 
command as outlined in OPNAV Instruction 
1001.6 (Series). 

All requests for chanues to manpower authori- 
zations will be submitted on the Manpower 
Authorization Request (OPNAV Form i000/4A).. 
(Sec fi^. 8-6. ) 

Change requests should be submitted a mmi- 
muni of 10 months prior to the effective date of 
the desired ehanue.. This lead time is required to 
permit sufficient time for review at the various 
echelons of the chain of conunand, tor adequate 
consideration by the Chief of Naval Operations* 
and for orderly re* H)nsc' by personnel distnbu* 
tion authorities. 

Senior AC\ should periodically review that 
portion applicable to the \TC' facility for 
possibly Ivtter utilization of manpower and 
when necessary initiate action for chanircs to the 
Manpower Authorization ;. 

In reviewinii Manpower Audu>rizations, it is 
of the utmost importance that the need for 
increases or reductions be considered and also 
that reviewers insure that the skills reflected in 
the Manpower Authorizations are valid. 

More detailed information relative to Man- 
power Authorizations can be found in OPNAV 
Instruction 1000. lb (Series). 

Enlisted Distribution and 
Verification Report 

The hnlisted Distribution and Verification 
Report, BUPHRS Report 1080-14, is a report 
common to the activity and the distributional 
authority.. It is a basic decision document which 
is used by the distributor to determine the 
activity's enlisted personnel status and requirc- 
ments. The report is normally held m the 
activity personnel office. Senior AC's should 
review this monthly report periodically to insure 
that all the information contained on the report 
is correct. If an error is found, it should be 
brouglit to the attention of personnel so that 
they can initiate change action The report is a 
machine printed report that contains a consider- 
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able amount of information about individuals in 
the division, lor a breakdown on the code 
system used in the report, refer to chapter 6 of 
the Nu\al Manpower Information System Man- 
ual, NAVPl-.RS 15642. 

I 'lgure 8-7 is an example of SUPERS Report 
1080-14, showing a partial listing of Air Con- 
trolmen at an air station. 

Lnltsted Duty Preferences Form 

All personnel must submit an linlistcd Duty 
Preferences Form (EDP), (NAVPERS 1306/63)as 
illustrated in figure 8-8., 

This form is to be completed 10 months prior 
to the prospective rotation date (PRD) or 
expiration of active obligated service (EAOS), 
whichever is sooner and when preferences 
change 

The HPD Forms are utilized by the Chief of 
Naval Personnel for thi* orderly and efficient 
detailing of naval personnel.. Tliey aie most 
important to the individual in that they are the 
only information furnished to the Air Control- 
man detail officer concerning the individual's 
duty choices and other pertinent assignment 
data. 

The 1:DP f-orm should be filled out by the 
individual concerned. Senior AC's must assist 
their men since they may be unfamiliar with the 
various schools available or may want informa- 
tion about a particular duty station to determine 
their choices. 

The linlisted Transfer Manual (TransMan), 
NAVPERS 1 5909 (Series) contains detailed infor- 
mation regarding the completion and submission 
of the Enlisted Duty Preferences Form.. Further 
information may be obtained from your En- 
listed Personnel Office. 

Air Traffic Activity Report 

Commanding officers ol' shore activities oper- 
ating ATC facilities are required to submit an 
Air Traffic Activity Report semiannually as of 
30 June and 31 December This report is 
assigned the report symbol 3721-13. The report 
is accomplished by completing OPNAV Form 
3721/12 shown in figure 8-9. Air traffic activity 
at siitellite airfields (OLE and ALE) is reported 
by the parent activity.. 
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Figure 8-8. -Enlisted Duty f*references Form. 
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AIR TRAPFIC ACTIVITY REPORT 
0PN4V FORM 372»/l2 ($,70) 



'(599 ««v«rM 51^9 Pot ln$truetlon9) 



«PORT SYMBOL OPNAV 3721 - 15 



2 ^HlfP OF HAvAl OPERATIONS 
«iA»r OE^AMTMEHT 


1 REPORT PERIOD 


•*SM'«i5T0W. D C 20J30 






January-June 1973 


2 >»*»«E OP ACTfV'Ty suSMi^TiNG REPORT 


3 LOCATION JOENTlFtCR 


.NAS M1R;W^\R 


.\KX 


* NAME OF AtRFIELO THIS REPORT ' 



MITSCHER FIELD 



«IRCI1«FT OPER«TIONS 



IFR 



VFR 



TOTAL 



MtLITARY 



NAVY/ 
MARINE CORPS 



12, ir 



25,613 



37,"'30 



«»AOAR APPROACHES 



ACLS APPROACHES 



8 REMARKS 



MODE I 



OiHER 
Mil ( TAR Y 



656 



10,151 



10,807 



MOPE lA 

751 



AIR 

CARRIER 



55 



55 



MODE II 



520 



GENERAL 
AVIATION 



25 



150 



TOTAL 



12,808 



35,787 



48,595 



2201 



APPROVED »v . Ham9, ' Vt, ani 1.^9^'*] ' 

B.G. HTiEEL, LCDR, USN 

BY DIRECTIOX, ATC FACILITY OFFICTR, NAS MIRAMAR 



FEDERAL AVIATION ADMJNISTRATION 

^FORMATION ANO STATISTICS DIVISION 
OFFICE OF MANAGEMENT $rST«MS 
w4$w,»»T0N, 0 .C »05fO 



Figure 8-9.-OPNAV Form 3721/12. 
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Various uses ol the iiitonnatioii roi|inro(l hy 
this report, sueh as budi:etar>y statistical, or 
treiiJ intbniKitioii. are made In hotli CNO and 
l \ \ Iheretore' a cojn of the report is sent to 
I' AA I ach facility iiuist keep records ol aircraft 
operations religiously to insure accurate data for 
the report I he instructions tor conipletmii 
OPNAV Form 3721 / I 2 are included on the hack 
ot the torni The instructions include the tollow- 
Hii: delinitions of terms tor tlie purpose ot this 
report and standardization t)t recordkeepinu 

L Aircraft Operations Count aircraft opera- 
tions as follows' 

a Count an arrival or departure as one 
operation. 

h Count aircraft touch and izo landinizs as 
two openitK)ns. 

c. Count an approach tollowed hy a wave- 
off as two operations, e.iz.. field carrier laiuliniz 
practice or practice instrument approaches to 
minimum descent altitutle or decision lieiulit 

d Count each airtraft which transits the 
control area of jurisdiction and is provided ATC 
services as one operation. 

e. ( ount aircraft operatini: in a formation 
as a Niniile aircraft except wlien the formation 
breaks up into smaller formations or single 
aircralt. When this occurs, count each additional 
formation or smtrle aircraft as a separate aircraft 
operation, 

2.. Instrument fliirht rules operations. An IFR 
operation is the hundling by an ATC facility of 
the arrival or departure of an aiuraft operating 
in accordance with instrument tli^it rules or the 
provision of IFR sepaiation from other aircraft. 
Instrument operations must be counted when- 
ever aircraft are provided IFR separation regard- 
less of the existing weather conditions or the 
type of night plans., 

3. Visual flight rules operations. A Vf-R 
operation is an aircraft operation conducted in 
accordance with visual rules, except when the 
aircraft is being provided IFR separation from 
other aircraft. 

4. Radar approaches. Any surveillance or 
precision radar approach to a landing, missed 
approach, or waveoff. Lach approach executed 
must be counted, regardless of the flight rules 
under which the aircraft is operating or the 
existing weather conditionsv 



5. Automatic carrier landing system ap- 
proaches. Activities with ACLS capability must 
report approaches and the mode of approach 
utilized in the appropriate spaces on the form. 

NAALS Program 

Naval Air Traffic Control, Air Navigation Aids 
and Landing Systems (NAALS) program is the 
subject of OPNAV Instruction 3721.5 (Series), 
Tlie purpose of the instruction, and hence of the 
prograniv is to promulgate policy and guidance 
for planning, programming and implementation 
of ATC, navaid, and landing system equipment 
at Navy and Marine Corps aviation activities 
ashore and afloat. 

It IS necessary for operating commands to 
continually review their NAALS operational 
capability to identify needed improvements. The 
need for an improved operational capability at 
an activity may be identified by any command 
responsible for supporting aircraft operations, 
by the Chief of Naval Material (CNM), by CNO, 
or may be imposed by FAA regulations. The 
need may stem from a technical deficiency in 
the installed equipment or from an operational 
deficiency that limits or derogates the opera- 
tional capability of the ATC facility to support 
the mission and tasks assigned the aviation 
activity. The relief of these deficiencies may 
re(iuire additional or substitute equipment or 
tlie development of new equipment. Further, a 
need for an improved capability may arise from 
prospective rulemaking by the FAA which re- 
quires advanced planning at the Navy Depart- 
ment level. 

Two formats are established as enclosures to 
OPNAV Instruction 3721.5 (Series), titled 
NAALS Operational Capability Improvement 
Request (OCIR) and Master Implementation 
Plan (MIP). The OCIR, which is a typewritten 
format, delineates the deficiency, required oper- 
ational capability, solution, and relative priority, 
in that order, that is submitted as a request for 
improved operational capability.. The MIP is the 
responsibility of CNM which shows the opera- 
tional requirements and programed equipments 
for the entire Navy and is revised semiannually 
for use by CNO., OCIR's having sufficient 
justification and not involving research and 
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development may be rcncctcd us revisions to the 
MIP, thereby becoming part of the implementa- 
tion cycle. This determination is made by CNO; 
however, in many instances that office depends 
upon feeder information from the aviation 
activities -hence the personnel who man and 
operate them. 

Commanding officers of aviation activities 
ashore and afloat must review the NAALS 
operational capability of their respective activ- 
ities on a continuing basis. Whenever a NAALS 
deficiency is identified pursuant to this review, a 
NAALS OCIR is completed and submitted to 
CNO (OP-53). 

Frequency Usage Report 

The radiotVequency spectrum has become 
increasingly congested as a result of the develop- 
ment of electromagnelic' et|iiipment and an 
increasing international rct|uirenient for radio- 
frequencies. 

Frequency utilization data is the most valuable 
evidence to justify retention and to manage 
existing frequency resources. The Military Com- 
munications-Llectronics Board. Joint Chiefs of 
Staff, has directed that fret|uency usage informa- 
tion be provided by the military services for 
inclusion in a Joint Radio Frequency Manage- 
ment Program. 

U.S.. Navy and Marine Corps activities and 
ships utilizing radiofrequencics 'for communica- 
tions purposes must prepare a Fre(]uency Usaue 
Report, OPN AV Report 2400- 1 . 

Tlic Communications Department normally 
prepares this report. However, senior AC\s are 
frequently called upon to assist in its prepara- 
tion by providing an accurate estimate of fre- 
quency usage for air traffic control at the 
facility. Complete information on this report is 
found inOPNAV Instruction 2400.7 (Series) and 
JANAP 195, plus information on how to get 
new frequencies or delete old ones when re- 
quired. Tliis report is classified Confidential. 

Figure 8-10 is an example of a Frequency 
Usage Report.. 

NAVY CORRESPONDENCE 

Tlie Navy Correspondence Manual. ShCNAV 
Instruction 5216,5 (Series), prescribes policies 



and outlines procedures for the preparation of 
correspondence in the Department of the Navy, 
These policies and procedures are followed 
unless , ..-ribed otherwise by the Secretary of 
the Na^7 or by his authority. 

The selection of the proper communication 
for use in transmitting information is of special 
importance in Navy operations. Listed below are 
some of the types of correspondence and their 
uses' 

1. Naval Letter. The naval letter is used by all 
activities of the Department of the Navy as a 
formal means of intranaval communication. It 
may be used also in addressing other agencies, 
either governmental or nongovernmental, which 
are familiar with the style (See fig. 8-11.) 

2. : Joint Letter. When officials of two or 
more activities need to issue a letter cona^rning 
a particular subject of common interest to the 
activities, a joint letter is prepared. It may be 
directed to one addressee, or to two or more 
addresses identified separately or as a uroup 
(See fig. 8-12). 

3. Speedletter. A speedletter is a form of 
naval correspondence used for urgent conmiuni- 
cation which does not require electrical trans- 
mission.. It Ls not used for directives. The 
primary purpose of the speedletter is to call 
attention to the communication, so that it will 
be handled as promptly as jwssible by the 
recipient. (See fig. 8-13.) 

4. Memorandum. A memorandum is a form 
of naval correspondence used for informal 
communications within and between head- 
quarters components of the Navy Department, 
between fieet and force commanders and units 
of command under their justification, and with- 
in a field activity.^ It may be directed to one or 
more addressees. 

The naval letter is perhaps the most formal 
type of correspondence used by the Navy, out 
this does not mean that its content cannot be 
simple. Avoid long sentences and long words 
where short sentences and short words convey 
the same meaning. Fach paragraph should con- 
tain one complete thought expressed in logical 
sequence. Tables, diagrams, an^i sketches should 
be nncluded as enclosures if necessary to add to 
the clarity of the letter. 
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FREQUENCY USAGE REPORT CONFIDENTIAL- NWOlFiCO HANDtiNG AuTMOR.ZED fWk»nf,/MmJ 

OPNAV FORM 2400/4 U-66) $/ j* 0107-T06 9C02 

A^fitft ro f.->lff¥*t>on9 CyAV iSST £40^ 'C CATA 19 MACHlKE PROCESSED O^"** MWnTi^oo-T 





inn QiST OM MCA 




4 CALL SMN 


1. Ktf OffTIN* MRlOP 


l)D XXX 


LANT 


LbS m'ERSAlL C/0 FPO, NY 


NXYZ 


0673 



10 

TRANSMIT MRS 



U 

GUARD MRS 



12 

AUTMORtTV 



2030 



A02 



O.lAl 



10 



2030 



Ao: 



1.2^F1 



in 



2030 



A02 



3A7J 



-10_ 



2030 



roi 



1.24F1 



CNO Itr ser 01234 of 1 Jan 73 



2030 



TEMP 



3A3J 



CNO Itr ser 05678 of 15 Jan 73 



2030 



1.08F1 



COMDESRON 21 
OPORD 501 



2030 



bA3 



CNO msg OlOlOlZ Jun 73 



2030 



D26.02 



1.24F1 



2060 



AO 3 



3A3J 



>00 



6x\3 



ClNCLANrFLT 
OPORD 37-72 



2700 



AQl.Ql 




30,000 



10.1 



E06.01 



30.1 



30.1 



223.0 



50 



16 



CNO Itr ser 5678 of 1 Feb 73 



225.0 



225.0 



:5.o 



027.0 



1-24F1 



225.0 



6A3 



FAPUS 010203Z Jan 73 



I sample p 



ige and con 



ains unci 



issifled II 



if ormatlon > 



/*/ML.r ftefc.t.A. ''OOtf 60 HANOiiNG AUTHORIZED T'^«.e, Mnii. J(«HATw«e 



C DR John DOE, USN, Commanding Officer 



PAGEi- CFJl_ 



Enclosure (2) 



Figure 8- 10. -Frequency Usage Report form. 
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1 INCH ilF LETTERHEAD 
STAMPED OR TYPED ) 




Natae of Activity 
Addreas ot 
Activity 



♦"Refer to" Itne 
Originator's code 
*Fllr nudber 
D«Cc 



}- 



CLOSE UP ITANY 
ITEM OMITTED 



Of activity, location or 



CwOSE UP 'F ANY" 
HEADING ENTRY 
OMIT TED 




FroQ Title of head of activity pieparing letter, 

nailing iiidrtsa it necca^ary 
To Title of head of activity receiving letter, naoe of activity, location or 
nailing address if necessary tocaiiw or 

•Via (I) Title of head of activity „ho5e endorsement is required, „a«e of 

(2^ Tir\ V "VJJ; V """"^ (not nu«bered if only o^e) 
(2) Title of second "Via" addressee, etc if any 

Subj Brief topical »tacecQcnt of the subject of the letter 

*Ret U) Citation of a letter or other written docuaent . official short rlrl* . 

(2) (SC) Material fon^arded under separate cover, identified in the «nner a> 

references (nuaber of copies if nore than one) Mnner at 

I ThU rxaople shows the arrangemnt of paragraphs in naval correspondence Para^raoh, 
; ?«aTL"ra. ' ^"^-^i^'^r^ speedletter „d the bus^nes! f^n. l^ e ' m 

primary paragraphs are numbered „ith Arabic numerals placed ,t the left margin 

a Paragraphs are typed in modified bloc^' 
spacing between them 



style They are single spaced. „ith double 



(I) When a paragraph is subdivided it «t,st have at least two subdivisiona 
a. follows '''' 

spaces eKcept^rhar'^J/M*'?"^;' subdivision of a paragraph i. indented an additional four 
spaces except that the first subparagraph may be Indented seven spaces instead of fo..r rh*r 
he jrst word is aligned with the first word in the heading entrJe. ^e "cond a^ ."ceed 
;rthe'""ght LlHn"'"' ' -^•'tvisions. except long quoted p,„ag..., extend from J^^teft 

lines on J^ir^ P-^*«"P»^ ^egtin near the end of a page only if there 1. .pace for 2 or «re 
lines on that page A paragraph is continued on the following p.g. only if 2 or «re I ln« 
C3n be carried over to that page 

b When a paragraph is cited, the reference number, and letter, are writ-en without 
spaces for example "paragraph 3a(2)(0 " wrii.en wlthou. 



APPROXIMATELY 
HNCH 



NAME OP SIGHING OFFICIAL 
*B> direction 




APPEARS ON ALL 
COPtES RETAINED IN 

oewrtment OR 

HEADCX'ARTERS ONLY 



opy to 

Title of Information addressee 

Title of second Information addressee 

/ *Blind copy to 

"S List Of information addressees not 
^ shown on original 



4 INCHES 



APPEARS ON FiLE 
COPIES ONLf 



Prepared hy 

Drafter's ;ictlvU/ and naine. typist 
*Room nnnher. telephone extension 



s Initials, date of typing 



I«^--*Asterlcks indicate itema 



' 'NCH 

AT ^EAST 
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Figure 8-11.-IMavai letter. 
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DEPARTNEir OF THE NAVY 
Name of Activity with Primary Interest 
Name of First Participating Activity 
and 

Name of Second Participating Activity 
Address 

Official short title Official short title Official short title 

and code of first and code of second and code of originator 

cosigner cosigner Date 



From:' Title of head of activity with primary interest 

Title of head of first participating activity 

Title of head of second participating activity 
To? Title of head of activity receiving letter, name of 

activity, location or mailing address if necessary 

Subj : Brief topical statement of the subject of the letter 

1. XXXXXXXXXXXXXXXXXXXXXXXXXXXXXXXXXX. XXXXXXXXXXXXXXXXXXXXXXX30CXXXXXXXXXXXXX 

xxxxxxxxxxxxxxxxxxxxwoQcxx. Xxxxxxxxxxxxxxxxxxxxxxxxxxxx. Xxooooaooocxxxxxxxx 

XXXXXXXXXXXXXyXXXXXXXXXXXXXXXXXXXXXXXXXXXXXX. XXXXXKKXXXOOCXXXOOCXXXXXDOOOOOOOC 
XXXXXXXXXXXXXJGCXXXX . 

2. : XXXXXXXJCXXXXXXXXXXJQCXXXXXXXXXXJOCXXOCXXXXXXXXXXX)^^ 

XXXXXXXXXXDOCXXXXX., XXXXXXXXXXXXX)C)0CXXXXXXXX)O0CX)OQO00CXXXXXX. Xxxxxxxxxxxxxxxx 

xxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxx. 

a. Xxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxx. XxxxaoQOCxxxxxxxxxxxxxxxxxx 
xxxxxxxxxxxxxxxxx., Xxxxxxxxxxxxxxxxxxxxxxxx)oocxxxxxxxxxxxxxxxxxxx>ooaoc^ 

b. : XxXXXXXXXXXXXXX)CXXXXXXXXXX300aOOCXXXXXXXXXXX)CXXXX. Xxxxxxxxxxxxxxxxxxxx 
XXXXXXXXXXXXXXX30CXXXX. XxXOCXXXXXXXXXjOOCXXXXXXXXXXXXXXJCOOCXXXXX^^ 

(1) Xxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxjooocxxxxxxxxxxx 

XXXXXWXXXXXXXXXXXXXXXXXXJCXXXXXXXXXXXXXXX. 

(2) Xxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxx. Xxxxxxxxxxxxxxxxxxxxxxxxx 
xxxxxxxxxxxxxxxxxxxxxxxxxxxxx . 

3. XXXXXXXJCXXKXXXXXXXXXXXMGCXXXXXXXIOOOCXXX^ XXXXXXXXXXXX3CXXXX30GOOOC 
XXXDCOCCXXXXXXXXXXXXXXXXXXXXXXXXXXXXXX3C. Xxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxxx 
xxxxxxxxxxxxxxxxxxxxxxxxxxx . 



First Cosigner's Second Cosigner's Signature of 

Signature Signature official of 

originator's office 



Figure 8-1 2.- Joint naval lettar. 
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i 



1^ 

(On* 




|Hi])rq)riate designation 

I>ovaigrading mid declassification 
' not at ion 



t«> HKj mnn ro 

Originator's code 
*F-ile number 
*Serial nunfcer 



litle ot head of actiwtv, name oP 
^i^tivit) , maamg addioss ol 
, actuitv 



NAVAL SPEEDUETTER— 

Permit* diipotch or infcrma] languo9« 

May be «nt (I) wjlh •ncloiuret, (2) in 
a window •nvalop* (sim 8V i 3'»') 
it content* are not clasiihed o« confj' 
dentjal or higher, (3) lo both navol and 
nonnavol activitiei 

Ij packaged 500 sheet* of white or of 
one c»lo» yellow, pmk, or green 



l:Xiu''''' '''' speedlett^r ^QassIZcat iT' 



*Kc't • I a! la.'ntM Kation of referenced document 

^^^^^1^^ ^^^^^^^^^^ 

^^^^^^^^^^^^^^-^^^-^ ^^^^^"^^"^"^^^^^ 



'V\MI or SICMN'G OJ-FICIAL 

i^i U's^nption or nal enclosed with speedletter 
i-^ 'M 1 liescnptioii of material 



lonwirded izndcr .separate Lovei 



^ind de^ la.ssi { I'jation notation 



can to ' 

*litle 01 uilon^iation addressee 
*litle of ^CLond nfomiation addressee 



«00«$$:' ,,,,,, 1 
11 tie 01 head o{ actuit>, naiie of 



L 



aLtnit. , ruilmg address of 



SENDER S MAIUNG ADDRESS 

Address reply a« shown at left or reply 
hereon and r«turn in Wlnf3^w envelope 
(Size 8V I 3?i'). dnot cIo«ifiedS» 
confidential or higher. 



\ppropi late designation 



Figure 8-13.-Naval speedletter. 
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Chapter 8- ADMINISTRATION 



Figure 8-14 is an example of a smooth naval 
letter 

SECURITY 

The security of the United States in general, 
and of naval operations in particular, depends in 
part upon the success attamcd in the safeguard- 
ing of classified information. It is of paramount 
importance that all who engage in administermg 
security preserve a balanced and commonsense 
outlook toward the subject. The ideal to be 
souglit is the indoctrination of all personnel to 
the point that they automatically exercise 
proper discretion in the discharge of their duties 
and do not think of infomiation security as 
something separate and apart from other things. 
In this way. security of classified information 
becomes a natural element of every task and not 
an additionally imposed burden. Tlie attainment 
of the desired objective requires sound direction 
from competent authority and full alertness and 
cooperation on the part of all subordinates. 

Limitations of Security 

Security is a means not an end. Rules which 
govern security do not guarantee protection, and 
they do not attempt to meet ever>' conceivable 
situation.. The law of diminishing returns hmits 
the control measures tluit can be employed 
profitably, but it is possible to obtain a satis- 
factory' degree of security with a minimum of 
sacrifice in operating efficiency.: 

Security Principle 

The Department of Defense is employing a 
secunty formula which is simple in principle.. It 
is based on the premise of circulation control; 
I.e.. the control of dissemination of classified 
infomuition. Therefore, knowledge or possession 
of classified information is permitted only to 
persons whose official duties require such access 
m the interest of promoting national security 
and oniy if they have been determined to be 
trustworthy. 

As a senior petty officer you may expect to 
be assigned duties in the management of classi- 
fied material as well as developing and super- 
vising educational programs dealing with proper 



security procedures. Both of these duties are 
extremely important within any unit.: In these 
secfions we will discuss the various aspects of 
these duties that you should be cognizant of. 

Security Classification 
Management 

Local management of classified material will 
be assigned by the Commanding Officer/Offi- 
cer-in-Charge of the organization. The duties of 
the designated individual will cover all the 
aspects of the proper stowage, handling and 
destruction of classified material under his cog- 
nizance. He will be responsible for keeping of 
accurate records from receipt to destrucfion of 
classified material. 

For complete information of duties as well as 
guidance in performance of assigned managerial 
duties reference should be made to OFNAV Inst, 
5510.1 (Series) and DOD Regulafion 5200.1 
(Series). 

Security Education 

The preceding references provide detailed 
guidance for commanding officers in the area of 
security orientation, education, and training. 

Senior petty officers should become familiar 
with the requirements of this vital program and 
insure that subordinate personnel are properly 
indoctrinated. 

The security education program must include 
all personnel entrusted with classified informa- 
tion regardless of their position, rank, or grade.. 
The commanding officer will design the program 
to fit the particular requirements of the differ- 
ent groups of personnel who have access to 
classified information. 

The security education program should be 
designed to insure the following: 

I.. Advise personnel of the need for protect- 
ing classified information and the adverse effects 
to the nafional security resuUing from com- 
promise. 

2. Indoctrinate personnel fully in the princi- 
ples, criteria, and procedures for the classifica- 
fion. downgrading, declassification and marking 
of cla.ssified materiaL. Note: This will be discussed 
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AIR (ONTkOLMAN I &C 



Code AOT 
12 May 1973 



Promt Commanding Officer, .4aval Air Station, Memphis, MillinKton 
TLMinessee 38054 ' 
lo: Department of the N'avy Representative, Southern Region 

Subj:, Proposed private use airport, 72-SO-llO-NRA; comments concerning 
Kef;; (a) .;aVR£P Itr Ser:, 201 dtd 9 May 1972 

1. The lucdtion of the proposed private use airport as shown In 
enclosure (1) ot reference (a) is within the Naval Air Station 
Memphis Airport Traffic Area and is considered to be extremely 
detrimental to safety of flight for aircraft operating from Navy 
Memphis. The proposed airport location is 2.5 nautical miles from 
the approach end of uuway 3, NAS Memphis' primary all weather 
runway,, .US Memphis averages 6000 operations per month, a large 
percentage of wi>ich are hign speed Jet aircraft. The NAS Memphis 
GCA pattern to runway 3, with 900 approaches, monthly, crosses 
directly over rhe proposed airport at 700 feet. Additionally all 
departuies both radar and VFR from runway 21 pass in close 
vicinity to the proposed airport location. 

2. tn view of the aLove, construction of an airport in the proposed 
location is unaccop lable . 



J. E HORAN, JR. 
By d rection 



Fiqure 8-14.-Smooth naval letter. 



AC. 253 



further in this chapter.. 

3. Insure thai personnel are fiimiliar with *' c 
speafic security requirements of tlieir particular 
assignments. 
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4. Infoim personnel of the techniques em- 
ployed by foreign intelligence activities in at- 
tempting to obtain cl assified information and 
their responsibility for reporting such attempts. 



Chapter 8 ADMINISTRATION 



5. Advise personnel o\ the ha/.ards involved 
and the strict prohibition against discussing 
classified information over the telephone or in 
such manner as to he intercepted by unauthor- 
ized persoiih. 

6. Insure that personnel are aware of the 
disciplinarv actions that may result from viola- 
tions of the security regulations 

Positive programs should be established to 
provide periodic security training in the above 
mentioned areas for personnel having continued 
access to classified information.; 

Classification 

Classification is the determination that offi- 
cial information requires, in the interests of 
national security, a specific degree of protection 
against unauthorized disclosui^?, coupled with a 
designation signifying that such a determination 
has been made. 

The authority for making original classifica- 
tion determinations are restricted solely to those 
officials specifically designated in writing as 
outlined in DOD Regulation 5200.1 (Series). 

CLASSIFICATION CATEGORIES.-Official 
information or material which requires protec- 
tion against unauthorized disclosure in the in- 
terests of national security is classified in one of 
three categories, namely Top Secret, Secret, or 
Confidential depending upon the degree of its 
significance to the national security. Note: The 
categories of classification are detailed in chap- 
ter l4of AC3 &2,NAVTRA 10367-E. 

CLASSIFICATION CRITERIA. -A deter- 
mination to classify should be made only when 
one or more of the following considerations are 
present and the unauthorized disclosure of the 
information could reasonably be expected to 
cause a degree of harm to the national security* 

1. The information provides the United 
States, in comparison with other nations, with a 
scientific, engineering, technical, operational, 
intelligence, strategic or tactical advantage di- 
rectly related to the national security. 

2. Disclosure of the information would weak- 
en the position of the United States in the 
discussion, avoidance or peaceful resolution of 



potential or existing international difference? 
which could otherwise generate a military tlia\it 
to the United States or its mutual security 
arrangements, create or increase international 
tensions contrary to the national security of the 
United States, result in a disruption in foreign 
relations, or lead to hostile political or military 
action against the United States or its allies, 
thereby adversely affecting the national security. 

3. Disclosure of the information would weak- 
en the ability of the United States to wage war 
or defend itself successfully, limit the effective- 
ness of the armed forces, or make the United 
States vulnerable to attack. 

4. There is sound reason to believe that other 
nations do not know that the United States has, 
oris capable of obtaining, certain information or 
material which is important to the national 
security of the United States vis-a-vis those 
nations. 

5. : There is sound reason to believe tliat 
knowledge of the information would: (a I pro- 
vide a foreign nation with an insight into the war 
potential or the war or defense plans or posture 
of the United States; (b) allow a foreign nation 
to develop, improve or refine a similar item of 
war potential; (c) provide a foreign nation with a 
base upon wliich to develop effective counter- 
measures; (d) weaken or nullify the effectiveness 
of a defense or military plan, operation, project 
or activity which is vital to the national security. 

To achieve maximum benefits from a security 
education program, the program must cover a 
variety of security facets as well as being geared 
to cover a wide cross-section of personnel. It 
should commence with the indoctrination of 
new personnel and include periodic refresher 
training for those personnel who are continually 
handling classified material. Portions of the 
program should also cover foreign travel by 
persons having had access to classified material 
and the proper debriefing of personnel who are 
terminating or transferring. 

The preceding areas of security training men- 
tioned actually comprise only the minimum 
training that should be covered. Additions to 
these should be made by organizations as their 
particular missions warrant. 
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APPENDIX I 



DEFINITIONS AND ABBREVIATIONS 



AL - Approach and Landing (Chart). 

APPROACH SEQUENCE. -The order in which 
aircraft are positioned while awaiting ap- 
proach clearance or while on approach. 

CONTROLLING OBSTRUCTION, The highest 
obstruction relative to a prescribed geometric 
plane within a specific area. 

DECISION HEIGHT (DH). Tlie height, speci- 
fied in MSL, above the highest runway eleva- 
tion in the touchdown zone at which a missed 
approach must be initiated if the required 
visual reference has not been established. This 
term is used only in procedures whea* an 
electronic glide slope provides the reference 
for descent, as in ILS or PAR. 

FAC- Final approach course. 

FAF. - Final approach fix. 

FB.~ Final bearing. The magnetic bearing as- 
signed by CATCC for final approach. It is an 
extension of the landing area centerline. 

FLIGHT INSPECTION. In-night investigation 
and certification of certain operational per- 
formance characteristics of electronic and 
visual navigation facilities by an authorized 
inspector in conformance with the U.S. 
Standard Flight Inspection Manual, NAVAIR 
16-1^520. 

GPL Ground point of intercept. A point on the 
runway centerline at which it is assumed that 
a straight line extension of the glide slope 
intercepts the runway surface. 

HAA. -Height above airport. Indicates the 
height of the MDA above the published 
airport elevation.. This is published in conjunc- 
tion with circling minimums. (Civilian only.) 

HAT. -Height above touchdown. Indicates the 
height of the DH or MDA above the highest 
elevation in the touchdown zone. This is 
published in conjunction with straight-in 
minimums. (Civilian only.) 

I AC. - Initial approach course.. 

lAF Initial approach fix,. 



IC, -Intermediate course. 
IF, -Intermediate fix. 

JAL,-High altitude approach and landing (Chart), 

KILO REPORT. -^A pilot coded report indicat- 
ing aircraft mission readiness. 

L(XKON. -A verbal report from the final con- 
troller when SPN- 10/42 radar acquires the 
aircraft and commences tracking. Mode l/II 
equipped aircraft should receive ACL 
READY/LOCKON discrete light. 

MAP. -Missed approach point. A point specified 
in the approach procedure which may be the 
point of intersection of an electronic glide- 
path with a decision height or MDA, a 
navigation facility, a fix, or a specified dis- 
tance from the final approach fix, at which a 
pilot oi> approach will commence missed 
approach procedure if visual requirements for 
a landing do not exist. 

MDA. -Minimum descent altitude. The lowest 
altitude to which descent can be authorized in 
procedures not using a glide slope. Aircraft 
are not authorized todcscend below the MDA 
until the runway environment is in sight, and 
the aircraft is in a position to descend for a 
normal landing. 

MHA.- Minimum holding altitude., 

OBSTRUCTION. -An existing object, object of 
natural growth, or terrain at a fixed geograph- 
ical location, with refere ice to which vertical 
clearance is or must be provided during flight 
operation. 

OBSTRUCTION CLEARANCE.^The vertical 
distance between the lowest authorized flight 
altitude and a prescribed plane within a 
specific area. 

PENETRATION. -That portion of a published 
high altitude instrument approach procedure 
which prescribes a descent path from the fix 
on which the procedure is based to a fix or 
altitude from which an approach to the 
airport is made. 
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Appiiulix I - DHFIMTIONS AND ABRRMVIATIONS 



PLAM-ORM. A point 5,(H)() tcol m ihc ap- 
proach patlcni at which all K*t and tiirhoprop 
aircraft will dccrcay.* their rate of descent to 
not more' than 2,000 tVet per minute, contin- 
uiiii: letdown to the UHnile gate. K'arners 
onl\ ) 

PRK'IPITOUS TI RRAIN Terrain character- 
ized In steep or abrupt slopes. 

RUNWAY hNVIRONMhNT. The runway 
tha'sliold or approved lijiliting aids. or other 
niarkinj!s identifiable with the runway. 

SlXiMI'Nl. The basic' functional division on an 
instrunieiil approach procedure. The segment 
is oriented with respect to the course to he 
flown, le.. uiterinediate. initial, or final ap- 
proach segment. 

SI.AR. Standard Terminal Arrival Route. A 
preplanned c(xied air traffic control IFR 



arrival routing, preprinted for pilot use in 
graphic and textual or textual form only. 
TRANSITIONAL LI VliL. The flight level be- 
low which heights are expressed in feet MSL 
and are based on approved station altimeter 
settings. 

ri)Z. Touchdown zone. The first 3,000 feet or 
runway l>eginning at the runway threshold. 

fl)Z I.LhVATION. Tlie higliest elevation in 
the FDZ. 

TLRMiNAL AREA f ACILITY. A facility pro- 
viding air traffic control service for arriving 
and departing IFR aircraft and, on occasion, 
tower en route control service. 

TOWtR L:N ROUTH CONTROL SLRVICK. 
Departure, en route, and arrival control serv- 
ice provided to IFR aircraft by one or more 
terminal area facilities. 
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APPENDIX II 

SELECTED AIR TRAFFIC CONTROL INSTRUCTIONS 

SELECTED ATC INSTRUCTIONS ( LISTED IN NUMERICAL SEQUENCE) 



Niirnh^r 




1 IllC 


1700.6 


SECNAV 


Participation of Nav> and Marine Corps Personnel in Sport Parachute Training. 
Competitive and Hxhibition Parachute Jumoini! 


TM2000- 
1 5/3 


MCM 


Am milll^f rilf IVi"» 'iiifl 1 r\iTit.tii>c \ 1 '111 1 I'll ♦Vvf Xlocia^^i A.a> T*...*'**! A \ 

/AuiiuiuMiuiivL anu Logisucs ivianuai lor {Viannc Air Iraiiic Control units 
aiATCU) 


:i 12.: 


OPNAV 


U.S. Navy Notices to Airmen (NOTAMS) 


2400.10 


OPNAV 


Use of VHF for Aeronautical Communications 


3140.45 


OPNAV 


I iif^iti I uiLLtiM iiiiu oiiLiiiii; .^Auuion^aiion lor weainer rorecasiinc 


3500.8 


\K"0 


Aviation Training and Maintenance Manual 


3500.10 


MCO 


Air Traffic Controller Training and Qualifications Requirements 


3710.2 


OPNAV 


roRign V itarante rroceuures tor U.b^ Naval Aircraft 


3710.7 


OPNAV 


NATOPS General Fliglit and Operating Instructions Manual 


3710.31 


OPNAV 


Operational Procedures for Aircraft Carry ing Dangerous Matenals as Cargo 


372LI 


OPNAV 


Air Traffic Control Facilities Manual 


3721.1 


NAVAIR 


Flight Inspection of Naval Shorc-Based Air Navigational Aids. Approach Systems 
and Air/Ground Communications Facilities 


372 i. 5 


OPNAV 


Naval Air Traffic Control and Air Navigation Aids and Landing Systems (NAALS) 
Program 


3721.18 


OPNAV 


U.S. Interagency (iround Inspection Manual. Air Traffic Control and Navigational 
Aids Facilities 


3722.5 


OPNAV 


Identification and Security Control of Military Aircraft 


3722.8 


OPNAV 


Federal Aviation Administration I-liglit Service lnter|)h()ne Communications Sys- 
tems Procedure 
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Appendix II -SKLHCTHD AIR TRAFFIC CONTROL INSTRUCTIONS 



Number Source Title 

3722. 16 OPNAV L.S. Standard for Terminal Instrument Procedures (TERPS) 

3722.30 OPNAV Security Control of Air Traffic and Air Navigation Aids (SCATANA) 

3750.6 OPNAV Navy Aircraft Accident. Incident and Ground Accident Reporting Procedurcs 

3750. 1 4 OPNAV Naval Aviation Safety Policy 

3750. 1 6 OPNAV Implementation of Sec 702; Federal Aviation Act of 1958 -CAB/FAA Participa- 
tion in a Militar>' Aircraft Accident Investigation 



3750.20 


OPNAV 


Near .Midair Collision; reporting of 


3760.1 


OPNAV 


.Alleged Flying Violations: Reporting and Investigation of 


3770.1 


SECNAV 


Use of Naval .Aviation Facilities by Civil Aircraft 


3770.2 


OPNAV 


Airspace Procedurcs .Manual: promulgation of 


4630.10 


OPNAV 


Responsibilities and Policies for Movement of Traffic on Other than MATS 



Scheduled Aircraft 
4700.9 NAVELEX MATC U Logistics Support Program 
5300.3 MCO Fleet Marine Force Personnel Assistance Program 

5604.1 OCEANAV Procedures for Requisitioning Material from the Naval Oceanographic Distribution 

System 

1 1019. 1 BUWEPS Aircraft Noise Abatement Program 

16-1-520 NAVAIR U.S. Standard Flight Inspection Manual 
50-1 1>- 1 NAVAIR Federal Meteorological Handbook ^ I 

NATOPS ( VA/C VS Manual 
FAA Handbook 7 1 1 0.8 Terminal Air Traffic Control 

FAA Handbook 7 1 1 0.9 i:n Route Air Traffic Control 

FAA Handbook 7 1 10. 10 Flight Services 

FAA Handbook 7130.3 Holding Pattern Criteria 

FAA Handb(H)k 7210.3 Facility Management 

FAA Handbook 7220. 1 Air Traffic Control Certification Procedurcs 

FAA Handbook 7400.2 Procedures for Handling Airspace Matters 



AIR CONTROLMAN I & C 



Number Source 


Title 


l AA Handbook '^010.4 


SiHTtial Mililarv Oivralioas 


FAR Purl 1 


IXMlnilions and Ahbrc'viations 


FAR Part 65 


(Vrtirication: Airman other than Fliglit Crewman 


FAR Part 67 


Medical Standards and Certification 


FAR Part 71 


Designation ot Federal Airways. Controlled Airspace and Reporting Points 


FAR Part 73 


Special Use Airspace 


FAR Part 75 


Fstablishment of Jet Routes 


FAR Part 77 


Objects Affecting Navigable Airspace 


FAR Part 


General Operating and Flight Rules 


FAR Part 


Special Air Traffic Rules and Airport Traffic Patterns 


FAX Part 


ii R Altitudes 


FAR Part 97 


Standard Instalment Approach Procedures 


FAR Part W 


Seanity Control of Air Traffic 


FAR Part iOi 


Moored Balloons. Kites. Unmanned Rockets and Unmanned Free Balloons 


FAR Part 105 


Parachute Jumping 
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INDEX 



A 

Abbreviations, 158 
ACLS, 1 1 1 

Activity organization, 1 23 
Administration, 123-157 
Advance approach information, 78 
Advancement: 

requirements, 7 

preparation, 6 

opportunities, 1 1 

qualifications for, 7 
Advisory control, 1 13 
Aeronautical; 

Chart Bulletin, 28 

charts and publications, 24 
Agreement, letters of, 36 
Air Controlman data card, 143 
Aircraft diversion, 1 18 
Airfield: 

availability, 44 

categories of, 40 
Air operations: 

department, 124 

divisions within, 124-126 

manual, 31 
Airport traffic control, 70 
Airspace detennination, 66 
Airspeed: 

maximum holding, 66 
Air Traffic Activity Report, 143, 149 
Air traffic operations, local, 7u 
Allowance, 143 

Alphabetical subject indexes, 131 
Altitude; 

amendments, 72 

clearance, 71 

minimum: 

crossing (MCA), 76 



Altitude, minimum-continued 
descent (MDA), 51 
enroute, IFR, 76 

obstruction clearance (MOCA), 76 
safe, 48 
sector, 52 
vectoring, 52 
Application and approval of facility license, 32 
Approach: 
control, 79 
criteria, 19, 85 
information, 79 
minimums, 53, 112 
monitoring, 85 
nonradar, 80 
practice instrument, 86 
procedure, 46, 56 
segments, 48-53 
separation, 81 
Arrival procedures, CVA/CVS, lOM 12 
Arriving IFR aircraft, 78 
AXIS, 82 

Authority, and responsibility of 

light inspectors, 40 

delegation of, 14 
Authorizations, manpower, 142 
Automated merchant vessel report system, 97 
Aviators flight logbook, 142 

B 

Beacon changes during approaches, 86 
BUPHRS 1080-14, 143 

C 

Cargo, hazardous, ,^5 
Carrier:. 

air traffic control, 1 13 

emergency procedures, 1 19 



ERLC 



163 



INDEX 



Categories of airfields, 40 

Chart Updating manual (CHUM), 28 

Civil use of naval facilities, 33 

Clearance 

authority of pilot in command, 14 

beyond holding fix,. 78 
Close control, 1 13 
Comnui meat ions faikire* 

controller action. 90 

dumis: carrier approach or departure, 1 19, 
120 

Composite flight plan, 72 
Controller certification, rating and proficiency, 
38 

Controllers, flight inspection procedure, 43 
Crash and rescue:. 

alert phases, 34 

equipment, 71 

senices, .34 
CVA/CVS: 

arrival procedures, 1 14 

procedures, 99, 122 

separation criteria, 113, 114 



D 

DD Form 1149,25,27 

Decision height (DH), 5 1 

Det'en.se Mapping Agency Hydrographic Center 

(DMAHC), 24 

Definitions and abbreviations, 158 
Dela\, ll'R holding, 77 
Delegation of authority, 14 
Departure procedure: 

CVA/CVS, 113, 114 
IFR.:74 

Departure routes, nonstandard. 71 

Direction finder service, 92 

DMh application, 66 

DOl) Catalog of Aeronautical Charts and 

Flip's, 24 

Drills, crash, 35 

Duty. 

assignments* 
CVA/CVS, 3 
air stations, 3 

preference form, 143 



E 

Emergency: 

assistance, 88 

plans and services, 34 

procedures, 88-98 
Enlisted rating structure, I 
Establishing approach procedures, 46 



F 



FA A: 

air traffic representatives, 39 

coordination for instmment approaches, 46 

equipment certification, 44 
Facilities flight check, 40 
Facility; 

license, 32, 33 

operation, 31 

status classification, 43 
FAD, 25 
Final approach:; 

tlx(FAF),5I 

segment, 51 
Firefighting equipment, 71 
Fleet Activity Designator, 25 
Flight: 

check: 

facilities, 40 

clearance: 
approval, 14 
authority, 14 
lengthy delay, 78 
requirements, 16 
supervisor, 23 

inspection procedure, 42 

plan, composite, 72 

planning, 16-30 
Formation landing and takeoffs, 70 
Frequency: 

changes during approaches, 86 

of recurring flight inspections, 42 



G 

General flight inspection procedure, 42 
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AIRCONTROLMAN 1 & C 



H Local: 

air tralt'ic operations, 70 
[lazardous cargo, .35 controller, 1 29 

Holduig Locator beacon signals, 92 

airspace for obstruction-clearance require- Lowest usable FL, 75 

iiicnts. 68 

airspeed, maximum, 66 
instructions, 77 

patterns, 65-68, 78 M 
procedure, 77 



I 

IFR 

altitude assignment, 18 

arriving aircralt,^ 78 

capability. 71 

clearance, 71-74 

departure procedures, 74 

flight clearance requirements, 16 

night progress data, 72 

procedures, 71 

weather minimums, 18-19 
Initial approach tlx and segment, 48 
Instrument: 

approach and landing minimums, 19 

approach numbering, 47 

departures. !8 

flight Riles, 18-20 
Intermediate approach segment, 49 
Intersection takeoff's, 71 



Manpower authorizations, 142 
Manual. 

Air Operations, 31 

rate training, 8 
Marshal procedure, 100 
Maximum holding airspeed, 66 
Memoranda of agreement, 37 
Meteorological and communications services, 15 
Minimum:, 

crossing altitude (MCA), 76 

descent altitude (MDA), 5 1 

enroute altitude, IFR. 76 

fuel, 86 

obstruction clearance altitude (MOCA), 76 

safe altitude, 48 

sector altitude, 52 

takeoff, 18 

vectoring altitude, 52 
Missed approach: 

point (MAP), 52 

segment, 5 I 
Monitor control. 1 13 
Monitoring controller procedure, 38 
Multipiloted aircraft, 19 



J 

Job rotation, 1 37 
Julian date, 25 

Jurisdiction, approach procedures, 46 



L 



Leadership and superv ision. 10 
Lengthy delay, flight clearance. 78 
Letters of Agreement. 36 
License, facility* 32 
Lighting system, approved, 54 

ERLC 
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N 

NAALS. 149 
Naming SID's. 65 
Naval: 

enlisted dassification codes. 3 
facilities, civil use of. 33 
letter. 150 
speed letter, 150 
N A VI DTK A: 
1414/1 (AC). 7 
10052.8 

NAVRKI',46 



INDtX 



Navy: 

approach control facilities, 39 

correspondence , 150 

directions s>steni, 131 

filing system, 132 

records, 132 
Nonradar approaches, 80 
Nonstandard departure routes, 71 
Nonvisibility areas, 7 I 
Notice, 1 3 1 



O 

OPNAV: 

Form 1000/4 A, 143 
Form 3722/1, 142 
Form 3760-3 L 142 
Report 3722-1,54, 142 
Report 3722-2, 54 

Optional reduction areas, 67 

Outbound leg, 66 

Overdue aircraft, 89 



P 

Personnel training, 1 35 
Plant property, 141 
Policy for establishing SlU's, 60 
Practical factors, record of, 7 
Practice instrument approaches. 86 
Problem solving, 5 
Procedures:^ 
approach, 46 

procedures, CVA/CVS, 101-112 
Publication of approach procedures, 56 

Q 

Qualifications for advancement, 7 
R 

Radar: 
approach control, 80 
departures, IFR, 77 
minimums, 52 

procedure, instrument approach, 52 
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Radio communication failure, 90 
Rate Training Manuals. 8 
Record of practical factors, 7, 136 
Rescue coordination center, 96 
Route and altitude amendments, 72 

S 

Safety, 29 

carriers, 121 
SAR coordinator, 96 
SCAT ANA, 36 
Search and rescue, 94-97 
Security:. 

principle, 155 

education, 155 

classification, 1 57 
Service ratings, 1 
Services, crash and rescue, 34 
Severe weather forecast (WW), 18 
SID: 

development procedure, 63 

establishment of, 60 

numbering, 65 

policy for eslablishing, 60 

routes, 7 1 
Single: 

frequency approach, 86 

piloted aircraft, 19 
Special military operations, 20 
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